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“Ask Mr. Foster” is a by-word for the travele | Rail-B: 
When vou want to find out how to get there, thef Shippit 
best hotel, or what to see someplace you have § Air Tr 
never been, just “Ask Mr. Foster.” Deilre: 
But we couldn't expect Mr. Foster to know Defens 
about the unloading facilities at Houston or Public 
Memphis; or what draft load you can ship tof — Unifie 
Kansas City. He could tell you the fare to Lake | Natio 
Charles, but not the port charges. And when it Chica 
comes to stevedores in New Orleans, he has to| Quest 
draw the line. Diges 
Knowing the answers to such al Doin; 

tions is our business. If such Pers« 

Dock 


information will help you, don't 
hesitate to ask us. We are always 
- glad to share our knowledge of 
the inland waterways with those 
who can benefit by their use. 


Call, wire, or write. 
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I man can do it! 
\ 

Borreen MEN can Lsanhandle” a whale of a 
lot of material. BUT 999 tines out of a thousand one 
man and a Towmotor can\do the same job in less 
time and at lower cost. It’s \nerely a matter of mov- 
ing many units as one load, stacking higher to obtain 
additional storage space, releasing man-power for 
more productive work, and . ,. 

But there’s too much to fell here. If you want 
all the facts, send for a copy df our new manual, 
“The Inside Story.” It’s free; just write Towmotor 


Corporation, 1231 E. 152nd Stree}, Cleveland, Ohio. 


TOWMOTOR: 


\ 
THE 24-HOUR ONE-MAN-GANG 
| \ | 





Tux Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 


second class matter January 1, 1913, at the postoffice at Chicago, Tll., under the Act of March 38, 1879 
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WASHINGTON. D. C. 


October 9, 1943. 
A Special Letter to Traffic Managers Only: 


If you are having moving problems right now, through this 
special message, we would like to emphasize that we are in a position to help 


you solve these problems. 


We realize that you still have to fulfill the job of moving 
the household goods of your company’s employes or the transfer of your 


company’s office furniture or equipment. 


Despite various war-time restrictions such as elimination of 
empty van mileages and other difficulties that confront all in the moving 
business, members of the Independent Movers’ & Warehousemen’s Association, 
individually and collectively, have made provisions to prepare for the best 


war-time long distance moving service. 


This is one of the reasons that this organization and its 
members are gaining prominence; also, a reason for gaining more business 


from leading traffic managers in all parts of the country. 


On the opposite page are the names and addresses of the 360 
Independent long distance movers, operating a combined fleet of several 


thousand vans, practically covering the entire United States and Canada. 


Keep this list for future reference. Contact your nearest 
Independent mover any time. Also, we suggest that you write the Association 
headquarters above for a complimentary tariff for your files. It is your oppor- 


tunity to compare the rates and charges with other similar tariffs. 


Yours for prompt and reliable service, 


INDEPENDENT MOVERS’ & WAREHOUSEMEN’S 
ASSOCIATION, INC. 


P.S. Independent Movers are making plans now for the post-war period—an 


extra advantage to getting better acquainted now. 


TRAFFIC WORL) 


Independent Long Distance Mover; 


Phone REpublic 1926 


IN KEEPING WITH YOUR OPERATIONS" 





Unc 

® tra 
employe 
hat the 
ions, or 
known ‘ 
about, n 
kind we 
think ar 
ideas of 
out app 
themsel 
believe, 
they me 
their ac 
The 
Americ: 
portatic 
an illus 
pressio1 
road 0! 
on its b 
its exec 
dent of 





mode 
ment 
agen 


the g 
porta 
; 


biase 
are | 
them 
_ 


use « 


way 
oper: 


their 
to n 
oper 
and 


prob 
men 


defe 








926 


WRF ELC 


WORLD 


Henry A. Palmer, Editor 


OCTOBER 


9, 1943 





Who Is for What? 


Understanding of important problems—like the 
® transportation problem—and the methods being 
employed to solve them is often clouded by the fact 
hat the opinions and ideas of those looked to for solu- 
ions, or at least for clearly defined attitudes, are not 
known or often appear to be confused. This comes 
about, no doubt, because many persons, including the 
kind we are now talking about, are not sure what they 
think and believe and yet often “go along” with the 
ideas of others, so far as the record is concerned, with- 
out appreciating the fact that they are committing 
themselves to something in which they may not really 
believe, or about which they know little, or to which 
they may be in actual opposition in some other field of 
their activities. 

The plan of the Transportation Association of 
America for the segregation of all agencies of trans- 
portation of whatever kind into several systems offers 
an illustration. This association, contrary to the im- 
pression that prevails in some quarters, is not a rail- 
road organization. There are only two railroad men 
on its board of directors of forty-three and one other on 
its executive committee. They are J. M. Hood, presi- 
dent of the American Short Line Railroad Association, 


and L. O. Head, president of the Railway Express 
Agency, Inc., directors, and M. J. Gormley, executive 
assistant, Association of American Railroads, member 
of the executive committee. J. J. Pelley, president of 
the Association of American Railroads, was a member 
of the board at the time the segregation plan was 
adopted by it and for some time thereafter. 

But none of these, so far as we can learn, has ever 
objected to the plan and, through their connection 
with the association, they are committed to it. Never- 
theless, the railroads, as such, are officially, through 
R. V. Fletcher, vice president of the A. A. R., cam- 
paigning for permission to function by any method of 
transportation that pleases them—in other words, to 
go into the motor and air transportation fields. They 
have said nothing in this connection either- for or 
against the plan of the T. A. A. To be sure, it might 
be argued that what they are advocating would bring 
about the same results sought by the Transportation 
Association, but that would not be true. The Trans- 
portation Association is working, not for railroad con- 
trol of or participation in all modes of transportation, 
but for segregation by systems of all kinds of trans- 
portation, controlled by joint action. The scheme is 








OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. - 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. ‘ 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Subject to transportation tax property moved via gov- 
ernment barge line. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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not for railroad control any more than for motor 
control. 

Therefore, it is proper to ask, and the public is 
entitled to know, whether the railroads are for one 
thing when they participate in the councils of the 
Transportation Association, but for quite another when 
they meet among themselves—or don’t they know 
where they stand? 

The same thing is true, to greater or less extent, 
of other groups represented on the directorate of the 
Transportation Association. There are a number of 
prominent shippers on the board, but we have heard 
of no action by any organized body of shippers either 
for or against the segregation plan. There is a repre- 
sentative of the motor carrier industry on the board, 
and he is an officer of the American Trucking Asso- 
ciations, Inc., but are the truckers for or against the 
plan?. We have heard that some opposition to it is 
expected to develop at the fortheoming convention of 
their national organization. The same thing can be 
said of security owners, who are well represented on 
the Transportation Association board and who have 
a national organization of their own, and of manufac- 
turers of railway supplies, also represented on the 
board and also members of a well organized and influen- 
tial association of their own. 


What were all these men thinking about when 
they approved or at least assented to the Transporta- 
tion Association plan? Are they opposed to it? If so, 
why they have let themselves appear to be supporting 
it? If they are for it, do they represent the ideas of the 
associations and organizations in their own respective 
fields? 


This is not an argument for the Transportation 
Association plan, but merely an expression of our own 
lack of understanding as to where various interests 
stand with respect to it and our hope that they will 
think about it and clarify their minds and their atti- 
tudes. We are often, in contemplating the actions of 
supposed “big shots” in business, reminded of the time 
when, early in the job of newspaper reporting, we in- 
duced an ignorant county commissioner — ‘Honest 
John,” he was called, and, like many other office 
holders so distinguished, later went to the penitentiary 


—to sign a petition that he be hanged by the neck until 
dead. 


Director Eastman, of the O. D. T., goes out of his 
way to explain that the so-called “feather-bed” rules 
are the joint work of management and labor. The ques- 
tion, and the only question, so far as he is concerned, 
is not the responsibility for the rules or who is to blame 
for them, but whether they waste man-power at a time 
when it is terribly needed. Of course, he minimizes that 
waste, as he must do if he is not going to do anything 
about it, but even some or a little waste ought to be 
prevented. We have made the same point that he makes 
with respect to responsibility for the rules and working 
agreements that are so much criticised, but we have 
never relaxed our efforts to have them changed, or at 
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least submitted to authoritative scrutiny as to the 
ter of the waste of time and money involved, and ¢ te 
off-hand opinion even of Director Eastman does ng (An asteri 
satisfy us and ought not to satisfy anybody intere vole Mis 


in ascertaining the facts and curing a bad situation i tained by 9” 
the extent that it exists. 


—_——— *No. 28% 
O.P.A. LAKE CARRIER ORDER ‘ommission. 
Authority has been granted by the Office of Price Admiiipf $1.06, ™ 
istration to the Columbia Transportation Co., of Cleveland, (jmeck carloa: 
to “sell and deliver” contract carrier services consisting of 941, inclus 
transportation of scrap iron and steel in vessels on the Gre; easonable 
Lakes from Duluth, Minn.-Superior, Wis., to Detroit, Mig Reparation 
and Lake Erie receiving ports at rates a gross ton “not to & 
ceed the rates established by the general maximum pri 
regulation for the same service, plus $0.23%% per gross ton’ I, and 


England. | 
carrier rat 
minimum 

Norwich, a! 
dence, R. : 
East Provit 


The authorization, issued Oct. 6, was made effective retp 
actively to Aug. 4. 


s 7° = 
0. P. A. Rate Activities 
Rate activities of the Office of Price Administration for thlfnecticut pc 
quarter ended April 30 are reviewed in the fifth quarterlBjoading an 
report of that agency submitted to Congress by Prentiss Mand reasor 
Brown, administrator. Wethersfie! 
In the period covered by the report, said the O. P. A, &tive March 
total of 2,042 notices were filed with it pursuant to the authorityf of the O. 
to receive notices of proposed increases in rates, fares, and proceeding 
charges filed for common carriers by rail, motor, water, aifmcreases We 
and pipeline. Of that number, it said, 140 cases were protested—&costs of 0} 
before appropriate federal or state regulatory agencies, and i justified, < 
a majority of such cases, it said, the proposed increases werem transporta 
denied by the regulatory bodies concerned. In at least ten™close the < 
cases, it said, the carriers, after advised of O. P. A. opposition; 
withdrew the proposed increases. In a number of other cases 
it said, carriers were dissuaded from making increases prio I. and 
to their giving formal notice. In ten additional intances it said§ By divisic 
it withdrew its petitions after receiving additional facts from rier excer 
carriers and other interested parties indicating that the pro-— copper co 
posed changes were not inimical to the stabilization program§ line terri 
The O. P. A. reviewed its opposition to the Ex Parte 148% motor co! 
increases and the decision of the Commission suspending the bon-windi 
increases until Jan. 1, 1944. Reference also was made to the or fibrebc 
agency’s opposition to the request of eastern motor carrien— or pulpbe 
for a 10 per cent increase in rates. line terri 
Ninety-one individual petitions for adjustment of maximung entered r 
rates of contract carriers were considered in the period covered proposed 
by the report. Of that total, said the O. P. A., 23 were granted tariff of 
in whole or in part, 11 were denied, and the remainder werg Inc., to th 
disposed of through dismissals or references to other procedurem without | 
The O. P. A. said it was obtaining data and information— with vie 
from approximately 500 warehousemen in key cities in an in 
vestigation to determine the level of rates that should be 
established for the storage of government property throughout No. 
the country. Steamsh 
“The participation of the Office in transportation and util Eastern 
ity rate matters is closely associated with its responsibility by wate! 
for the direct control of prices because of the importance of™ the port 
transportation costs in production and the cost of living,” saiijj Were sh 
the report. basis of 
inapplic: 

























RATES ON USED CONTAINERS 


As a result of new freight rates permitted on shipments of 
used fruit and vegetable containers from the north to south Tex 
eastern states, southeastern fruit and vegetable growers, NOW pe co}, 
faced with a container shortage, will benefit from rates nevel§ 3939 f, 
before available on this type of traffic, says the War Food AGB Carlisle 
ministration. Effective September 27, the rates were published 


No. 
as I 


dianapc 

at 23.5 per cent of first class, said the W. F. A., adding: pei 
Railroad representatives meeting at Chicago agreed to the reduced Charge: 
rates on September 15. Further negotiation between W. F. A. officia ge: 
and the Interstate Commerce Commission resulted in publication of thy Portatic 
rates on short notice rather than after the statutory period of 30 days. plicable 


The lack of commodiy freight rates on used containers shipped been ui 
from the north into the southeastern area bounded by the Mississippi deck c: 
Ohio and Potomac rivers has discouraged the return movement of thes Repara 
containers to producing areas. Used containers are needed because of 
the decreased producticn of new containers, resulting from the scarcity 
of wood and metals, and the increased demand for packages for wal 
uses. The northern originating area covered in the rate reduction im 
cludes Illinois and the states east of that state and of Lake Michigan. 

Carload minimum weights are 25,000 pounds for box cars, and 15,000 
pounds for refrigerator cars when they are furnished for the carrier's 
convenience. Use of refrigerator cars will make it possible to returl 
cars of this type with pay load to points having perishable tonnage 
available for northbound shipment. 

Similar arrangements are under consideration for relieving the 
container situation in the Pacific Coast and southwestern producing 
areas. 
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Commission Reports 


d th 

Ss nM (An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 

on tained by prompt application to the Commission.) 



















Hogs 


*No. 28882, Coast Packing Co. vs. Union Pacific. By the 

‘ommission. Report written by Commissioner Patterson. Rate 

pf $1.06, minimum 24,000 pounds, charged, hogs, in double- 

Heck carloads, shipped between Jan. 14, 1940, and Dec. 27, 

1941, inclusive, from Columbus, Neb., to Vernon, Calif., un- 

smreasonable to the extent it exceeded $1.03, same minimum. 
Reparation awarded. 


Liquid Bituminous Products 


I and S. M-2213, Liquid Bituminous Products in New 
ngland. By division 2. Proposed increased motor common 
carrier rates on liquid bituminous products, in tank-trucks, 
minimum 2,000 gallons, from Hartford, New Haven, Norwalk, 
Norwich, and Stamford, Conn., and East Providence and Provi- 
dence, R. I., to specified points in Massachusetts, and from 
East Providence, Providence, and Springfield, Mass., to Con- 
M@necticut points, and proposed increased charges for delayed 
loading and unloading of tank trucks, not shown to be just 
and reasonable. Schedules filed by Peter H. Mortensen, of 
Wethersfield, Conn., dba Mortensen’s Express, to become effec- 
tive March 10, which were suspended until Oct. 10 on protest 
of the O. P. A., ordered canceled on or before Nov. 15 and 
proceeding discontinued. The report said the proposed in- 
creases were intended to compensate respondent for increased 
costs of operation. It found that the increases had not been 
justified, asserting that respondent had failed to show the 
® transportation costs for bituminous products, ‘‘or even to dis- 

close the average costs of all his operations.” 


Motor Exceptions Ratings 


I. and S. M-2177, Classifications in Middle Atlantic States. 
By division 3. Proposed cancellation of motor common car- 
rier exceptions ratings on iron or steel rivets, plain, brass, or 
copper coated, in straight shipments, between points in trunk 
line territory, just and reasonable; and proposed increased 
motor common carrier any-quantity exceptions ratings on rib- 
bon-winding spools, metal, flanged with pulpboard, paperboard, 
or fibreboard, in boxes, and on plate bands or rings, woodpulp 
or pulpboard, nested, in packages, between points in trunk 
line territory, not shown to be just and reasonable. Order 
entered requiring cancellation on or before Nov. 15 of schedules 
proposed by carriers parties to the classification-exceptions 
tariff of Middle Atlantic States Motor Carrier Conference, 
Inc., to the extent found unlawful, and discontinuing proceeding, 
without prejudice to the filing of new schedules in conformity 
with views expressed in the report. 


Toilet Paper 


No. 28891, Crown Zellerbach Corporation vs. Luckenbach 
Steamship Co., Inc., embracing Sub. 1, Same vs. California 
Eastern Line, Inc. By division 3. Found that certain shipments 
by water, made between Oct. 25, 1940, and Dec. 11, 1941, from 
the port of New York, N. Y., to the port of Los Angeles, Calif., 
were shipments of toilet paper, and that charges collected on 
basis of higher rates published on facial cleansing tissues were 
inapplicable. Reparation, with interest, awarded. 


Livestock 


No. 28688, J. G. Rogers vs. Cincinnati, New Orleans & 
Texas Pacific et al. By division 3. Rates charged or sought to 
be collected on livestock, in carloads, shipped since Oct. 10, 
1939. from Lexington, Paris, Winchester, Flemingsburg, and 
Carlisle, Ky., to Detroit, Mich., and from Lexington to In- 
dianapolis, Ind., applicable and not shown to have been unrea- 
sonable, and present rates not shown to be unreasonable. 
Charges collected for placing bedding in cars used in the trans- 
portation of this traffic, applicable in some instances and inap- 
plicable in other instances. Applicable charges found to have 
been unreasonable to the extent they exceeded $1.10 a single- 
deck car, but present charges not shown to be unreasonable. 
Reparation, with interest, awarded. 


hout 


util. 
vility 
e of 
said 


ts of 
uth- 
now 
ever 
Ad- 
shed 


luced 
icial 
f th 
days. 
ppeti 
sippi, 
these 
se of 
reity 
war 
n it 
igan. 
5,000 
rier’s 
oturn 
nage 





TERMINAL ALLOWANCE REPORTS 


The Commission, division 3, has issued five reports in Ex 
Parte No. 104, Practices of Carriers Affecting Operating Reve- 
nues or Expenses, Part II, Terminal Services, in each of which 
It found that the obligations of the rail respondents under inter- 
8 line-haul rates did not extend beyond reasonable points 
of interchange, and that payment of allowances to the company 


thee. 
involved was unlawful. In each case the parties were given 30 


icing 
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days from the date of service of the report in which to show 
cause why an order in accordance with the findings should not 
be entered. 

The companies involved, and the location of the plants 
affected, are as follows: American Bridge Co., Ambridge and 
Pencoyd, Pa., Trenton, N. J., Elmira Heights, N. Y., and Toledo, 
Ohio; Sharon Steel Hoop Co., Sharon, Pa.; Wickwire Brothers, 
Inc., Cortland, N. Y.; Worth Steel Co., Claymont, Del., and 
McClintic-Marshall Corporation, Leetsdale, Pa. 

In each case, the Commission found that, by means of 
allowances made by the respondents to the company involved, 
respondents refunded or remitted a portion of the rates or 
charges collected or received as compensation for the interstate 
transportation of property, in violation of section 6(7) of the 
interstate commerce act. 


TRANSIT CANCELLATION UNJUST 


In a report in I. and S. 5176, Transit in Connection with 
Gulf Water Lines, the Commission, division three, has found 
unjust and unreasonable proposed cancellation of operation of 
transit arrangements at points in the southwest in connection 
with through rates for transportation from and to points in the 
southwest over routes partly by rail and partly by water, em- 
bracing certain steamship lines serving Gulf and Atlantic ports. 
It has ordered cancellation of the suspended schedules on or 
before November 9, and discontinued the proceedings. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-401, Atlas Tug Service, Contract Carrier Application. 
By division 4. On reconsideration, amended certificate granted 
effective Dec. 18, authorizing continuance of operation by Wil- 
liam M. Gazeley as a common carrier by towing vessels in the 
performance of general towage between ports and points on the 
Columbia River and its tributaries below and including Bonne- 
ville, Ore., and on the Willamette River and its tributaries 
below its confluence with the Yamhill River. 

W-616, Gartland Steamship Co., Chicago, Ill., Contract 
Carrier Application. By division 4. On reconsideration, find- 
ings in prior report, 250 I. C. C. 782, authorizing continuance 
of operation as a common carrier by self-propelled vessels in 
the transportation of commodities generally between all ports 
and points on Lake Erie, Lake Huron, Lake Michigan, Lake 
Superior, and interconnecting waterways, not including the New 
York State Canal System, modified so as to authorize operations 
on Lake Ontario and the St. Lawrence River, in addition to the 
prior authority. Amended certificate granted, effective Dec. 18. 

W-414, Ohio River Co., Cincinnati, O., Contract Carrier 
Application. Certificate granted, effective Dec. 21, authorizing 
continuance of operation as a common carrier by non-self-pro- 
pelled vessels with the use of separate towing vessels in the 
transportation of commodities generally, and by towing vessels 
in the performance of general towage between points on the 
Ohio River below and including Aliquippa, Pa., the Mississippi 
River from its confluence with the Ohio River to its confluence 
with the Illinois Waterway, the Illinois Waterway, the Ka- 
nawha River and the Licking River. Application denied in 
other respects. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed wn full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 104024, C. L. DeHaven, Mt. Gay, W. Va., common 
carrier. Certificate granted. Household goods between points 
in Logan county, W. Va., on the one hand, and points in Ind., 


Ky., O., N. C., and Va., on the other. 
*MC 29427, Sub. 6, Southwestern Motor Carriers Corpora- 
tion, Oklahoma City, Okla., extension. Certificate denied. 


Passengers, baggage, express, mail and newspapers over a pro- 
posed alternate route in Okla. 

*MC 59397, Sub. 1, Joseph W. Musto, Vineland, N. J., 
extension. Certificate granted. Malt beverages from Balti- 
more, Md., to Philadelphia, Pa., and points in N. J., and empty 
containers in the reverse direction. 

*MC 66562, Sub. 474, Railway Express Agency, Inc., New 
York, N. Y., extension. Certificate granted, subject to con- 
ditions. General commodities, moving in express service, from 
Loudonville, O., to the junction of Ohio Highways 3 and 226, 
over Highway 3, and from the junction of Ohio Highways 179 
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and 226 to the junction of Ohio Highways 3 and 179, over 
Ohio Highway 179, and return over the same routes, with no 
service at intermediate points. 

*MC 83430, Oneida Motor Freight, Inc., New York, N. Y., 
common carrier, embracing Sub. 1, Same, extension. On recon- 
sideration, findings in prior report, 41 M. C. C. 864. Certificate 
granted in MC 83430 as to continuance of operation by appli- 
cant, as successor in interest to Noah Springarn, general com- 
modities, with exceptions, between specified points in N. Y., 
and operation in MC 83430, Sub. 1, as to general commodities, 
with exceptions, serving Albion, Honeoye Falls, Mount Morris, 
Medina, and Phelps, N. Y., as off-route points in connection 
with operations authorized in MC 83430. 

*MC 89798, Sub. 3, Murphy Bus Co., War, W. Va., exten- 
sion, embracing MC 61947, Sub. 6, Consolidated Bus Lines, Inc., 
extension. Certificates granted. Passengers, baggage, express, 
mail and newspapers between points in W. Va., and Va., in 
MC 89798, Sub. 3, and of the same commodities between Bishop, 
W. Va., and Tazewell, Va., in MC 61947, Sub. 6. 

*MC 43707 Sub. 1, Atkinson Motor Freight Co., Consho- 
hocken, Pa., extension. Certificate denied. General commodi- 
ties with exceptions, at specified intermediate and off-route 
points in N. Y. and N. J., in connection with applicant’s author- 
ized regular route operation; and paper and allied products 
between Miquon, Pa., on the one hand, and, on the other, points 
specified in N. J. counties. 

*MC 59559 Sub. 9, D. Graff & Sons, Kalamazoo, Mich., 
extension. Certificate denied. Specified commodities, from St. 
Louis, Mo., Louisville, Ky., Davenport, Ia., Milwaukee, Wis., 
and points in I11., Ind. and Ohio, to certain points in Mich., over 
irregular routes. 

*MC 75110, Gerold Moving & Warehousing Co., E. St. 
Louis, II!., common carrier. Certificate granted. Continued 
operation, household goods between St. Louis, Mo., and points 
within 25 miles thereof, on the one hand, and, on the other, 
points in Ill., and Mo., over irregular routes. 

*MC 1509, Sub. 44, Northland Greyhound Lines, Inc., Min- 
neapolis, Minn., extension. Certificate granted. Passengers and 
their baggage, and express, mail and newspapers, in the same 
vehicle with passengers, between Morton and Winthrop, Minn.., 
and between Gaylord, Minn., and junction of Minn. Highway 5 
and U. S. Highway 212 near Norwood, Minn., over specified 
routes. serving all intermediate points. 

*MC 3605, Greensboro-Fayetteville Bus Line, Inc., Char- 
lotte, N. C., common carrier, embracing MC 3605 Sub. 5, same, 
extension. Certificate granted in MC 3605. Continued opera- 
tion, passengers and their baggage and of express, newspaper 
and mail, in the same vehicle with passengers, between Rock- 
ingham, N. C., and Charleston, S. C., and between Winston- 
Salem, N. C., and High Point, N. C., over specified routes. 
Application denied in MC 3605 Sub. 5, on a finding that the 
= requested was included in authority granted in MC 
3605. 

MC 565 Sub. 4, Nevada Consolidated Fast Freight, Los An- 
geles, Calif. Certificate granted. General commodities, with 
exceptions, between Barstow, Calif., and San Francisco, Calif., 
and between Long Beach, Calif., and Colton, Calif., over speci- 
fied routes, with service at certain intermediate and off-route 
points, and from and to all intermediate points on applicant’s 
presently authorized route between Los Angeles, Calif., and 
San Bernardino, Calif. 

*MC 96494, Andrew E. Zimmer, East Durham, N. Y., com- 
mon carrier, embracing MC 100680, New York Clipper Lines, 
Ine., common carrier application. Certificate granted in MC 
96494. Seasonal operation, passengers and their baggage, in 
non-scheduled, door-to-door service, limited to the transporta- 
tion of not more than six passengers in any one vehicle, be- 
tween New York, N. Y., on the one hand, on the other, the 
towns of Cairo, Durham, Greenville, and Rensselaerville, N. Y., 
over irregular routes through N. J. Certificate denied in MC- 
100680. Passengers and their baggage, express, mail, and news- 
papers in the same vehicle with passengers between Cherry 
Valley and New York, N. Y. 


Railroad Abandonments 


By a report and certificate in Finance No. 14135, Detroit 
& Mackinac Railway Co. Abandonment, the Commission, divi- 
sion 4, has authorized the D. & M. to abandon its Prescott 
branch line of railroad, extending from National City to the 
end of the track at Prescott, in Iosco and Ogemaw counties, 
Mich., approximately 11.8 miles, together with forty-five hun- 
dredths of a mile of side tracks and station tracks. As to an 
agreement to which the deed granting certain rights-of-way 
was said to be subject, the report said that the enforcement 
of private contracts was a matter for determination in the 
courts, and that such contractual obligations were not con- 
trolling in determining questions of public convenience and 
necessity. 


Branch operations had been conducted at a loss in the 
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past two years, said the report, and that the principal so ; 
of traffic had been lost to the applicant permanently and pn 
as a result of war conditions. Neither the volume of busine. 
which might have been lost temporarily because of the war ap 
would normally return after the emergency, nor the presen 
or prospective traffic, was sufficient to warrant continued Oper 
ation, particularly in view of the large expenditures require; 
for rehabilitation, it said. 


Pacific Electric 


By a report and order in Finance No. 14315, Pacific Ele trig 
Railway Co. Abandonment, and Finance No. 14317, Pacis 
Electric Railway Co. Trackage Rights, the Commission, diy 
sion 4, has permitted abandonment by the Pacific Electric ¢ 
a line of railroad extending approximately 4.8 miles betwen 
Riverside and Colton in San Bernardino and Riverside counti« 
Calif., and authorized the Pacific Electric to acquire trackag 
rights over the parallel line of the Southern Pacific Railroa 
Co., Southern Pacific Co., lessee, between the same poin 
approximately 5.8 miles. 

Monson R. R. 


The Commission, division 4, by a report and certificate jj 
Finance No. 14314, Monson Railroad Co. Abandonment, ha 
permitted abandonment by the Monson, as to interstate ané 
foreign commerce, of its entire line of railroad in Piscataquis 
county, Me., extending 6.16 miles from Monson to Monson 
Junction. 

P. R. R. 


The Pennsylvania Railroad Co. has applied to the Commis. 
sion, in Finance No. 14355, for authority to abandon a total 
of 5.54 miles of branch line tracks in Cambria, Centre and 
Clearfield counties, Pa. The tracks are parts of applicant’s 
Bellwood, Snow Shoe, Morgan Run and Sterling No. 2 branches, 
and abandonment is desired by reason of no _ traffic being 
handled due to cessation of industrial activity and closing down 
of coal mines formerly served. Applicant said it desired to 
remove the unused facilities in order to make available for 
more essential purposes rail and other track material which 
had a total salvage value of about $13,621. 





COMMISSION ORDERS 

MC F-2294, M. R. Mitchell, lease C. Rampy. Application under sec 
tion 210a(b) requesting approval of temporary operation by M., R. 
Mitchell of properties of C. Rampy, denied. 

MC 78227 Sub. 1, Jay L. Miller, extension of operation. Reopened 
for reconsideration solely to determine whether applicant should be 
granted authority to operate as a contract carrier by motor vehicle, in 
interstate or foreign commerce, of poultry and eggs, over irregular 
routes, as follows: From Des Moines, Marengo and Grinnell, Iowa, 
to points in Illinois south of U. S. Highway 6, and on or north of 
Illinois Highway 10 between the Mississippi River and Urbana, and on 
or west of U. S. Highway 45 between Urbana and Kankakee, and on 
and north of Illinois Highway 17 extending between Kankakee and 
the Illinois-Indiana state line. From Iowa Falls, Mason City, Hampton, 
Centerville, Muscatine, Ottumwa, Waterloo, Dubuque, Clinton and 
Keokuk, Iowa, to all points in Illinois on and north of a line consisting 
of Illinois Highway 10, from the Mississippi River to Urbana, U. §. 
Highway 45, between Urbana and Kankakee and Illinois Highway 1! 
from Kankakee to the Illinois-Indiana state line. From Cedar Rapids, 
Oelwein, Ottumwa and Reinbeck, Iowa, to Forest Park, IIl., and points 
in the Chicago commercial zone as defined in 1 M. C. C. 673. Order:of 
May 10, 1940, effective July 1, 1940, insofar as it denied above-de- 
scribed operations, vacated. 

W-694, Portland Tug & Barge Co., contract carrier application. 
Applicant granted leave to file a petition on or before November 1. 

W-131, Bleakley Transportation Co., Inc., contract carrier applica 
tion; W-128, North River Barge Line, Inc., contract carrier application; 
and W-124, Triboro Scow Corp., contract carrier application. Order of 
June 23 dismissing applications vacated. Reopened to supplement rec 
ords and for reconsideration. 

W-446, James McWilliams Blue Line, Inc., common carrier appli- 
cation. Petition of reconsideration of rail carrier interveners, dated 
August 4 and received by Commission August 6, and it is accepted and 
filed of record in proceeding; and reply to petition may be made on oF 
before October 11. 

FF-36, D. C. Andrews & Co. of Illinois, Inc., freight forwarder 
application. Applicant granted leave to file petition for reconsideration 
on or before October 16. 

MC 66562 Sub. 522, Railway Express Agency, Inc., extension, Dallas, 
Reopened for further proceedings. 

MC C-375, Cleveland, Columbus & Cincinnati Highway, Inc., vs. 

Lecrone-Benedict Ways, Inc., et al. Motion of defendants to dismiss 


complaint filed by The Cleveland, Columbus & Cincinnati Highway, 
Inc., overruled. 


Ore. 


MOTOR RATE INCREASE IN EAST 

Following denial by the Commission of their joint petition 
for reconsideration and reargument in I. and S. M-2222, In 
creased Common Carrier Truck Rates in East (see Traffic 
World, Oct. 2, p. 771), the Secretaries of War and Navy and 
other government agencies withdrew their protest against 
tariffs of motor carriers establishing a general 4 per cent 
increase in rates and charges within trunk-line territory and 
between trunk-line and New England territories, as approved 
in I. and S. M-2222. The tariffs went into effect Oct. 4. 


October 9, 
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Proposed Reports 


Railroad, Water, and Motor Transport 





Jackson-Hope Towing Rights 


In a proposed report on reconsideration and hearing in 
W-461, Jackson-Hope Towing Co., Inc., Contract Carrier Ap- 
plication, Examiner John A. Russell has recommended that the 
applicant be found entitled to continue operations as a com- 
mon carrier by towing vessels in the performance of general 
towage to and from points on the Gulf Intracoastal waterway 
system between Pensacola, Fla., and Galveston, Tex., and on 
the Mississippi River between New Orleans and Baton Rouge, 
La., except that transportation performed west of New Orleans 
be restricted to through towage between points east thereof 
and points in Texas. ; , 

The report said that while applicant’s operations on the 
Mississippi River north of Baton Rouge, its towage of vessels 
from shipyards, its car-ferry towage, and certain service for a 
sand and gravel company had been performed under written 
contracts of the character contemplated by section 302(e), and 
in such service applicant might be entitled to the status of a 
contract carrier, facts concerning other transportation clearly 
showed that the applicant performed on-call service which, it 
said, “characterize applicant’s operations, in part at least, as 
those of a common carrier as defined in section 302(d).” As 
there was no evidence to support a finding that dual operations 
as a common and a contract carrier would be consistent with 
the public interest, the examiner said that the application for 
a permit must be denied. ‘ 

As to towage of empty tank vessels, the report said that 
applicant’s towage of empty vessels from discharging to load- 
ing points was doubtless incidental to the movement of the 
loaded vessels, and that adequate reasons might exist for ex- 
empting the movement of the empty vessels. However, it 
pointed out, under section 303(d) it was only the transportation 
of liquid cargo which had been specifically exempted. 

Noting that the applicant owned tugs of more than 100 
indicated horsepower, and tugs of less than 100 indicated horse- 
power, the report said that the record failed to show that the 
lower-powered . vessels would be used on routes other than 
those over which interstate towage would be performed with 
vessels exceeding 100 indicated horsepower, but that the infer- 
ence was that they had been and would be so used. Under the 
circumstances, it said, operations with the smaller vessels 
under the exemption of section 303(g)(2) could be used to 
defeat the purposes of the act. He recommended that the 
Commission find that the removal of the exemption under that 
section was necessary to carry out the transportation policy 
declared in the interstate commerce act. 


Pere Marquette Ferry Service 


Although the Pere Marquette had asked that it be found 
exempt from regulation under part III under sections 303(f) 
and 303(g), and also because of the difficulty in making accurate 
accounting reports to the Commission under separate parts of 
the interstate commerce act, Examiner John Davey, in a pro- 
posed report in W-887, Pere Marquette Railway Co. Common 
Carrier Application, says there is no reason for reaching a 
different conclusion than was reached in Ann Arbor R. Co. 
Common Carrier Application, 250 I. C. C. 490. He recommends 
a finding that the Pere Marquette is a common carrier and 
that public convenience -and necessity require operation by 
applicant as a common carrier by self-propelled vessels in the 
transportation of passengers, baggage, and vehicles, loaded and 
empty, between the ports of Ludington, Mich., and Milwaukee, 
Manitowoc, and Kewaunee, Wis., and that a certificate be issued. 

Wisconsin & Michigan Steamship Co., the report said, 
appeared as a protestant. It was a common carrier by water 
subject to part III of the act, operating between Muskegon, 
Mich., and Milwaukee, it said. According to the report, Wis- 
consin & Michigan Steamship Co. contended that public con- 
venience and necessity did not require continuance of the Pere 
Marquette service. The protestant, is said, did not handle rail- 
road freight cars on its boats and must depend to a great 
extent on the revenue from the transportation of new motor 
vehicles across the lake. It feared, said the report, that its 
ability to render any service between Muskegon and Milwaukee 
would be taken away, and was apprehensive that the authority 
sought by the applicant to transport new cars by ferry west- 
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bound, if: granted, would take the bulk of the new car traffic 
on which it was dependent; that it would be forced into in- 
solvency and that the patrons who needed its service would 
eventually be without water transportation across the lake. 

Milwaukee was the only point served by both applicant 
and protestant, said the report, and that Ludington, Manitowoc 
and Kewaunee were not served by the protestant. The evi- 
dence showed that the protestant had not always been able to 
render continuous service across the lake between the points 
for which it now had authority, it said, while witnesses for 
two large automotive manufacturers had testified to the need of 
applicant’s service for the transportation of new automobiles. 
The adverse effect the grant of authority would have on 
protestant’s operations was too speculative and two uncertain 
to state definitely, it said, or to support a finding which would 
deny the authority sought. At any rate, it added, the advantage 
of applicant’s operations to shippers in the general area ad- 
jacent to the points named in the application would far out- 
weigh any possible disadvantage to any other competitive 
water carrier. The proposed operations would enable Pere 
Marquette to render the shippers now served a more complete 
service, and also to serve other shippers who had requested 
the proposed service in order that they might have available 
year-round service. 

The report said that, although applicant had been engaged 
in this transportation for a long period prior to Jan. 1, 1940, 
Pere Marquette’s counsel did not file a “grandfather” applica- 
tion because of its belief that the transportation of passengers 
and vehicles along with railroad cars on car ferries remained 
subject to regulation under part I of the act and were not 
subject to part III of the act because of the provisions of 
303(f) (I), which, it said, exempted transportation by a railroad 
in the performance of car ferry service, and of section 
303(g) (2), which exempted the operation of ferries. 


Cotton, 8. W. to S. E. and Official 


The Commission should find that the 6-cent spread between 
cotton shipments under the 50,000-pound minimum for com- 
pressed cotton, and under the 35,000-pound minimum for flat 
cotton, does not give appropriate weight to the loading possi- 
bilities of the compressed as compared with the flat cotton, to 
the extent that it is less than 12 cents for 100 pounds, and that 
this is due to the unreasonably low level of the 35,000-pound 
rates, says Examiner Burton Fuller in a proposed report in 
No. 28800, Blytheville Chamber of Commerce, et al. vs. Aber- 
deen & Rockfish Railroad Co., et al. His recommended finding 
in full is as follows: 





















The Commission should find that the rates assailed in connection 
with the 35,000-pound minimum are, and for the future will be, un- 
reasonably low, and to destinations in the southeast are, and for the 
future will be, unduly preferential to shippers shipping under such 
minimum and unduly prejudicial to shippers shipping under the 
50,000-pound minimum, to the extent that the rates on the former 
reflect, or may reflect, a spread of less than 12 cents per 100 pounds 
over the rates from and to the same points in connection with a mini- 
mum of 50,000 pounds, and that the rates, minima, and practices 
assailed are not shown to be otherwise unlawful. 


The report said that to Columbia, S. C., from Little Rock, 
Ark., and Denison, Tex., representative southwestern origins, 
776 and 1070 miles, the rates in connection with the 50,000- 
pound minimum were 59 and 62 cents, yielding car-mile earn- 
ings of 39.9 and 30.4 cents, and based on a tare weight of 25 
tons, gross ton-mile earnings for the loaded movement of 3.9 
and 3 mills, respectively. The six-cent higher rates in connec- 
tion with the 35,000-pound minimum, it said, yielded car-mile 
earnings of 29.3 and 22 cents, and, on the same basis, gross ton- 
mile earnings of 2.3 and 1.8 mills, respectively. In order to yield 
the same gross ton-mile earnings, and allowing 40 miles for the 
gathering service in connection with the higher minimum, the 
rates on the lower minimum should be from 13 to 15 cents 
higher than the rates on the higher minimum, it said. The re- 
port added that the six-cent spread was far lower than those 
voluntarily maintained by the carriers or prescribed by the 
Commission for comparable differences in carload minima on 
other commodities. 


The rates assailed on compressed cotton (50,000-pound 
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minimum) averaged from 62 to 70 per cent of the any-quantity 
basis, said the reports, with rates on uncompressed cotton 
(35,000-pound minimum) averaging about 8.5 per cent higher, 
“both being far below the maximum basis of 83 per cent of the 
any-quantity rates prescribed in connection with the 50,000- 
pound minimum in Memphis Cotton Exchange vs. Chicago, 
R. I. & P. Ry. Co., 253 I. C. C. 685.” 

The report discussed loading characteristics of compressed 
and flat cotton, and had this to say concerning the respective 
minima: 

As to the propriety of the 35,000-pound minimum, while ordinarily 
the Commission would not prescribe a carload minimum so near the 
maximum loading capacity of the larger cars, the circumstances dis- 
closed on this record do not warrant its condemnation so long as the 
rates thereon are reasonably related to those in connection with the 
50,000-pound minimum, measured by transportation standards. While 
the 35,000-pound minimum exceeds the capacity of the smaller cars, 
it is also true that the 50,000-pound minimum is far below the capacity 
of the larger cars. So far as this proceeding is concerned, the question 
may be left to the carriers, at least for the present, as to whether, in 


view of the equipment situation, any changes should be made in either 
or both minima. 


Complainants and interveners in their behalf, said the re- 
port, were associations of cotton merchant-shippers and com- 
press-warehouse operators, and community organizations, lo- 
cated in New Mexico, Oklahoma, Texas, Louisiana, Arkansas 
and Missouri, and in Mississippi, Kentucky, and Tennessee west 
of the Tennessee River. 


Deming Maximum Rule 


Examiner M. J. Walsh, in a proposed report in I. and S. 

No. 5110, Maximum Rate Provision, Ocean-Rail to Southwest, 
has recommended finding unduly prejudicial in violation of 
section 3(1) and (4) of the interstate commerce act proposed 
cancellation of tariff provision that ocean-rail and rail-ocean- 
rail rates from points on Atlantic seaboard territory to interior 
destinations in Arkansas, Louisiana, Oklahoma, and Texas 
shall not exceed those concurrently in effect from the same 
origin points to Deming, N. M. He also recommended that 
the suspended schedules be ordered cancelled and the pro- 
ceeding discontinued. 
° Answering the challenge of the rail respondents of the 
Commission’s authority to suspend those of the schedules in- 
volved which had provided expiration dates, the examiner said 
their contention was without merit (see Traffic World, Aug. 21, 
p. 413). The Commission, said he, did not suspend any tariff 
provisions which were in effect, but had suspended schedules 
the effect of which would have permitted new individual or 
joint rates to become effective on the expiration dates named. 
The operation of the schedules had been suspended prior to 
those dates, he said, and that the effect of the Commission’s 
order was merely to suspend the application of the proposed 
new rates and to continue in effect the present rates. The 
schedules involved items expiring Feb. 2, and’ items published 
to become effective Feb. 25 are suspended by the Commission 
until Sept. 25. 

As to contentions of the rail respondents about the effect 
of the cancellation of the schedules on the rates prescribed in 
the southwestern revision, the report said that the ocean-rail 
rates prescribed in that proceeding were not differentially 
related to the corresponding all-rail rates, respondents having 
said that under the provision proposed to be canceled the 
rates over ocean-rail routes to certain points in the southwest 
did not reflect the differential relation with the all-rail rates 
which, they said, had been prescribed in the southwestern 
revision. Later in the report, in discussing the provisions of 
section 3(1) making unlawful undue prejudice and preference 
“in any respect whatsoever” as between ports or port districts 
or any particular description of traffic, the report said that 
“in maintaining over ocean-rai]l routes from north Atlantic 

orts to destinations in the southwest the maximum reasonable 
asis of rates prescribed in the southwestern revision re- 


spondents must not violate any section of the act.” The 
report continued: 


Respondents’ proposal would be disadvantageous to the north 
Atlantic and Gulf ports and to persons at points in Atlantic seaboard 
territory who ship over ocean-rail routes to points in the southwest. 
It would also render more difficult the resumption of coastwise oper- 
ation by certain steamship lines by restricting the destination area to 
which competitive traffic would move in connection with such lines at 
rates lower than those over the all-rail routes. The national transpor- 
tation policy requires the act to be so administered as to recognize 
and preserve the inherent advantages of each mode of transportation 
to the end of developing, coordinating and preserving a national trans- 
portation system by water, highway, and rail. Respondents’ proposal 
would not be consistent with that policy. 


The report said that the tariff naming the ocean-rail rates 
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from north Atlantic ports to Deming contained the usual inter. 
mediate rule under which those rates would apply at inter. 
mediate. points on the direct routes of the Southern Pacific 
and Santa Fe to which higher specific class rates were named 
in the tariff containing the Demning maximum rate provision 
The rates to Deming, it said, would not apply under that rule 
at intermediate points on other routes in respect of traffic 
handled by the Morgan Line and Southern Steamship Co., or 
on any route in respect of traffic moved in connection with 
other steamship lines operating from north Atlantic to Gulf 
ports, because none of those participated in tariffs naming 
rates to Deming. The proposed cancellation therefore, would 
eliminate as to the steamship lines, except the Morgan line 
and the Southern Steamship Co., the application of the rates 
to Deming at intermediate points in the southwest, it said 
: Under the respondents’ proposal the ocean-rail rates would. 
in many instances, exceed the all-rail rates from and to the 
same points, said the report, citing instances, and adding that 
there were no rates over ocean-rail routes from ports in New 
England to destinations in the southwest. Rates from Morgan 
Line piers at Boston and New Bedford, Mass., were canceled 
May 1, 1941, prior to the institution of this proceeding, it said 
and that shippers at those ports and other points in New 
England desired a continuation of the present ocean-rail rates 
from New York, because they shipped through that port on 
the basis of combination rates lower than those applicable over 
all-rail routes. 

_ Shippers at Baltimore market numerous commodities at 
points in the southwest in competition with shippers at Chicago 
says the report, and that to meet such competition the ocean. 
rail rates from Baltimore, which are on the same basis as the 
all-rail rates from Chicago, are necessary. Under the re- 
spondents’ proposal, it says, the rates from Baltimore over 
ocean-rail routes will be increased, while no increase will be 
made in the all-rail rates from Chicago to such destinations to 
which the rates to Deming will be applied as maxima. Under 
the proposal it says, ocean-rail routes from north Atlantic 
ports to Deming would not apply under the intermediate appli- 
cation provision of the tariff at points such as Fort Worth, Tex, 
with the result that rates to that point would exceed those 
to Deming. 

As illustrative of undue prejudice to steamship lines other 


than the Morgan Line and the Southern Steamship Co., the 
report said: 


If the proposed cancellation becomes effective the rates from north 
Atlantic ports to Deming will apply only at points on specific routes 
in connection with the Morgan Line and the Southern Steamship Co. 
Traffic in connection with all other steamship lines will be subject to 
the higher specific rates to such points. For example, a rate of $1.10 
applies on cordage from New York to El Paso in connection with the 
Morgan Line to Galveston or Houstn, thence Suthern Pacific. But if 
the shipment were tendered to the Southern Pacific at those ports by 
any other steamship line the rate would be $1.66, despite the fact that 


that. service rendered in each instance by the rail carrier would be 
the same. ... 


The report said that for many years the rates from the 
several north Atlantic ports over ocean-rail routes to points 
in the southwest had been equalized, but that, under the re- 
spondents’ proposal, that equalization would, in certain in- 
stances, be discontinued. The rates from Philadelphia to 
Deming would apply as maxima at all intermediate points on 
the direct route of the Santa Fe beyond Houston, it said, but 
that from New York and Baltimore the higher specific rates 
to the same destination would apply, “despite the fact that 
the service rendered by the Santa Fe from Houston would be 
the same irrespective of the port of origin.” 


Columbus Cartage Purchase 


Recommending dismissal of the application in a proposed 
report in MC F-2197, Columbus Cartage Co.—Purchase—Henry 
Thomas Harbold, Examiner M. L. Winson said that, under the 
recent decision in Refiners Transport & Terminal Corporation 
—Purchase—Marshall Transport Co., Inc., and Warren C. Mar- 
shall, decided Aug. 3, the instant application might not lawfully 
be approved unless William Wrightesmith, owner of 80 per cent 
of Columbus Cartage outstanding capital stock, applied for au- 
thority under section 5 to acquire control of the considered 
operations of Henry Thomas Harbold, doing business as Globe 
Transfer Co., of Columbus, O. 

The report said that Wrightesmith, principal stockholder 
and an officer of Columbus Cartage, was authorized as a con- 
tract carrier to transport steel and metal and wire products 
between Columbus and Martins Ferry, O., on the one hand, 
and, on the other, points in Ohio, and wire products and steel 
ware principally between Columbus and Portsmouth, .O., and 
points within 25 miles of Wheeling, W. Va., on the one hand, 
and, on the other, points in Ohio and in Indiana. Harbold, it 
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said, had authority to transport, as a common carrier, building 
and construction materials and supplies, hardware, paper, and 
paper products, glassware, junk, and rags between Columbus, 
on the one hand, and points in Ohio, Indiana, West Virginia, 
Kentucky, and Pennsylvania; and household goods between 
Columbus, on the one hand, and, on the other, points in the 
aforementioned destination states. It was obvious, the report 
said, that certain commodities were common to the classes of 
property which Wrightesmith and Harbold were authorized to 
transport and that, without modification of operating rights, 
objectionable competitive dual operations would be possible 
with respect to certain parts of the traffic. 

An offer on the part of Columbus Cartage to modify the 
common carrier rights involved, it said, would cause the evi- 
dence introduced in support of the transaction, as to more bal- 
anced operation in Ohio, higher load factor, and more efficient 
utilization of equipment, to lose much of its weight. It would 
also narrow the already limited rights under the Harbold cer- 
tificate, it said, which refinement of operating authority, the 
report added, would not be feasible or desirable from an admin- 
istrative and enforcement standpoint, and would not be con- 
ducive to efficient operation. 


NOBLE RIGHTS SALE 


In a report in MC F-2164, Joseph Promprowitz, Purchase, 
John F. Noble, Examiner Hobart C. Clough has recommended 
that the Commission approve and authorize purchase by Joseph 
Promprowitz, doing business as L. C. L. Transit Co., of oper- 
ating rights of John F. Noble, doing business as Noble Transit 
Co., in Illinois, Minnesota, North Dakota and Wisconsin. The 
application was opposed by several motor carriers, the Tllinois- 
Minnesota Motor Carriers’ Conference, and the common carrier 
division of the Wisconsin Motor Carrier Association. The re- 
port said “considering that vendee already has authority to 
serve most of the considered territory, the conclusion is not 
warranted that the instant transaction would materially in- 
crease competition in the territory or injure protestants in such 
a way as to threaten continuance of their operations or impair 
their ability to perform common carrier service to public.” Fur- 
ther, the report said, ‘“‘it will be vendee’s responsibility to con- 
duct his operation, including those proposed to be acquired, as 
a contract carrier.” 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’? type, 
with name of town or city following.) 


Pennsylvania (Allentown)—MC 1353, Sub. 4, M. H. Hum- 


mel, extension. Denial of permit proposed. Cocoanut oil, cocoa- 
nut oil products, lard substitutes or compounds, cooking oils, 
glycerine, stearine, toilet preparations, soap, soap products, 
premiums and advertising matter pertaining to these products, 
from Port Ivory, N. Y., to Lock Haven and Williamsport, Pa., 
and empty containers used for these products, and rejected 
shipments, on return to Port Ivory over irregular routes. 

Missouri (West Plains)—-MC 54487, Sub. 3, W. N. Farley, 
extension. Certificate proposed. General commodities, with 
exceptions, between Springfield and Rogersville, Mo., over 
specified routes and return over the same route; also between 
Cabool and Thayer, Mo., over U. S. Highway 63, and return 
over the same route, serving the intermediate points of Willow 
Springs, West Plains, and Koshkonong. 

Pennsylvania (Slatington)—-MC 103448, Sub. 1, Mahlon 
Livengood, extension. Denial of certificate proposed. Coal, 
from points in Carbon, Luzerne, and Schuylkill counties, Pa., 
to Maplewood, N. J., and points in New Jersey within 20 
miles of Maplewood, over irregular routes. 

Virginia (Keen Mountain)—-MC 104586, Ottis Stinson, com- 
mon carrier. Certificate proposed. Coal, from Swords Creek 
and Shortt Gap, Va., and points within 5 miles of each, to 
Bluefield, W. Va., and from Shortt Gap and points within 5 
miles thereof to Raven, Va.; Livestock, and poultry feed, from 
Bluefield, W. Va., to Keen Mountain, Va.; mine timbers and 
lumber from Keen Mountain and points within 5 miles thereof 
to Caretta, W. Va.; and household goods between points in 
Buchanan County, Va., an the one hand and points in McDowell 
and Mercer counties, W. Va., and Pike County, Ky., on the 
other over irregular routes. 

Pennsylvania (Wilkes-Barre)—-MC 96522, Anthony Caruso, 
common carrier. Dismissal of application proposed at appli- 
cant’s request. Household goods and used furniture from 
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Wilkes-Barre and points located within 6 miles thereof, to 
points in Conn., N. Y., N. J., Md., and D. C., over irregular 
routes. 

Virginia (Richmond)—MC 699, Sub. 3, Clarence Wyatt, 
extension. Denial of certificate proposed, for want of prosecu- 
tion. General commodities, between Richmond, Va., and the 
United States airport located approximately four miles south- 
west of Richmond. 

California (E] Monte)—MC 1882, Sub. 2, Wells Truckways, 
Ltd., extension. Certificate proposed. Live stock, from all 
points in Ariz., to points in Imperial San Diego, Riverside, 
Orange, Los Angeles, San Bernardino, and Kern counties, Calif., 
over irregular routes. 

California (Los Angeles)—MC 13743, Sub. 3, Snowden 
Transportation, Inc., extension. Denial of certificate proposed, 
with recommendation that the Commission, on its own motion, 
consider the application as one for temporary authority. Petro- 
leum products, in packages, and empty containers, between 
Oleum, Richmond, Avon, and Martinez, Calif., on the one hand, 
and, on the other, Oakland, Calif.; chemicals, from Martinez 
to Oakland, over a specified route. 

Kentucky (Louisville)—-MC 40858, Sub. 17, Silver Fleet 
Motor Express, Inc., extension. Denial of certificate proposed, 
with recommendation that the Commission give consideration 
to the issuance of temporary authority. General commodities, 
with exceptions, over regular routes in Ind. and Ohio, for 
operating convenience only. 

Pennsylvania (Wilkes-Barre)—-MC 78763, Sub. 3, K.-H. 
Mesharer, extension. Denial of certificate proposed. Building 
construction materials, between points and places in Luzerne 
county, Pa., except Hazelton, Pa., and points within 10 miles 
thereof, on the one hand, and, on the other, points and places 
in N. J., N. Y., Conn., R. I., Mass., Ohio, and Md., over 
irregular routes, and rejected shipments on return movements. 

Virginia (Roanoke)—-MC 104383, Willie Russel Firebaugh, 
common carrier. Denial of certificate proposed. Varnish, shel- 
lac, sealer, lacquer, thinner, drawer coater, reducer, filler, and 
stain, from Roanoke to Lexington, High Point, Marion, Morgan- 
town, Lenoir, and Thomasville, N. C., and Sumter, S. C., and 
empty containers from the specified destination points to 
Roanoke, and of such merchandise as is dealt in by wholesale, 
retail, and chain grocery and food business houses, and in 
connection therewith, equipment, materials, and supplies used 
in the conduct of such business, from Roanoke to points in Va., 
within 100 miles of Roanoke, and of empty grocery containers 
from points in Va. within 100 miles of Roanoke to Roanoke, 
over irregular routes. 

Texas (Lubbock)—MC 104370, Wylie Hudman, common 
carrie?. Dismissal of application proposed, at applicant’s re- 
quest. Live stock, agricultural commodities, and oil-well ma- 
chinery, between points in Okla., N. M., and Tex., over irregular 
routes. 

Ohio (Warren)—MC 104522, Industrial Cartage: Co., Inc., 
common carrier. Denial of certificate proposed. Specified 
products, from points in Pa., Ohio, N. Y., and Ky., to points 
in Ohio, N. Y., Mich., Ill., Ind., Ky., and W. Va. 

North Carolina (Henderson)—-MC 93980, Sub. 10, Vance 
Trucking Co., extension. Certificate proposed. Unmanufac- 
tured tobacco, from points in Ga. to points in N. C. and Va; 
empty containers, namely, hogsheads, sheets, and baskets, and 
materials essential to the packaging, handling and processing 
of unmanufactured tobacco, between points in Ga. and points 
in N. C. and Va., traversing, S. C., over irregular routes, in 
seasonal operation from July 1 to Sept. 30, inclusive. 


New York (New York)—MC 66562, Sub. 380, Railway 
Express Agency, Inc., extension. Denial of certificate proposed, 
with recommendation that the Commission give consideration 
to a grant of temporary authority. General commodities, 
moving in express service, between Saginaw and Jackson, Mich., 
over a specified route, and return over the same route serving 
St. Charles, Laingsburg, Mason, and Leslie, as intermediate 
points, and Rives Junction and Chesaning as off-route points. 

Kansas (Wichita)—-MC 35803, Sub. 4, Leland Atherton and 
Fannie D. Atherton, extension. Dismissal of application pro- 
posed, at applicants’ request. General commodities, with ex- 
ceptions, between Ponca City and Garber, Okla., via Lamont 


= Salt Fork, Okla., and returning to Ponca City via Billings, 
Okla. 


Indiana (Terre Haute)—-MC 2401, Sub. 6, Motor Freight 
Corporation, extension. Certificate proposed. General com- 
modities, with exceptions, over an alternate route in Ind., 
U. S. highway 41, for operating convenience only; between all 
points in Ill., in the Chicago commercial zone; and points in 
Ind., within three miles of Evansville, Ind., on the one hand 
and, on the other, all points on its presently authorized routes. 

Ohio (Mingo Junction)—MC 14209, Sub. 3, Mingo Transfer 
Corporation, extension. Denial of certificate proposed, with rec- 
ommendation that the Commission on its own motion consider 
application as one for temporary authority. Iron and steel, and 
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manufactured products thereof, from Weirton, W. Va., to points 
in Ohio, and points in described areas of N. Y., and P. A., over 
irregular routes. 

Michigan (Alpena)—MC 28817, Sub. 3, Mulvena Truck 
Line, Inc., common carrier. Certificate proposed. General 
commodities, between Rogers City and Detroit, Mich.; between 
Rogers City and Mackinaw City; between Alpena and Oscoda, 
Mich.; and between Alpena and Onaway, Mich., over specified 
routes in each case, with service at specified intermediate points. 

New York (New York)—MC 66562, Sub. 518, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities, in substituted truck for rail service, between 
Hyannis, Mass., and Provincetown, Mass.; and between Hy- 
annis and Harwich, Mass., over regular routes, serving Or- 
leans and Wellfleet, Mass., as intermediate or off-route points. 

Pennsylvania (Shamokin)—-MC 67393, David H. Moyer, 
common carrier. Certificate proposed. Continuance in opera- 
tion, General commodities, with exceptions, between all points in 
Pa. within 10 miles of Shamokin, including Shamokin, over 
irregular routes. 

Pennsylvania (Mansfield)—-MC 89300, Sub. 1, A. S. Decker, 
extension. Denial of permit proposed. Coal, from Antrim and 
Blossburg, Pa., to points in Steubin county, N. Y., and from 
Blossburg to points in Chemung county, N. Y., over irregular 
routes. 

California (Los Angeles)—-MC 868, Sub. 1, Signal Trucking 
Service, Ltd., extension. Certificate proposed. General com- 
modities, with exceptions, between its terminal situated in Los 
Angeles county, Calif., within one mile of Los Angeles and near 
the intersection of East 26th Street, and Indiana Street, on the 
one hand, and, on the other hand, points in California within 80 
miles of Los Angeles, Calif., over irregular routes. 







































UNCONTESTED FINANCE CASES 

Report and order in F. D. 2071, Toledo & Ohio Central Railway 
Company Lease, authorizing further modification of lease dated Janu- 
ary 1, 1922, under which the New York Central Railroad Company 
operates the properties of the Toledo & Ohio Central Ry. Co., and dis- 
missing application of the Toledo & Ohio Central Ry. Co. for authority 
to modify the lease of its properties. 

Fourth supplemental report and order in F. D. 4400, Hudson River 
Connecting Railroad Corporation Lease, authorizing further modifica- 
tion of lease dated November 14, 1926, under which the New York 
Central R. R. Co. operates the properties of the Hudson River Connect- 
ing R. R. Corporation, and dismissing application of the Hudson River 
Connecting R. R. Corporation for authority to modify the lease of its 
properties. 


















PETITIONS FOR REHEARING, ETC. 

No, 28989, Illinois Territory Industrial Traffic League vs. U. P* et al. 
Defendants ask Commission to require complainant to make allegations 
of complaint more definite and certain. 

MC C-358, Minimum rates on textile products to eastern ports. 
Mason & Dixon Lines, Inc., ask that case be dismissed as far as it 
applies to it. 

W-844, L. N. Boudreaux, common carrier application. 
ask for reopening, hearing and reconsideration. 

No. 28832, Cooperative Mills, Inc. et al. vs. P. R. R. 
asks for reconsideration and reargument. 

No. 28859, Cooperative Mills, Inc. et al. vs. P. R. R. Complainant 
asks for reconsideration by and reargument before entire Commission. 

28856, Robbins Flooring Co. et al. vs. Ann Arbor et al. Complain- 
ants and designated Intervenors ask for reopening and reconsideration 
by entire Commission of findings of Division 3, dated August 5, 1943. 

W-125, George N. Childs, contract carrier application. American 
Barge Line Co. asks for hearing and leave to intervene for suspension 
pendente lite of findings and orders and for revised findings and orders. 
Union Barge Line Corp. asks for leave to intervene and for reopening, 
hearing and modification of report and order. 
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FINANCE APPLICATIONS 

MC F-2322, Clifford Skipworth, dba The People’s Transfer Co., of 
Johnson City, Tenn., asks authority to purchase certain operating 
rights of Rutherford Freight Lines, Inc., of Bristol, Va. 

MC F-2323, Atlantic States Motor Lines, Inc., of High Point, N. C., 
asks authority to purchase certain operating rights of Frank Jannone, 
dba Bound Brook Transportation Co., of Bound Brook, N. Y.; and 
R. L. Brinson Co., which owns 90 per cent of the shares of outstanding 
stock of Atlantic States Motor Lines, Inc.; and R. L. Brinson, who 
owns a majority interest in and controls and manages R. L. Brinson 
Co., ask authority to control the operations to be acquired from Frank 
Jannone, through ownership and control of Atlantic States Motor 
Lines, Inc. 

MC F-2324, Reliable Transfer Co., Inc., of Augusta, Ga., asks 
authority to purchase certain operating rights, equipment, and property 
of W. R. Dobson, Jr., dba W. R. Dobson, Jr., Truck Line, also of 
Augusta. 

MC F-2325, H. F. Johnson, of Laurel, Mont., asks authority to 
purchase certain operating rights, equipment, and property of Gale D. 
Whitney, of Billings, Mont. 

MC F-2326, Arkansas Motor Freight Lines, Inc., of Fort Smith, 
Ark., asks authority to purchase certain operating rights, equipment, 
and property, of L. L. Rhoades, dba P. C. Motor Freight Lines, also 
of Fort Smith. 


MC F-2327, Rock Island Motor Transit Co., of Chicago, Ill., asks 
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authority to purchase certain operating rights and equipment of J, 3 


Frederickson and D. H. Frederickson, dba J. H. Frederickson & Son, Es 
of Harlan, Ia. » 
MC F-2328, John E. Carroll, of Los Angeles, Calif., contro ‘ 
Signal Trucking Service, Ltd., of Los Angeles, Calif., asks autho (Designatic 
to purchase 12 per cent of the capital stock of City Transfer & Storage ww it have be 
Co., also of Los Angeles. ules not rep’ 
MC F-2142, amended. Consolidated Freightways, Inc., Po The Daily 7 
Ore., asks authority to acquire, in addition to stock control of Sunrise 1. anc 
Trail, Inc., Walla Walla, Wash., _ * 


interstate and intrastate operating 
certificates and permits held by Sunrise. 
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MOTOR FINANCE CASES 
MC F-2302, Stevens Van Lines, Inc.—Purchase—George S. Warren 
et al. Application for authority under section 210a(b) of Stevens Van 
Lines, Inc., of Flint, Mich., for temporary operation of motor-carriey 
rights of George S. Warren, Irwin D. Warren and John E. Warren, 
doing business as Warren Bros. Moving Co., of Chicago, Ill., denied, 
MC F-2319, Harry S. Miller—Purchase—Allen Bros., Inc. Applica. 
tion for authority under section 210a(b) of Harry S. Miller, doing bug. 


Washington, 
ness as Southern Tier Trucking Co., of Middletown, N. Y., for tem. Inc., the sus 
porary operation of motor-carrier rights and properties of Allen Bros, f nlassificat 
Inc., of Monticello, N. Y., granted, with conditions. ‘8° ‘e e 0! 

MC F-2143, Oliver L. Buckingham, et al.—Lease—Jacob W. Wieder. aoe, , 


ticle or pac 


span (Ester B. Wiederspan, Administratrix). Lease by Oliver L. Buck Pai" 
establish in 


ingham, Glen O. Buckingham, Harold B. Buckingham, and Earl Ff, 


Buckingham, a partnership, doing business as Buckingham Transporta. In I. al 
tion Co., of Rapid City, S. D., of operating rights of Jacob W. Wieder. i Oct. 4 until 
span (Ester B. Wiederspan, administratrix), doing business as Nebraska J lished in St 
pr Lines, of Lincoln, Neb., approved and authorized, subject to Western Tr 
condition. 


Kansas Cit} 
rates on fre 
Chicago, I] 


MC F-2277, Fitterling Transportation Co., Inc.—Control—Shippers 
Dispatch, Inc. Application for authority under section 210a(b) of Fit. 
terling Transportation Co., Inc., of South Bend, Ind., for tempo 


operation through control and management of motor-carrier rights andj Rapids and 
properties of Shippers Dispatch, Inc., of Chicago, Ill., granted with § 0 longer < 
conditions, tion Co., I 
se apply ¥: lie 
e C) CJ In I. a 
Midwest Motor Rate Restrictions § o«. 4 unt 
The Public Utilities Commission of South Dakota has oa eee 
taken exception to the proposed report of Examiner H.C @ inland Ta 
Dillon in I. and S. M-2154, Minimum Rate Restrictions to, @ pended sct 
from, within Southwest, and related cases. In his report, the supercharg 
examiner recommended that proposed changes in minimum rating of 0 
class rates of motor common carriers from, to and between §& jower clas 
points in western trunk line territory be found not shown to & and north 
be just and reasonable; that provisions proposed for account § tah and 
of individual carriers which restricted the participation of § tween poi 
such carriers in joint class rates be found unlawful; that pro- In I. | 
visions proposed for account of individual carriers which elim. Oct. 1 unt 
inated or modified their participation in specified commodity in suppler 
rates be found just and reasonable; and that proposed can- Cooper, A 
cellation of exception rating on net cotton bags be found just & propose t 
and reasonable. He also proposed that the suspended sched- & plication « 
ules be ordered cancelled without prejudice to the establish- shipments 
ment of rates and charges in conformity with his findings (see § numerous 
Traffic World, Sept. 25, p. 711). territory, 
The South Dakota Commission asked that the proposed § McLean ° 
schedules be found not just and reasonable for application be- In I 
tween South Dakota and the other states involved, and that October 
the proposed rates be ordered cancelled and the proceeding § published 
discontinued. It further said that the Commission should % and other 
“thereafter” institute an investigation of all class rate tariffs § Chicago, 
containing class rate stops applying from, to, or between stopping- 
South Dakota and the other states involved, and tariffs re from the 
ferred to in the examiner’s report. This, it said, would permit § to final « 
interested parties the opportunity to submit evidence perti- (110%) | 
nent to this matter, “in view of the fact that the class rate — shipment 
stops referred to above have not been the subject of investi- use of t 
gation, to determine whether such rates are just, reasonable in the cu 
and non-discriminatory in accordance with part II, section 
216(b) and section 216(d) of the interstate commerce act.” 
The South Dakota commission directed_its exceptions 
mainly to the proposal of the motor common carriers to estab- New 
lish class rate stops or class rate restrictions in connection filed an 
with the class rates applicable within “a large part of western carrier 
trunk line territory.” It said it was of the opinion that “this tion ove! 
matter cannot be effectuated by class rate stops based on & for cove: 
specified percentage of first class; and that the method pro- Houston 
posed by the motor carriers, as well as that recommended by ville, Te 
the examiner, will create a class rate structure, which will ‘Afte 
permit the motor carriers effectively to forego the lower rated vessels 
traffic, thereby enabling them to retain only that business pro- compan’ 
ducing high earnings at not less than the proposed pegged cant sa 
rates. taken t 
Peg Ee whi | 
REPARATION ORDERS ae a 


Reparation orders have been issued in No. 28891, Crown 


parent « 
Zellerbach Corp. vs. Luckenback Steamship Co., Inc., and No. it said, 
28891 Sub. 1, Crown Zellerbach Corp. vs. California Eastern necessa 


Line, Inc. interest 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
a. it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


in 1. and S. M-2308, the Commission has suspended from 
Oct. 4 until May 4 the operation of certain schedules published 
in supplement No. 5 to tariff MF-I. C. C. No. 27 of Middlewest 


















schedules propose to increase rates on various commodities 
between points in middlewestern states. 

In I. and S. M-2309, the Commission has suspended from 
Oct. 4 until May 4 the operation of certain schedules as pub- 
lished in supplement No. 4 to tariff MF-I. C. C. No. A-115 of 
Middle Atlantic States Motor Carrier Conference, Inc., Agent, 
Washington, D. C. For the account of Seaboard Freight Lines, 
Inc., the suspended schedules propose to annul the application 
of classification exceptions ratings on battery boxes, hard rub- 
ber, loose or in boxes measuring 10 cubic feet or more per ar- 
ticle or package, less than truckloads, and truckloads, and to 
establish in lieu thereof a higher classification exceptions rating. 

In I. and S. M-2310, the Commission has suspended from 
Oct. 4 until May 4 the operation of certain schedules as pub- 
lished in supplement No. 33 to tariff MF-I. C. C. No. 67 of 
Western Trunk Line Motor Common Carriers Bureau, Agent, 
Kansas City, Mo. The suspended schedules proposed to restrict 
rates on fresh meats and packing house products, and between 
Chicago, Ill., and Ia. and Nebraska points, and between Cedar 
Rapids and Waterloo, Ia., and Illinois points so that they would 
no longer apply in connection with Watson Bros. Transporta- 
tion Co., Inc., allowing higher class or combination rates to 
apply in lieu thereof over that line. 

In I. and S. M-2311, the Commission has suspended from 
Oct. 4 until May 4 the operation of certain schedules as pub- 
lished on fifth revised page 39 to tariff MF-I. C. C. No. 9 and 
on third revised page 23 to tariff MF-I. C. C. No. 12 of Pacific 
Inland Tariff Bureau, Inc., Agent, Portland, Ore. The sus- 
pended schedules propose to establish on airplane motors and 
superchargers, any-quantity, a new classification exceptions 
rating of one and one-half times first class in lieu of the present 
lower classification basis, from points in Oregon, Washington 
and northern Idaho to West Yellowstone, Mont., and points in 
Utah and southern Idaho and in the reverse direction, and be- 
tween points in Oregon, Washington and Idaho. 

In I. and S. M-2306, the Commission has suspended from 
Oct. 1 until May 1 the operation of certain schedules published 
in supplement No. 13 to tariff MF-I. C. C. No. 85 of R. S. 
Cooper, Agent, Greensboro, N. C. The suspended schedules 
propose to establish, as minimum, the third class rate for ap- 
plication on less truckload, any quantity, truckload or volume 
shipments moving from several points in North Carolina, and 
numerous points in Virginia and West Virginia, to trunk-line 
territory, and in the reverse direction, when in connection with 
McLean Trucking Company, Inc. 

In I. and S. M-2307, the Commission has suspended from 
October 1 until May 1 the operation of certain schedules as 
published in supplement No. 70 to tariff MF-I. C. C. No. 36, 
and others, of Central States Motor Freight Bureau, Inc., Agent, 
Chicago, Ill. The suspended schedules propose to make present 
stopping-in-transit rules applicable only when the distances 
from the original point of shipment through the stop-off point 
to final destination does not exceed one hundred ten per cent 
(110%) of the carrier’s shortest route from original point of 
shipment to final destination, distances to be determined by 
use of the mileages over hard-surfaced highways as shown 
in the current issue of the Rand McNally atlas. 








































































NEWTEX STEAMSHIP APPLICATION 


Newtex Steamship Corporation, of New York, N. Y., has 
filed an application in W-896, for a certificate as a common 
carrier of property, authorizing the institution of a new opera- 
tion over regular routes, the year around. The authority asked 
for covered one call a week between the port of New York and 
Houston, Tex., and between the port of New York and Browns- 
Ville, Tex. 

After relating the circumstances of the sale of Newtex 
vessels to the British government and the liquidation of the 
company, in an exhibit appended to the application, the appli- 
cant said that immediately on liquidation plans were under- 
taken to reorganize a new Newtex Steamship Corporation, 
which, it said, from all practical viewpoints, was the counter- 
part of its predecessor. Overlakes Freight Corporation as the 
Parent company, owning all of the outstanding stock of Newtex, 
it said, stood ready to supply such working capital as might be 
necessary for the operations of Newtex. The controlling stock 
interests in the old Newtex corporation, and in Overlakes, were 
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substantially the same, it said, namley, Messrs. Hewitt and 
Moloney, and J. H. Winchester Co. interests. 

The proposed service, said the corporation, would be of 
particular benefit to the citrus fruit and processed vegetable 
industries in the Rio Grande valley, and to the frozen food 
industry which shipped via Houston. The corporation antici- 
pated returning to the refrigerated as well as general cargo 
trade, it said, and proposed to operate a minimum of three 
ships, each of which would possess 40,000 feet of refrigerated 
cargo space, and 50,000 feet of ventilated cargo space. 


Fresh Meat, Ete., Cincinnati to C.F. A. 


Cincinnati Meat Packers’ Association has filed a brief with 
the Commission in No. 28932, Cincinnati Meat Packers’ Asso- 
ciation vs. Alton Railroad Co. et al., asking the Commission to 
find that the justification of the present rates from Chicago, 
on fresh meats and packing house products, no longer existed; 
and that the present rates from Chicago to points in Central 
Territory resulted in undue preference to particular shippers 
and to Chicago, Ill., to the undue prejudice of other shippers 
and Cincinnati, O., in violation of sections 2 and 3 of the inter- 
state commerce act, and should be cancelled. In the alternative, 
the association asked a finding that present rates on fresh meat 
and packing house products from Cincinnati to points in Cen- 
tral Territory were unjust and unreasonable to the extent that 
they were higher, mile for mile, than the rates on like com- 
modities from Chicago, and that the scale set forth on page 26 
of exhibit No. 1 should be used in determining rates, for the 
distances thereon shown, from Cincinnati, O., on the same list 
of commodities and subject to the same rules as were appli- 
cable from Chicago to Central Territory. 

The present rates from Chicago, said the association, were 
the result of rates proposed and permitted to become effective 
in Meats and Packing House Products, Chicago to C. F. A., 237 
I. C. C. 525, and quoted the Commission as saying in that 
decision: 

In view of respondents’ promise to establish truck-competitive 
rates from central territory packing points on the same basis as the 
proposed rates from Chicago if sought by such packers, we conclude 
that the proposed rates would not be unduly prejudicial to central- 
territory packers. 


The association said that efforts of the Central Territory 
packers to have rates established from their points on the same 
basis as the proposed rates from Chicago had been fully out- 
lined by witnesses in No. 28954, and in No. 28932. The testi- 
mony of these witnesses, it said, clearly indicated that the de- 
fendants were not agreeable to the establishment of rates from 
other central-territory packing points on the same basis as the 
rates from Chicago, and for that reason the Cincinnati shippers 
had concluded not to pursue the matter further with the de- 
fendant. In line with the admonition of the Commission in the 
report on further consideration in I. and S. No. 4650, 241 I. C. C. 1, 
in which the Commission had said that if readjustments necessary 
to comply with this admonition were not made in a reasonable 
time, the matter might be called to its attention, the instant 
complaint brought the matter formally to the attention of the 
Commission, said the association. No such competitive rates 
had ever been established from Cincinnati on the same basis 
as the rates established from Chicago, it said. 

. As fast as a proposal was submitted, said the association, 
“just that fast was the foundation therefor destroyed through 
upward revision of common motor carrier rates to the basis 
of the then rail rates from Cincinnati,” and continued: 


Now let us look at the picture from Chicago. The exhibits of the 
defendants in this proceeding show that they did not use the same 
rule from Chicago. When the motor truck rates were advanced the 
defendants did not change the rates from Chicago (See Ex. 12, page 1, 
part 1 and testimony of motor carrier witnesses, R-406 to 134). 


The foundation for the rates on fresh meats and packing 
house products from Chicago was the prevailing contract truck 
rates, less approximately five cents for 100 pounds to cover the 
cost of refrigeration, said the association, and that the record 
was clear that the truck line rates were being held down by 
reason of the present rail rates from Chicago. The record fur- 
ther showed that the motor carriers had increased their rates 
since the decision in Meats and Packing House Products, Chi- 
cago to C. F. A., supra, said the association, but that they were 
unable to do so as long as the present rail rates remained in 
effect from Chicago. 

There seemed to be little question that the rate situation 
in Central Territory on fresh meats and packing house products 
was most unusual and that it did not prevail in any other part 
of official territory, said the association. The Cincinnati com- 
plainants, it said, had indicated that they did considerable busi- 
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ness in eastern trunk line territory, adding that reference to 
pages 9 and 10 of the complainants exhibit No. 1 would indicate 
how this was possible, and that “a proper relationship as be- 
tween Chicago and Cincinnati had been maintained.’”’ What was 
indicated on those pages of the exhibit, it said, with reference 
to fresh meats, was also true with respect to rates on packing 
house products, the latter being based on a relationship to the 
class rate structure. 

As illustrative of the rate disadvantages of Cincinnati cre- 
ated by the Chicago rates, the association said that to Colum- 
bus, O., a point 110 miles from Cincinnati and 295 miles from 
Chicago, the respective Cincinnati and Chicago rates were 35 
and 26 cents. If the same measure were used from Cincinnati 
as was used from Chicago, it said, the Cincinnati to Columbus 
rate would be 18 cents, while if the Chicago rate had been 
measured by the rate from Cincinnati, it would be 50 cents 
rather than 26 cents. 

The association said the rate disadvantage of Cincinnati 
was admitted by defendants and that they testified they had 
offered Cincinnati certain reductions, but had said Cincinnati 
must show them the same relative motor truck rates from Cin- 
cinnati as they used from Chicago. But, said the association, 
the motor truck rates must be those which had been and were 
being applied on the involved traffic, and not what would be 
possible if Cincinnati would use motor trucks. In that, it said, 
lay the ‘‘catch.” 

Interstate Contract Carriers Association, intervenor, has 
filed a brief in No. 28932, saying that its position in the pro- 
ceedings was simple. In I. and S. No. 4650, the association 
said, the defendants in the instant proceeding had alleged that 
certain contract carriers, members of the association, had 
published rates into Central Freight Association territory and 
that due to the nature of those rates “they had lost a large 
amount of freight to these carriers and that unless they were 
allowed to meet the rates of these contract carriers Armour 
& Co. had threatened to turn over to these contract carriers 
a large amount of tonnage and to handle a still larger amount 
of tonnage in their own company trucks. On the basis of 
these allegations, said the association, the Commission had 
permitted the defendants in the instant proceeding to reduce 
their rates to meet this contract carrier competition. 

The association said that since the original hearings in 
I. and S. No. 4650, the contract carriers “who were previously 
diverting so much of the traffic of the packers that was orig- 
inally handled by the defendants herein are no longer operating 
as contract carriers, so consequently the conditions have ma- 
= changed since the original hearing in I. and S. No. 

The association said it should be borne in mind that in 
spite of the fact that the defendants had reduced their rates, 
and that the contract carriers had increased their rates, these 
carriers continued to enjoy not only as much tonnage as they 
had handled prior to the decision in I. and S. No. 4650, but 
had actually increased the tonnage handled for the packers. 

The principal carriers who had been transporting freight 
for the Chicago packers into the points involved, it said, 
had been operating as contract carriers, but were now operat- 
ing as common carriers, and had raised the level of their rates 
so that they were no longer the same as shown by the defend- 
ants in their exhibit in I. and S. No. 4650. Further, it said, 
these carriers could have raised their rates to a much higher 
level had not the depressed rates of the defendants placed a 
ceiling on the rates that they could charge the Chicago packers, 
and that the threat of Armour & Co. that it would resort 
to shipping their products by company owned trucks was no 
longer possible. 

The association asked the Commission to restore the rates 
of the defendants “herein” to the same level of rates that 
existed prior to the Commission’s decision in I. and S. No. 4650, 
and that the petition of Cincinnati Meat Packers Association 
and of Kingan & Co. to reduce the.rates from Indianapolis, 
Ind., and Cincinnati, O., be denied. 


MOTOR CARRIER INSURANCE 


If the Commission were to attempt, under section 215, to 
assert the right to investigate the affairs of insurance compa- 
nies and to supervise their business, such action would consti- 
tute an unwarranted and an unconstitutional usurpation of 
legislative power, says Underwriters Service Association, Inc., 
in its brief in Ex Parte MC-5, Motor Carrier Insurance for Pro- 
tection of the Public. The proceeding involves the question of 
whether a minimum financial standard for insurance companies 
should be prescribed, as embodied in amended Rule VIII pro- 
posed by the insurance section of the Commission’s Bureau of 
Motor Carriers (see Traffic World, July 17, p. 141, and June 
19, p. 1461). ; 

The association said it agreed with the Bureau of Motor 
Carriers that Rule VIII should be changed; that now was the 
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time to change it; and that seven years of accumulated eXperi- 
ence warranted a modification of the rule, and made the fg). 
lowing recommendations: 
























(1) That the Commission either amend Rule VIII as it now stangs 
or supersede it with a new rule. : 

(2) In the event that the rule be amended, that such amendmen 
be made in general conformity with the proposal made by the Bureay 
of Motor Carriers, modified, however, by requiring an insurance com- 
pany to be licensed only in the state of its domicile, and 
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that the evaluation of assets and liabilities of insurance connau a and Barge Je 
order to determine the surplus requirements, be based upon the re be made a f 
ports and examinations of the state supervisory authorities, extent that t 
(3) Or, if the Bureau’s proposal, as modified, is not adopted, then Commission | 
that Rule VIII be superseded by a new rule in the substance and form hould proce‘ 
of that proposed by the Underwriters Service Association, Inc., in 1938, orld Oct. : 
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New Jersey Manufacturers’ Casualty Insurance Co. has 
filed a brief in MC-5, Motor Carrier Insurance for Protection 
of the Public, asking amendment of rule VIII of the rules ang 
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vate stockholder could benefit financially by the operations of 
the company, it asked that the following be inserted in rule 

VIII after the word ‘“associaiton’”: “or stock corporations that 

are operated on a mutual basis for the benefit of policyholders, 

ae ony of the net earnings being payable to private stock. 
olders.” 
















An alternative to this suggestion, said the company, might small 7 
be found in a ruling of the Commission that New Jersey was am "28° of m 
“non-stock corporation” within the purport or intention of them f 29 adequ 
proposed amendment. The company said it held a preference @ heretofore 1 
for the amendment. sion. As to 

The company explained that its capital stock of $100,000 Because 
represented the minimum amount of capital stock required that of the r 
under the laws of New Jersey for a “casualty company,” and § 2s much as 
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transfer to capital stock out of its surplus by a so-called “stock 






































dividend” even the small amount of $50,000, which would a '. et 
qualify it under (b) (1) for motor carrier insurance for pro- and to the s 
tection of the public. 
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Dairy Products Rate Protest —— - 
Cudahy Packing Co., the War Food Administrator, and the po the el 
Price Administrator, on his own behalf and on behalf of the respondent 
Economic Stabilization’ Director, have asked the Commission Havin; 
to suspend items 4960-C, 6350-B, 6355-A and 6400-B, in supple- approval, | 
ment No. 30 the Eastern Central Motor Carriers Association ihe extent 
tariff MF-I. C. C. No. A-1, published to become effective Oct B penison a 
14, proposing increases in rates on dairy products from Chi- essential i 
cago, Ill., Detroit, Mich., Indianapolis, Ind., Norwalk, Colum published 
bus, Washington Court House, and Cincinnati, O., to points in future dev 
eastern trunk line and New England territories by cancelling As to 
the commodity rates now predicated on column 50-K and ap- find that: 
plying in lieu thereof exception ratings of column 50. ; 
Cudahy Packing Co., said further that recent approval of The rel 
docket No. SR-1613 (under which a blanket 10 per cent in- B 6°. amout 
crease would be made effective in this territory) by the stand Bin. viewpo 
ing rate committee of the General-Central Eastern Conference, mange 
followed by a sustaining decision of the bureau’s appeal board, B ang py re 
would in the near future increase rates on these commodities must be c 
another 10 per cent. In effect, the company said, these essen- at least, si 
tial food products would have been the target of a double rate of that ca 
increase within a short period of time whereas other com- factor app! 
modity rates in the same territory would only be subject to the 
general increase authorized under docket No. SR-1613, which, The | 
it said, would result in unjust discrimination against these com- the level 
modities. Reference was made. by the War Food Administrator nullify tk 
and the Price Administrator to information they had received the 1940 
that the respondent carriers would shortly seek “a general 10 that it w 
per cent increase in rates and charges” to provide any addi- rail, rail. 
tional revenues needed. declared 
The Cudahy protest said the original justification for the governin 
cancellation of the rates as docketed before the bureau’s stand- 
ing rate committee had stated that “they give undue and un- Brie 
reasonable preference and advantage to the particular persons filed b 
in the territory involved, and are in violation of section 216 of Barge A 
the act.” According to this line of reasoning, said Cudahy, all onli 
commodity rates and classifications exceptions throughout the ee . 
country were illegal, “which contention is obviously untenable.” filed bri 
Referring to the alleged discrimination, the Price Admin- The 
istrator said it was submitted that discriminations could 4s of the x 








well be removed by rate reductions as by rate increases, and under tl] 
that “during the present emergency the correction of any dis- the Cor 
criminations which may exist by the former method is obvi §  affirmat 
ously more in keeping with the carriers’ wartime responsibili- initial b 





ties.” 
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Rail-Barge Joint Rates 


The declared national transportation policy, the entire his- 
tory of the pertinent legislation, the statutory rule of rate-mak- 
ing, and all pertinent decisions of the Commission favor and re- 
quire continued operation of American Barge Line Co. as a 
party to joint through routes with the railroads under differ- 
ential rate structures enabling the traffic to move freely via 
such routes, says American in a brief filed in No. 26712, Rail 
and Barge Joint Rates. It asks, among other things, that this 
be made a finding of the Commission, and that, “to the full 
extent that through routes and joint rates so prescribed by the 
Commission have not been published in the tariffs respondents 
should proceed promptly with their establishment.” (See Traffic 
World, Oct. 2.) é : : 

The inland waterway carriers and their service to the pub- 
lic had proved beyond a shadow of doubt their important place 
and function in the national economy, said American. Those 
carriers had survived and expanded their services in spite of 
the traditional and bitter opposition of the railroads, it added, 
so great had been the public need and demand for the services 
they rendered in the economical transportation of freight and 
the efficient utilization of the nation’s navigable waterways. 

American also asked the Commission to find that traffic 
moving under through routes and joint rates with common car- 
rier rail lines had increased from 4,069 tons in 1940 to 21,620 
tons in 1942, an increase of “some 431 per cent.” The relatively 
small volume of joint traffic in comparison with the total ton- 
nage of American, it said, was explained largely by the absence 
of an adequate structure of joint rates conforming to findings 
heretofore made and orders heretofore entered by the Commis- 
sion. As to rates, American said: 


Because the barge line service is necessarily much slower than 
that of the railroad lines between the same points requiring, as it does, 
as much as an entire month to make the trip from New Orleans to 
Pittsburgh, for example, and because of the necessity for transfer at 
the ports and related inconveniences of the barge line service, the rates 
required to enable the traffic to move via the joint rail-barge routes 
must be considerably lower than those applying for rail service from 
and to the same points. 


It had been reasonably diligent in the pursuit of its claims 
for establishment of through routes and joint rates in con- 
formity with the findings and orders “heretofore made,” said 
American, considering the pendency of the present proceeding 
over the entire period since 1934 and the refusal of the railroad 
respondents to disturb the existing status “pendente lite.” 

Having a substantial background of public support and 
approval, it said, and having been perpetuated by Congress to 
the extent through routes had been put into effect under the 
Denison act, and having shown on the present record to be 
essential in the public interest, these through routes should be 
published in full measure and extended from time to time as 
future developments might warrant. 

As to costs, the American brief said the Commission should 
find that: ai 


The relatively low cost of transportation by American Barge Line 
Co., amounting to less than two mills a ton-mile, requires a perpetua- 
tion of existing routes and the establishment of additional routes from 
the viewpoint of substantial transportation economies. 

The cost of service evidence submitted for the railroad respondents 
and by representatives of the Commission are of general scope and 
must be cautiously appraised as applied to American Barge Line Co., 
at least, since the accounting detail of actual transportation operations 
of that carrier have established specifically and conclusively the cost 
factor applicable to its operations. 


The proposal of the railroad respondents with reference to 
the level of rates for application to the through traffic would 
nullify the through routes which Congress has perpetuated by 
the 1940 legislation, American asks the Commission to find, and 
that it would ultimately destroy all possibility of through barge- 
rail, rail-barge, or rail-barge-rail movements, contrary to the 
declared purpose of Congress and the specific provisions of the 
governing statute. 

Inland Waterways Corp. 


Briefs in No. 26712, Rail and Barge Joint Rates, have been 
filed by Inland Waterways Corporation, operating the Federal 
Barge Lines, and by Savannah Sugar Refining Corporation. 
Respondent railroads, New Orleans Joint Traffic Bureau, inter- 
venor, and intervening North Dakota interests had previously 
filed briefs (see Traffic World, Oct. 2, p. 767). 

The Federal Barge brief was directed largely to criticism 
of the restatement of the cost evidence introduced, prepared 
under the supervision and direction of Dr. Ford K. Edwards, 
the Commission’s chief cost analyst. Federal said that the 
affirmative relief sought by it was set forth in detail in its 
Initial brief of Aug. 31, 1939, and that the nature of the relief 
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there requested was such that it could not be briefly expressed 
in a formal set of requested findings. Its request for findings 
was, therefore, directed to matters and questions raised by evi- 
dence received at recent hearings. 

As to these matters is requested twelve findings, the last 
two of which were that the railroad protestants had failed to 
bear the burden of proof of showing that the existing differ- 
ential rates were in violation of any section of the interstate 
commerce act; and that the evidence of record did not support 
the conclusion that the existing differentials should be either 
narrowed or eliminated. Referring to the study of Illinois Cen- 
tral unit costs, as restated by the Commission’s cost section, 
Federal said the study was “fundamentally deficient in the 
basic data thereof and in the processes followed in deriving 
unit costs therefrom.” These deficiencies, it said, included the 
use of an interlocking series of “unreliable estimates and as- 
sumptions; that in instances where the study can be checked 
from data of record, it is shown to produce inaccurate results; 
that the study develops cost groups upon a consideration of 
unlike bases or factors; and that the cost units so determined 
are so unreliable as to be of no value for any purpose in this 
case.” Federal raised the same objections to the studies of the 
Louisville & Nashville and the Southern Railway system. 

As to the cost units applied by the cost section to traffic 
movements contained in appendices F and G of exhibit No. 
1353, Federal said these cost units involved “numerous errors, 
both of commission and of omission,” and listed fifteen alleged 
grounds of error. 

Federal said that the railroad cost computations made by 
the cost section had distributed overhead operating expenses, 
rents, taxes, and return on investment to traffic units on the 
basis of general averages or percentage relations which might, 
or might not, reflect the contribution to total revenue required 
of any specific block of traffic as reflected in the level of rates 
provided therefore. Whatever their merit, it said, such cost 
computations could not properly be used to measure the amount 
of over-all railroad costs which should properly be associated 
with the movement of that traffic. Consequently, it said, they 
could not be accepted as establishing the railroad cost of han- 
dling the particular traffic here involved, that is, that which 
moved on joint differential rates. It raised a similar objection 
to the railroad cost computations used by the cost section in 
connection with general average operating conditions encoun- 
tered in the handling of the total traffic transported by the 
Illinois Central system. 

The railroad rate levels provided the only practical guide 
for determining the over-all costs. which should be charged 
against a particular block of traffic having a composition dif- 
ferent from that of the general average of all traffic, Federal 
said the Commission should find. 

It also asked the Commission to find that, in comparing 
the cost of barge-and-rail service with the cost of all-rail serv- 
ice, consideration must be given to all expenses and charges 
covered by the revenues yielded by the traffic under considera- 
tion; and that these included operating expenses, rents, taxes, 
“apparent deficiences for those services which show an excess 
of expenses over revenues under the Commission’s accounting 
regulations, and return on investment.” It asked, also, the 
following finding: 


That the economic condition of a connecting rail line is not affected 
by the economic condition of the lines, whether rail or barge, with 
which it may connect so long as its division is not affected; conse- 
quently, a connecting rail line is not excused from joining a barge line 
in through routes and joint differential rates by reason of the fact 
that the cost to the barge line of performing its portion of the joint 
service may be different from the cost of a competing rail line operating 
between the barge-line ports with whom such connecting line partici- 
pates in through routes and joint rates on the all-rail basis. 


On this subject, in the main portion of the brief, Federal 
said that no rail line had any sound reason for refusing to 
participate in through routes and joint differential rates with 
barge lines so long as its division equals those which it is will- 
ing to, and does, accept when participating in a corresponding 
all-rail route. Such a participating rail line, it said, was not 
concerned with the cost of the barge portion of the through 
haul, because neither its revenues, profits, nor well-being were 
affected thereby. Nor was such a participating rail line con- 
cerned, either directly or indirectly, with the degree of profit 
earned by its connecting lines, regardless of whether they were 
connecting barge lines or connecting rail lines, it said. 

The real opposition to the barge line rate proposals, said 
Federal, came from lines or segments of lines which paralleled 
the barge service, and from lines or routes which formed one 
side of a triangle, the other two sides being formed respec- 
tively by the river and by the line of the railroad which par- 
ticipated in the barge-rail through routes. These lines, it said, 
had a selfish interest which would be served if water transpor- 
tation was destroyed. Consequently, it said, “we must concede 
them a right to present their case from a relative cost-of- 
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transportation basis,” adding that it should be understood that 
such concession did not extend to accepting, ‘‘even in principle, 
the type of cost comparisons which the railroads offered in 
this case as reflected in the exhibits of the cost section.” 

The order instituting the investigation it said, placed in 
issue, among other things, the reasonableness and lawfulness 
otherwise of the existing through routes and joint differential 
rates, and the reasonableness of the existing minimum differ- 
entials between all-rail rates and the corresponding rail-and- 
barge rates. The railroads, said Federal, had ostensibly pro- 
ceeded as if their reliance on relative cost of transportation 
was directed to the reasonableness of the rates in issue. The 
fact was, it said, that their only interest in this case was to 
obtain in effect a minimum rate order. The railroads, it added, 
were not in this case in the interest of participating in barge- 
and-rail traffic on the basis of reasonable rates but rather were 
here solely for the purpose of obtaining elimination of the 
barge-and-rail routes from the commercial standpoint, so that 
barge-and-rail traffic would cease to exist. Language, sad 
Federal, could not disguise the real issue in this case or the 
purpose which the railroads sought to achieve. It said that 
they would be satisfied “with nothing less than the destruction 
of water transportation,’ and continued: 


To deal with the rates and routes involved in this case from a 
theoretical standpoint is only to temporize. In the final analysis, the 
Commission must here determine whether or not the barge services are 
to be driven off inland streams insofar as it is possible to accomplish 
that result through the exercise of the Commission’s regulatory powers. 
We earnestly urge that this be borne in mind in considering what is 


said both in our own briefs and in the briefs filed by the railroad 
respondents. 


Savannah Sugar Brief 


Savannah Sugar Refining Corporation said its position was 
that, on the record as it now stood as to relative costs between 
all-rail rates and joint barge-rail rates, there was no basis for 
any differential whatever as to the commodity sugar. More- 
over, it said, this position was strongly supported by the evi- 
dence bearing on the definite and peculiar value of barge serv- 
ice in transporting sugar. It said, further, its position was that 
the repeated finding of the Commission that if a storage-in- 
transit practice was to be accorded on sugar moving barge- 
rail, the traffic should continue to pay not less than the all-rail 
rates. 

The company said its direct interest was apparent from 
the fact that it desired to employ rail transport into the mar- 
kets of the southeast and central territory involved, in com- 
petition with the heavy sugar tonnage normally moving from 
the New Orleans and from Mobile on barge and barge-rail 
rates. 

However, it said, when the rail rates were not reasonably 
and fairly fixed, the company profitably moved a considerable 
volume of sugar all the way by water from Savannah to the 
destination territory involved, and that if changes in rates 
made it necessary, it would be forced to resume this water 
movement. In adjusting a fair differential in this case, it said, 
the record amply justified the separate and special considera- 
tion of sugar, as one of the most sensitive of all articles to the 
competitive relationship in rates. 


Barge service in the transportation of sugar, said the 
refinery, was worth as much as rail service. The test of actual 
movement was the best evidence of what reasonable differ- 
entials on sugar were, said the company, and after discussing 
the loss of the sugar traffic to the barge lines under the so- 
called 80 per cent basis, the agreements between the barge and 
rail lines as to differentials, and the later loss to contract 
barges by both the common carrier barge lines and the rails, 
as a result of 1941 rate increases, the company said no stronger 
evidence could be found of the impropriety of differentials on 
sugar than these facts. 


Miss. Valley Barge Line 


What would become of the statutory provisions regarding 
the duty of rail and water carriers to establish through routes 
and joint rates and to maintain reasonable differentials in con- 
nection therewith, if the differential system of rate making 
should be struck down, asks Mississippi Valley Barge Line in 
a supplemental brief No. 26712. 

“We can not bring ourselves to believe that the Commis- 
sion will find these fragmentary and antiquated cost figures 
are entitled to the weight necessary to such a step,” it con- 
tinues, adding that “certainly the operating results, considered 
from the standpoint of net income, would justify no such step 
so far as our line is concerned.” 

Discussing the “problematic effect of any action which 
would result in eliminating differentials on joint traffic,” Mis- 
sissippi Barge said that, if the differential system on joint rail- 
and-barge traffic was to’ be abolished, its solicitation efforts 
would be intensified on the port-to-port business at once, and 
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that it would try to “secure all of it.” If unable to do go, that it was W 


the “complete” type of service, it would concentrate on ty economic fitn 
“free on and free off” type by perfecting supplemental arranp, “antiquity.” 
ments to get the lading into and out of its barges, it said. “J <pirit back 0: 
“When it is considered that practically every importay) ahh and m 
city in the Mississippi Valley is reached by water it is easy ty figures so fal 
visualize a much greater diversion from rail service than th ticularly in 


— has occurred under the present differential system,” jj 
said. 

On the question of differentials, it continued, it would y 
longer be bound by or tied to any rail state structure, py 
would be free to exercise the fullest managerial discretion ; 
this matter. On this question of abolishing the differenti 
said Mississippi Barge, it did not think it amiss to call attey 


new waterwé 
it did insist 
our future a 

In its “ 
the barge i 
handled traf 
of rates and 

















tion to probable social or political repercussions which woy} dation of n 
doubtless result. Perhaps 100 or more “public” witnesses haj the contrary) 
testified as to the need of and desire for these differentiq) experience . 
rates at interior points, it said, adding that the effect of af the acceptec 


abolishment of the system would be profound. This segmen/ 
of the shipping public would stand to lose all of the saving 
in transportation costs which they had enjoyed virtually sing 
federal control, it said. No one was naive enough to beliey 
that the rail structure would either automatically or in th 


future drop to the former rail-and-barge level, it said, anj 
continued: 


transportatl 
and relative 
tion all-rail 
had been cl 
proceeding 
costs. Out 


bureau had 
How would such an ‘‘abrupt change’’ sit with the people of th traffic _ 
Mississippi Valley? And could it be satisfactorily explained by the fae stances, 1 
that it is based on a cost formula which fairly reeks with assumptions even betw 
and flies right into the teeth of actualities? We make these observa. conclusions 
tions not in any attitude of threat or foreboding. But we do think they tions, but 1 
are important considerations to bear in mind in determining the ai. If the 
visability of such a drastic step as that here proposed by the railroads, mission m 
The Commission has been traditionally opposed to any changes which ration VS. . 
would be bound to create abrupt and far-reaching economic upheavals, that nothi! 
The same atmosphere should prevail in its deliberations on the ques. x t 1 
tions here presented. it mean 
question Pp 
The only true measure of economic fitness, said Mississippi justified ir 
Barge, in discussing cost of service, was to decide whether orf believe, it 
not, taking the existing all-rail rate structure “as it lies” the mentary a 
barge lines could operate joint rates under it on a differential essary to 
basis, absorb the differential out of their division, pay to the 
rail connection (as a division) substantially the same revenue 
it would receive if it interchanged the traffic at the barge line’s Wate 
port with another rail carrier, and come out with a profit. If The - 
the barge lines could do those things under normal conditions, A 
it said, its operation was economically sound and definitely in one cont 
the public interest. pr = 
In opposition to its contention that the only worthwhile pon 
cost comparison here was barge costs versus rail rates, it would men cart 
be said that the latter did not reflect cost, said Mississippi ents sh 
Barge, and said its answer was ‘What of it?” They reflected wan | 
what the rail carriers were doing in the way of rate making. pee tinual 
Contending that it was to express “a vain hope” that the rail = <" 
carriers which were not earning anything like a fair returm ae ‘ 
could reduce their charges through the addition of what it ib oyond 
called “this thimblefull of traffic,” in reference to a total of ne aoa 
2,826,902 tons carried by three common carrier barge lines inclu re 
handling traffic jointly with railroads under Denison act orders, , d : 
Mississippi continued: Mississij 
Another practical consideration which destroys any value in a Orleans, 
comparison such as that made by the Bureau (the cost section of the The 
Commission Bureau of Transport Economics and Statistics) in this scribed 
proceeding is the financial results we attain as compared with those whereb’ 
attained by our rail connections. . 
showed 
After discussing the amount of its traffic handled jointly titled t 
with the railroads, it said that examination of its annual re- for the 
ports and those of the four railroads with which it competed in the 
most direction showed “some rather weird financial results if it said 
the hypothesis of the Bureau is correct.” In a table, it com- throug] 
pared its earnings for 1938, 1939, 1940, and 1941, with those to tran 
of the Louisville & Nashville, the Illinois Central (and Y. M. cargo | 
V.), Southern Railway system, and the Missouri Pacific. The charte! 


table showed that the barge line’s percentage of net income Th 


before federal taxes to investment had been 11.9; 12.4; °6.9; that it 
and 16.9, respectively for those years. The rail figures were sion fo 
shown by the table as having been below that, ranging from that ai 
a deficit of $13,751,848 for the Missouri Pacific in 1938, to a 78 rier ra 
return for the Louisville & Nashville in 1941, the highest per- vee 
centage of net income to investment for any year or for any nes ae 
of the roads. iat tation, 

In the face of these figures, Mississippi Valley asked if it apply t 
would seem sensible to conclude that it was the “higher cost regulat 


operator, pointing out that on the 58 per cent of its traffic 
which was not joint with the railroads it adhered very closely It 


to the 20 per cent differential. div'sic 
The barge line took the general position, that the restate- carrie 
ment of cost figures for rail transportation by the Commls- of the 


sion’s section of costs, was so interwoven with assumptions 


sough 
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economic 


spirit back ‘ 
on and made no point as to the soundness of the Federal 


that it was worthless as a true medium for measuring relative 
fitness, and objected to them on the ground of their 
“antiquity.” While it said it did not disparge the effort or 
of the efforts of the Federal Barge Line to develop 
figures so far as Federal’s operation might be concerned, par-> 
ticularly in view of that line’s statutory obligation to pioneer 
new waterways at the will of Congress, Mississippi Valley said 
it did insist that they not be made a pattern “for us or for 
our future as a private water carrier of freight.” 

In its “conclusion,” the barge line said that, historically, 
the barge lines operating the inland waterways had always 
handled traffic jointly with the railroads at a differential basis 
of rates and that the differentials had never rested on a foun- 
dation of mathematical precision or cost ascertainment. On 
the contrary, it said, they had been accepted as reasonable by 
experience just as they had always been deemed justified by 
the accepted thought, amounting to conviction, that the cost of 
transportation partly by water, with certain limits on circuity 
and relative service, was cheaper than the cost of transporta- 
tion all-rail. Here, “for the first time,” this accepted hypothesis 
had been challenged, it said, and here for the first time was a 
proceeding in which there had been a serious effort to develop 
costs. Out of the evidence, it said, the Commission cost finding 
bureau had reached the conclusion that it was cheaper to move 
traffic all-rail than over rail and barge routes. In many in- 
stances, it added, the bureau had concluded that the rail costs 
even between ports were lower than all-water costs. These 
conclusions, it said, “swim upstream against all prior concep- 
tions, but there they are.” 

If these conclusions were correct, it said, and the Com- 
mission meant what it had said in Inland Waterways Corpo- 
ration vs. Alabama G. S. R. Co., 151 I. C. C., 156, to the effect 
that nothing but a lower cost could justify a differential, then 
it meant that the joint rail and barge service must go. The 
question posed then, it added, was: Would the Commission be 
justified in going to this length upon this record? It could not 
believe, it said, that the Commission would find “these frag- 
mentary and antiquated cost figures” entitled to the weight nec- 
essary to such a step. 


Water Rights Controversy 


The joint brief of eleven common carriers by water, and 
one contract water carrier, filed in W-157, American Range 
Lines, Inc., Contract Carrier Application, criticises division 4 
of the Commission for finding the applicant in the instant pro- 
ceeding, and other applicants in similar proceedings, to be com- 
mon carriers in connection with operations which the protest- 
ants say are those of contract carriers. In W-157, the division 
certified that public convenience and necessity required the 
continuance of operation by American Range as a common 
carrier by water in the transportation of commodities generally, 
by way of the Atlantic Ocean and Gulf of Mexico, between ports 
and points along the coasts thereof and tributary waterways, 
including Chesapeake and Delaware Bays and waterways tribu- 
tary thereto, but not including ports and points on Long Island 
Sound and waterways tributary thereto, nor the Hudson and 
Mississippi Rivers above the ports of New York and New 
Orleans, respectively. 

_The brief pointed out that the application on the form pre- 
scribed by the Commission contained an alternative clause 
whereby the applicant was “made to represent that if the facts 
Showed that applicant although applying for a permit is en- 
titled to a certificate its application should be considered one 
for the appropriate form of authority.” Nevertheless, it said, 
in the sworn statements accompanying the application, which 
it said had been at no time denied or contradicted, applicant 
through its president had taken oath that it did not undertake 
to transport for the general public for hire and that all of the 
cargo transported by it had been transported “under written 
charter parties, agreements or contracts of affreightment.” 

The case might present a novel situation, said the brief, in 
that it had not been usual in proceedings before the Commis- 
sion for a group of long-established common carriers to contend 
that an applicant in their field should be found a contract car- 
rier rather than a common carrier, and continued: 


This fact, however, serves to emphasize that water transportation 
has characteristics of its own which distinguish it from land transpor- 
tation, and that division 4 has erred in following and attempting to 
apply to water carriage the traditions developed by the Commission in 
regulating land transportation. 


_ _ Its explanation of the probable reasons for the decision of 
div‘sion 4 in the instant case, and in others, was that the motor 
carrier act had been passed in large part through the efforts 
of the railroads who, it said, being themselves under regulation, 
sought to have their growing competitors, the motor carriers, 





841 





placed under a similar degree of regulation. Since, it said, the 
railroads were themselves common carriers, and since part II 
provided a greater degree of regulation for common carriers 
by highway than for contract carriers, “the railroads early in- 
augurated a policy of endeavoring to persuade the Commission 
to find that practically every motor carrier was a common car- 
rier.” In this, it said, they were “aided by certain large motor - 
carriers who were themselves admittedly common carriers, and 
by associations and tariff publishing agencies which saw pros- 
pects of profit in having the circle of common carriers to whom 
they might sell their tariff publishing facilities as large as 
possible.” 


Division 4, it said, had carried over into the administration 
of part II the idea that the protection of established common 
carriers would be furthered by going as far as possible in the 
direction of holding water carriers to be common rather than 
contract carriers. In this, it added, it had doubtless been influ- 
enced by the arguments of the railroads, “for when applica- 
tions have been filed by water carriers under the grandfather 
clause of part III, the railroads have generally intervened in 
the proceedings and have urged that the applicant water car- 
riers should be found to be common carriers. The same line of 
argument has been used as was used in the motor carrier cases 
but without the same factual basis.” 


The brief said that, in dealing with carriers by water claim- 
ing to be contract carriers, the Commission should not be too 
much impressed by the arguments of the railroads, but should 
give special weight to the contentions of common carriers by 
water, and quoted then Chairman Eastman of the Commission, 
in discussing the so-called water carrier bills which ultimately 
came to be part III, as telling the Committee on Merchant 
Marine and Fisheries of the House, at hearings on March 15 
and 16, 1937: 


In other words, as this bill was reported out by the Senate com- 
mittee, there is no intention to interfere with contract-carrier opera- 
tions except to the extent that they are competitive with common-carrier 
operations by water—not common-carrier operations by railroad, but 
common-carrier operations by water. 


The brief said that American Range Lines, Inc., for many 
years prior to the enactment of part III of the act, had been an 
operator of what were known in shipping circles as tramp ships, 
and that as such it had been engaged in the transportation by 
water of various commodities, usually in full cargo lots or in 
large quantities, and frequently in bulk, between various ports 
on the Atlantic and Gulf coasts. This transportation, it said, 
was ordinarily under individual contracts or charters, either 
season contracts or voyage contracts or charters. 


It had come as a shock to the protestants, said the brief, 
when they discovered that division 4 had issued to American 
Range, “whom they had always regarded as a tramp operator 
engaged only in the transportation of large quantities of cargo 
under individual contracts and therefore, as protestants be- 
lieved, embraced within the definition of a contract carrier in 
part III,” a certificate as a common carrier of a much broader 
scope than the certificate issued to those among the common 
carrier protestants whose applications had been passed on. The 
brief continued: 


For, as has been noted, the certificate granted to applicant does 
not limit the quantity of cargo which applicant may carry for an indi- 
vidual shipper but would permit applicant to engage in the carriage of 
all commodities in any quantities between any ports on the Atlantic 
and Gulf coasts. Moreover, if applicant did not care to engage in such 
operations, then it could sell its certificate to a buyer who after the 
war might acquire new ship tonnage and therewith, without proving 
any further public convenience and necessity, invade as a common 
carrier the field of any or all of the common carrier protestants in 
direct conflict with the obvious purpose of section 309 of part III. 


Saying that none of the common carrier protestants had 
received the broad authority, so far as concerned the ports to 
and from wkich it might transport cargo, which division 4 had 
provided in the common carrier certificate which its order had 
granted American Range, the brief discusses at length the dif- 
ferences between water common carriers and water contract 
carriers, the greater overhead costs of the former, and the loss 
of the less expensive service of the contract carrier to shippers. 
Among other points discussed, the brief said that “a carrier 
does not hold itself out to transport for the general public and 
is not a common carrier unless it has so done business that a 
shipper could properly expect that he could tender his goods 
for transportation without prior contract and have them trans- 
ported, or hold the carrier liable in damages for refusal.” 
Whether or not a water carrier was a common carrier and had 
held itself out to transport for the general public, it said, must 
be determined by the standards and in accordance with the 
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practices and established understandings of maritime transpor- 
tation and not those of land transportation. 
The carriers who joined in the brief were: 


Common carriers: Agwilines, Inc. (Clyde-Mallory Lines); Balti- 
more Steam Packet Co.; Bull Steamship Line; Colonial Navigation 
Co.; Eastern Steamship Lines, Inc.; Merchants & Miners Transporta- 
tion Co.; Ocean Steamship Co. of Savannah; Pan-Atlantic Steamship 
Corporation; Philadelphia & Norfolk Steamship Co.; Seatrain Lines, 
Inc., Southern Steamship Co. Contract carrier: Baltimore Insular Line, 
Inc. 






































North American Van Rights 


Petitions for rehearing or further hearing, reconsideration, 
and oral argument have been filed by protestants and inter- 
venors in MC 77038, Sub. 2, North American Van Lines, Inc., 
Extension. In that proceeding the Commission, division 5, 
granted North American a certificate of public convenience and 
necessity authorizing transportation of household goods between 
points located in all 48 states and the District of Columbia, 
over irregular routes. 


American Transfer & Storage Co., and 173 household goods 
carriers, filed a joint petition asking for reopening, rehearing 
or further hearing, and/or oral argument, reconsideration, and 
for leave to intervene. They said the essential facts were 
that the applicant, prior to 1940, “owned not a single motor 
vehicle, had built up in the short space of two years a sub- 
stantial business developed, not by itself, but by some 114 
agents located in 28 states and the District of Columbia, all 
of which agents agree to serve applicant exclusively and receive 
a commission for their services. All of applicants common 
stock is owned by 52 of its agents. Most of the agents are 
common carriers in their own rights, and it is they who 
perform most of the service involved. Applicant performs only 
a small amount of service with its limited equipment consisting 
of only three trucks, 29 trailers and 28 semi-trailers. Of the 
4,400 carriers of household goods in the United States, only 
three, in addition to applicant, hold themselves out to serve 
the United States.” 

From the paramount public viewpoint, said this group, the 
issue was One of vast proportions of serious import. From 
the viewpoint of individual concerns whose operating rights 
were the object of protection and perpetuation under the 
“grandfather” provisions of the interstate commerce act, the 
issue was “one of life or death,” it said, and added: 


Not since the passage of the motor carrier act have graver ques- 
tions been presented than those involved in this proceeding—questions 
concerning duplication of carrier rights; the authorization of mergers 
by exercise of assumed authority under the certificate provisions of the 
act without recourse to the provisions of section 5 of the act and the 
procedure there prescribed; the creation of a combination in restraint 
of trade on the basis of mere agency contracts; the practical impair- 
ment of jurisdiction to control the level and amount of transportation 
rates and charges incident to sole determination by a private concern 
of the amounts of commissions to be paid by it to agents for a public 
service; the hiring of said agents and termination of their service at 
the pleasure of said principal; and, finally, the question of right or 
jurisdiction on the part of the Commission, under the certificate pro- 
visions of the act, to impair or destroy the rights of those whose 
properties and operations are not thus merged. 














































The decision to be made would determine the whole future 
trend of development of this type of transportation in the 
United States, said the petition. It asked if the comparatively 
few carriers embraced “in this combine” should prevail over 
the several thousand carriers which did not belong to it and 
if the household goods moving business was to gravitate, be- 
cause of Commission action, into the hands of two or three 
combines, artificial in nature, to the injury and ruin of numer- 
ous local carriers to which the Commission had already granted 
certificates protecting rights to which they were entitled under 
the act. If there was danger of the industry’s breaking down 
because of action “taken by the very tribunal or agency which 
is charged with the duty of fostering and preserving it—and 
there is such danger under the findings of division 5—it would 
hardly seem necessary to adduce further arguments in sup- 
port of a plea for reconsideration by those most directly af- 
fected,” it said. 

Michigan Independent Movers & Warehousemen’s Associa- 
tion, in its petition for reconsideration and for an order, fol- 
lowing reconsideration, denying the application in its entirety, 
said it would not be exaggerating to say that “this decision of 
division 5 is a blow to the entire household goods industry 
inasmuch as it is an encouragement to operators who would 
conduct illegal operations and a slap in the face to those 
carriers who have welcomed, supported and adhered to regu- 
lation of their industry by the Commission.” The association 
pointed out that the Commission had already determined that 
the applicant was entitled to no “grandfather” authority and 
that, up to 1939, it had never been a carrier. There was not 
“one iota” of proof presented at the hearings on this applica- 
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tion to support the claim to broad operating rights made by 
the applicant, it said. 


The joint petition of Independent Movers’ & Warehoug. 





men’s Association, Inc., and J. Norman Geipe, doing busines Joint and 
as J. Norman Geipe Van Lines and Fireproof Storage Ware. tions to ma 

houses, protestants, for dismissal of the application, or in thi answers, have 
alternative, for rehearing, further hearing, reconsideration ani age CO., et al 
oral argument, said that the grant of authority in the instayf six grouPS © 

case was without justification either in law or in fact, that i #§ The six docu! 
violated the spirit, intent and letter of the motor carrier The com 
and impaired the rights of thousands of bona fide common cay. property, sal 
riers, If the order of division 5 was sustained, it said, “mon tuted motor 
oly in household goods motor transportation must inevitably A-3503, MC- 


follow and the efforts of thousands of carriers to comba} 
monopoly tactics must lead to chaos and the collapse of regula. 
tion.” 


the defendar 
to defeat the 
motor carrie 
which subst! 


" ubstituted 
Sulphur to the Carolinas Su eubstance 
Examiner John Hall held a hearing at Chicago, October 1, ments and r 
in No. 28999, Swift and Company vs. Alabama Great Southern and © anspt 
et al., and Sub. 1, Armour and Company vs. Louisville ang »@u! © pong 
Nashville Railroad et al., involving rates on crude sulphur ee t 
moving in carloads from Newgulf, Tex., to points in North ™® ©o™P . 
Carolina and South Carolina. The Virginia-Carolina Chemica] The res 


cause it fai 


Company and American Agricultural Chemical Company inter. lation of tk 


vened in support of the complaints, in which it was alleged 


that present rail rates, to Wilmington and Navassa, N. C,™ sought in ; 
especially, were unreasonably high in violation of section 1 of % PUrPOSe N 
the act, discriminatory in violation of section 3, and unlawfyl — O. D- a 
in violation of section 6. to _— “ 
G. F. Tally, assistant traffic manager, Swift and Company, gn a: 
and J. P. Mitchell, assistant traffic manager, Armour and Com.- of the im} 
pany, both of Chicago, and T. A. Bosley, counsel for the Vir. fore, 1S an 
ginia Carolina Company, Richmond, Va., testified for the com. ™SS!0" oad 
plainants. They said that the rates on sulphur moving to their ye . 
plants at Navassa and Wilmington, among other points, had of De a 
been established several years ago at a time when sulphur from The b 
Texas to those plants moved via water at rates much lower — . 
than the rail rates. A considerably lower rate had been estab- § inimical t 
lished on railroad movements to Selma, N. C., they said, asking governme! 
that the rates to Wilmington and Navassa be reduced to the and becat 
Selma rate, so that Selma manufacturers of fertilizer would neither di 
not receive preferential treatment over the complainants’ Wilm- rier servi 
ington and Navassa plants. The sulphur, they said, was used § ants. Mat 
in manufacture of fertilizer and fertilizer products. They said tice, said 
the rates to Selma had been established under a fourth section could not 
order based on the low water rates to Wilmington and other After 
Atlantic ports. In the order, they said, points intermediate to certain, t 
Selma were not specifically designated. They sought to show in the co 
that Wilmington and Navassa, a point located three miles west of, but s 
of Wilmington, were intermediate on the Atlantic Coast Line lished pu 
Railway’s line to Selma. fendants 
C. H. Owen, assistant freight traffic manager, Southern Freight § 
Pacific, Houston; E. L. Walter, assistant general freight agent, that in s 
Gulf, Colorado and Santa Fe Railway, Galveston; W. L. substitut 
Boewer, assistant general freight agent, Missouri Pacific, St. that suc 
Louis, and C. L. Hinnant, assistant freight traffic manager, tion ser’ 
Atlantic Coast Line, Wilmington, testified in opposition to the of fact i 
complaints. Mr. Owen, though admitting that he did not know conclusi 


of “any present day condition by which the rate to Wilmington 


The 
should be higher than to Selma,” because there were no move- 
ments by water to Atlantic ports, said such water movements © hema 
would be resumed as soon as the war ended and give cause cae | 
for preservation of the present differences in the rail rates. Ga. Pas 
The witnesses denied that Wilmington and Navassa were in- Californi 
termediate to Selma on the A. C. L. All sulphur moving to Railway 
the destination points on A. C. L. lines were received from Holton © 
other railroads at Pee Dee, S. C., they said. They said there Oregon, 
was a direct route thence to Selma of 118.7 miles; that in two Co., Pet 
“triangular” A. C. L. routes to Selma, via Navassa and Wilming- — 
ton, the shipments moved 224.7 and 229.7 miles from Pee Dee. yd 
The latter routes were 189.3 and 193.5 per cent circuitous to Co., In 
the direct route, and were therefor not subject to the fourth Texas " 
section order, they said. : & Quin 

The examiner set November 10 as the date for filing of Southw 
briefs. Texas, 
BIDDING ON RAIL SECURITIES ied 
Ex Parte No. 158, In the Matter of Competitive Bidding Jc 
in the Sale of Securities issued under Section 20a of the Inter- to me 
state Commerce Act, has been assigned for oral argument Nov. filed 
5 before the Commission at its offices in Washington. The pro- Misso 
ceeding involves the question of whether competitive bidding Mead 
should be required in the sale of railroad securities issued under cisco 
section 20a, and if competitive bidding is required, to what class 
or classes of rail securities it should be applicable and what the n 
regulations or conditions should be prescribed relating to such respo 


sales (see Traffic World, Aug. 7, p. 300). 
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Substituted Motor Service 


Joint and separate motions to dismiss the complaint, mo- 
tions to make more definite and certain the complaint, and 
answers, have been filed in No. 29019, Adams Transfer & Stor- 
age Co., et al. vs. Aberdeen & Rockfish Railroad Co., et al., by 
six groups of rail respondents and their motor carrier affiliates. 
The six documents are identical in wording. 

The complaint, filed by eleven motor common carriers of 
property, said that the rules and regulations governing substi- 
tuted motor service, as published in Agent Kipp’s I. C. C. 
A-3503, MC-I. C. C. No. A-150, and the practices engaged in by 
the defendants were “nothing more or less than a subterfuge 
to defeat the higher rates published on file for the account of 
motor carriers actually performing such substituted service,” 
which substituted service was provided for in the Kipp National 
Substituted Freight Service Directory. The complaint charged, 
in substance, that the railroads accepted less-than-carload ship- 
ments and substituted the service of their subsidiary owned 
and other motor common carriers to perform the entire line 
haul transportation between point of origin and point of desti- 
nation, as did the water carrier defendants, according to the 
complaint. : 

The respondents asked that the complaint be dismissed be- 
cause it failed to state any facts which would constitute a vio- 
lation of the interstate commerce act and because “the relief 
sought in the complaint is contrary to the letter, spirit and 
purpose of Office of Defense Transportation General Order 
O. D. T. No. 1, as amended, and contrary to authority issued 
to defendants under special permission of the Interstate Com- 
merce Commission, No. 11864, of Sept. 15, 1942, in furtherance 
of the said General Order O. D. T. No. 1. The complaint, there- 
fore, is improperly addressed to the Interstate Commerce Com- 
mission and seeks to secure from said Commission an order 
which would be in conflict with outstanding orders of the Office 
of Defense Transportation.” 

The complaint should be dismissed, said the respondents 
further, because it sought an order and relief which would be 
inimical to the war effort and to the general purpose of the 
government to conserve transportation facilities and equipment; 
and because the complainants’ motor carrier operations were 
neither directly nor indirectly competitive with the motor car- 
rier service substituted for the rail service of many of defend- 
ants. Matters of which the Commission must take judicial no- 
tice, said the respondents, clearly established that complainants 
could not possibly have a right to relief. 


After asking that the complain be made more definite and 
certain, the answers of the respondents admitted the allegation 
in the complaint as to the publication of the rule complained 
of, but said that the tariff provisions described had been pub- 
lished pursuant to lawful authority and permission granted de- 
fendants by the Commission in Ex Parte No. 129, Substituted 
Freight Service, 232 I. C. C. 683. They said that, while admitting 
that in some instances motor truck in lieu of rail service was 
substituted between points of origin and destination, they denied 
that such substituted service constituted the entire transporta- 
tion service performed, and denied all of the other allegations 
of fact in paragraphs IV to VIII of the complaint, and the legal 
conclusions drawn therefrom. 

The motions and answers were filed by the following: 


Santa Fe Trail Transportation Co., Santa Fe Transportation Co. 
(California), and Santa Fe Transportation Co. (Delaware); Atchison, 
Topeka & Santa Fe Railway Co., Gulf Colorado & Santa Fe Railway 
Co., Panhandle & Santa Fe Railway Co., Apache Railway Co., Central 
California Traction Co., Modesto & Empire Traction Co., and Sunset 
Railway Co.; Southern Pacific Co., Texas & New Orleans Railroad Co., 
Holton Inter-Urban Railway Co., Northwestern Pacific Railroad Co., 
Oregon, California & Eastern Railway Co., Pacific Electric Railway 
Co., Petaluma & Santa Rosa Railroad Co., San Diego & Arizona East- 
ern Railroad Co., Visalia Electric Railroad Co., Pacific Motor Transport 
Co., Pacific Motor Trucking Co., and Southern Pacific Transport Co.; 
Kansas City Southern Railway Co., Kansas City Southern Transport 
Co., Inc., Louisiana & Arkansas Railway Co., Louisiana, Arkansas & 
Texas Transportation Co., and Landa Motor Lines; Chicago, Burlington 
& Quincy Railroad Co., and Burlington Transportation Co., St. Louis 
Southwestern Railway Co., St. Louis Southwestern Railway Co., of 
Texas, and Southern Transportation Co. 


The proceeding has been assigned for hearing Nov. 8, at 
Hotel President, Kansas City, Mo., before Examiner Way. 

Joint and separate motions to dismiss complaint, motion 
to make more definite and certain, and answers, have been 
filed in No. 29019 by Missouri-Kansas-Texas Railroad Co., 
Missouri-Kansas-Texas Railroad Co. of Texas, and Beaver, 
Meade & Englewood Railroad Co.; and by St. Louis-San Fran- 
cisco Railway Co., and Frisco Transportation Co. 

These documents are identical with each other, and with 
the motions and answers filed recently by six groups of rail 
respondents and their motor carrier affiliates. They asked that 
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the complaint of Adams Transfer & Storage Co. and other 
complainants be dismissed, because it sought an order and 
relief which would be inimical to the war effort, and to the 
government’s purpose to conserve transportation facilities; and 
because the complainants’ motor operations were neither di- 
rectly nor indirectly competitive with the motor carrier service 
substituted for rail service of many of the defendants. 


Rock Island Reorganization 


With the comment that conditions affecting this reorganiza- 
tion are not normal, in a brief filed in Finance No. 10028, Chi- 
cago, Rock Island & Pacific Railway Co. Reorganization, for 
the Rock Island, by John Gerdes, of New York, and Henry F. 
Tenney, of Chicago, counsel for the debtor corporation, the 


Commission is asked to adopt a new formula (called the Gerdes 
formula), set forth as follows: 


1. Eliminate the present effective date of the plan, and substitute 
an effective date to be fixed in the future by the Commission, with the 
approval of the court, after hearing upon notice to the parties. Such 
effective date to be fixed as soon as practicable if and when it appears 
likely that interest on the old claims may not be earned currently by 
the debtor, with a reasonable margin. 

2. Provide for payment in cash of interest accruing after Jan. 1, 
1942, on all the old claims; such payments to continue currently so long 
as the interest is being earned with a reasonable margin by the debtor. 

3. Use the surplus earnings of the debtor, after payment of interest 
currently on the old claims, to retire the old senior obligations in the 
following order: (1) banks; (2) R. F. C.; and (3) senior securities. 

4. Retain the proposed capitalization of $368,000,000 of the reorgan- 
ized debtor and the recognition of the claims against the debtor now 
in the plan, with the following modifications: eliminate the new mort- 
gage bonds, income bonds and preferred stock which are not needed 
to fund old debts which shall have been retired on or before the new 
effective date, when fixed, and substitute new common stock in the 
overall capitalization of the debtor for the senior securities so elimi- 
nated; and distribute—in accordance with the absolute priority theory— 
the additional common stock to the old creditors and other junior 
security holders whose claims are not funded in full in the present plan. 


Coupled with these matters, said the brief, as to which the 
Commission had jurisdiction, the formula included a recom- 
mendation that Congress amend the tax statutes to eliminate 
the increased taxes which must be paid by a reorganized rail- 
road merely because, in the process of reorganization it has— 
because of the public interest—converted interest bearing obli- 
gations into shares of stock. 


The brief said that, while no court seemed to have passed 
on the power of a debtor or its trustees, in a proceeding under 
section 77, to purchase outstanding securities of the debtor, the 
Rock Island and other railroad reorganization proceedings now 
pending were not normal proceedings. Recently, it said, while 
still in reorganization, they had made extraordinary profits— 
large enough to pay all current interest on their entire indebt- 
ednesses and still leave enormous sums of cash which were not 
required in the operation of the railroads. 

“This cash is not capital in the ordinary sense,” says the 
brief. “It should be distributed.” 


In discussing postponement of the consummation of the 
reorganization the road said that, normally, speed was essential 
to realize the maximum benefits of reorganization and that, 
until recent years, it was believed that management by repre- 
sentatives of courts was not as efficient or economical as man- 
agement by the officers of the debtor. But here, it said, the 
usual reasons which made speed desirable were not present. 
The road’s current earnings greatly exceeded the interest cur- 
rently becoming due, it said, and that there was no fear of in- 
efficient management during a continuance of the proceedings, 
adding that never before had the debtor “been operated as effi- 
ciently as under the trustees.” The Gerdes formula, it said, pro- 
posed a general postponement of the consummation of the plan 
“until conditions approximate normal until the current net earn- 
ings of the debtor become insufficient to meet, with a reason- 
ably safe margin, current interest on the old indebtedness.” The 
brief projected the Gerdes formula to Jan. 1, 1945. 

In addition to the Rock Island brief, five briefs and two 
memoranda have been filed with the Commission. Two briefs, 
and the two memoranda, support the allotments of securities 
and cash as recommended in the modified plan of reorganiza- 
tion prepared by the first and refunding group, with reserva- 
tions except in the case of the first and refunding group. Sup- 
porting the plan of that group are its brief, and the briefs of 
the bondholders’ protective committee for the first mortgage 
bonds of Rock Island, Arkansas & Louisiana Railroad Co., and 
of the protective committee for the Rock Island general mort- 
gage bonds; also the memoranda of the protective committee 
for Burlington, Cedar Rapids & Northern Railway Co. consoli- 
dated first mortgage 5 per cent bonds, and of the committee 
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representing bonds of the Choctaw & Memphis Railway Co., 
and the Choctaw, Oklahoma & Gulf Railway Co. 

Opposing the plan of the first and refunding group are the 
briefs of the convertible bondholders’ group and of the Chase 
National Bank of the City of New York, as trustee for the con- 
vertible bonds under the Rock Island indenture date May 1, 
1930. 

The brief of the first and refunding group said that counsel 
for Central Hanover Bank & Trust Co., and counsel for National 
City Bank of New York, had authorized the group to state that 
they approved the views set forth in its brief. 

The Rock Island asked that the matter be set down for 
oral argument before the entire commission, saying that “the 
effect of any action taken by the Commission on the issues now 
before it will be important and far reaching.” 

The federal district court at Chicago has granted petitions 
of the Chase National Bank of the City of New York and the 
Harris Trust and Savings Bank to have set aside an injunction, 
so far as it applies to them, restraining the petitioners from 
selling or otherwise disposing of bonds of the Chicago, Rock 
Island and Pacific Railroad held by them as collateral for loans 
made to the debtor company. The injunction was issued in 
November, 1933, and applied to all holders of bonds as col- 
lateral for loans. The injunction recently was set aside as it 
applied to the Continental Illinois National Bank and Trust 
Company and the New York Trust Company (see Traffic World, 
Oct. 2, p. 778). 

The Chase National Bank, under the court’s order, is 
authorized to dispose of collateral bonds, originally valued at 
$7,209,000 and of $2,151,500 current market value. The bonds 
were deposited for a $2,000,000 loan, and the total claim of the 
bank amounted to $3,167,653 in principle and interest, the bank 
said in its petition. It said that if the injunction were dissolved, 
it would abandon its claim to the deficiency. The Harris Trust, 
in its petition, said it held as collateral, bonds currently valued 
at $496,287 and originally valued at $1,810,000. It said the 
debtor’s current indebtedness to the petitioner was approxi- 
mately $250,000, which was the amount of the original loan. 


WESTERN PACIFIC REORGANIZATION 
The Commission, by a certificate in Finance No. 10913, 
Western Pacific Railroad Co. Reorganization, has certified that 
it incurred expenses of $22.05 in the submission of the plan of 
reorganization to the creditors in May. 


MILWAUKEE ROAD REORGANIZATION 


An additional petition has been filed in federal district 
court at Chicago, in the Milwaukee Road reorganization case, 
for allowances and fees in connection with activities in the case 
between May 15, 1940, and August 31, 1943 (see Traffic World, 
Sept. 18, p. 649). John L. Hall, Boston, asks that he be granted 
$1,000 in attorney’s fees and $115.74 in expenses for preparing 
and filing a brief in behalf of the debtor, as amicus curiae, in 
the U. S. Supreme Court hearing in the case. 


MISSOURI PACIFIC REORGANIZATION 

The Commission, division 4, by an order in Finance No. 
9918, Missouri Pacific Railroad Co. Reorganization, has re- 
opened the proceeding for further consideration pursuant to the 
opinion and order of the district court for the eastern Division 
of Missouri, eastern district, has assigned the proceeding for 
further public hearing before Director Oliver E. Sweet and 
Examiner R. H. Jewell of the Commission’s Bureau of Finance, 
at the Hotel St. George, Brooklyn, N. Y., on Oct. 19, and has 
granted permission for the filing of a plan of reorganization 
tendered Sept. 28. The plan was offered by the protective com- 
mittee for holders of first and refunding mortgage 5 per cent 
gold bonds of Missouri Pacific Railroad Co.; committee repre- 
senting New Orleans, Texas & Mexico Railway Co. first mort- 
gage and income bonds; protective committee representing hold- 
ers of general mortgage 4 per cent bonds of the Missouri Pa- 
cific; the Allegheny Corporation; and the debtor railroad (see 
Traffic World, Oct. 2, p. 778). 

The hearing, the order said, was for the purpose of receiv- 
ing evidence relating to modification of the plan heretofore 
approved by the Commission and certified to the court; evi- 
dence in support of and in opposition to the aforementioned 
plan, called the compromise plan; and for the proposal of other 
plans, if any. Parties who intended to introduce evidence at the 
hearing, the order said, should transmit to the Commission’s 
Bureau of Finance, and to all parties to the proceeding on or 
before Oct. 11, copies of any exhibits they expected to present. 

The trustees of the debtor were required to publish once 
a week for two consecutive weeks the notice of the hearing in 
a daily newspaper of general circulation in each of the follow- 
ing cities: St. Louis, Mo.; New York, N. Y.; Cleveland, O.; 
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Omaha, Neb.; Kansas City, Mo.; 


Little Rock, Ark.; Houston, 
Tex., and New Orleans, La. 





Cc. & N. W. REORGANIZATION 


A special three-judge federal court at Chicago, October ¢, 
dismissed the petition of the debtor in Civil No. 43C-629, yj. 
cago and North Western vs. the Commission and the Uniteg 
States. The petition, filed by Luther M. Walter and Helen w. 
Munsert, counsel for the railroad, asked that an injunction fy 
issued ordering the Commission to reopen the reorganization 
proceedings for rehearing and modification of the approved play 
so that trust funds could be used to pay off the debt to the 
ea Finance Corporation (see Traffic World, Oct 
2, p. D. 

The court was composed of Otto Kerner, circuit cour 
judge, and John P. Barnes and Philip L. Sullivan, district cour 
judges. As announced by Judge Barnes last week, the dismissaj 
was based on the ground that the court did not have jurisdic. 
tion to enter the injunction sought. The court said the petition 
had been brought under the federal urgent deficiencies act ang 
that reorganization proceedings were not subject to review 
under that act. 

The petition had said that the debtor corporation had ample 
cash funds to pay the $42,250,133 claim of the R. F. C.; that 
such payment would release $135,833,808 of securities held by 
the R. F. C. and might make some equity in the reorganized 
company available to the stockholders; that the Commission 
had denied the petitioner’s request, made last May, to reopen 
the proceedings. Attorneys for the Commission, the U. S. Attor- 
ney-General’s office, and the life insurance and mutual savings 
bank group creditor committees, in opposing the petition, said 
that the court did not have jurisdiction to enter the injunctive 
order and that the Commission could not entertain the earlier 
petition to reopen because that petition had not been filed 
within 60 days after its report and order approving the plan. 


























COAL RATES IN ILLINOIS 

Reopened hearing before Examiner R. N. Trezise and F. B. 
MacElroy of the Illinois Commerce Commission, in No. 28881, 
bituminous coal rates in Illinois, and I. and S. 5169, coal to 
Beloit, Wis., continued this week, with indications that it would 
not end before early next week (see Traffic World, Oct. 2, 
p. 776) 

A. J. Christianson, Middle States Fuels, Inc., representing 
Fulton and Peoria county shippers, and R. H. May, Northern 
Illinois Coal Corporation, testified in opposition to the proposals 
this week. Mr. Christianson said that, generally, they would 
aggravate an unfavorable situation under which southern IIli- 
nois shippers enjoyed lower rates on a mileage basis than did 
Fulton-Peoria shippers. He said the rates from Fulton-Peoria 
should be decreased approximately 20 cents a ton on shipments 
to northern Illinois, so that the Fulton-Peoria rates would be 
79 cents under the existing rates from southern Illinois. Mr. 
May testified that if the proposed increases became effective, 
the resulting rates would be too high to permit continuation 
of rail movement of coal shipped from his mines in the Boon- 
ville, Ind., district and at Wilmington, Ill. The movement 
bey ia made by trucks if the increases became effective, 

e said. 

The hearing was recessed, October 4, to permit the rail- 
roads to prepare rebuttal testimony. On October 5, the 
examiners opened hearing in No. 28888, a related complaint 
case involving allegations by Mr. Christianson’s organization 
that the present rail rates on coal to northern Illinois from 
Fulton-Peoria are unduly high compared with rates from 
southern Illinois. Mr. Christianson in that proceeding adopted 
his testimony in No. 28881 and I. and S. 5169. The complaint 
asks that rates to northern Illinois be adjusted to establish 
a 79-cent differential between Fulton-Peoria and _ southern 
Illinois. The present differential is approximately 60 cents. 
It was expected that the hearing in No. 28888 would end Octo- 
ber 8, at which time the other hearing would be resumed. 


WESTERN DISTRICT GRAIN RATES 

The Commission has issued an order in No. 17000, Rate 
Structure Investigation, Part 7, Grain and Grain Products 
Within the Western District and for Export, and I. and S. No. 
5236, Feeding Grains in W. T. L., denying a petition of western 
trunk line rail carriers, respondents, for reinstatement of the 
third supplemental order in No. 17000, part 7, of Dec. 7, 1940, 
as amended by orders of Oct. 6, 1941, March 13, 1942, May 29, 
1942, and Nov. 9, 1942, to permit continuation of rates on bar- 
ley, corn (not pop-corn), oats and the products thereof, dry and 
uncooked, scheduled to expire with June 30, 1943, the expira- 
tion date of which was suspended by the Commission’s order 
in I. and S. No. 5236 until Feb. 1, 1944, for an additional period 
or until May 31, 1944, and to vacate the proceedings in I. and S. 
No. 5236 (see Traffic World, Oct. 2, p. 769). 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


ests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


ee er reer e reer 


(District Court, E. D. Louisiana, New Orleans Division.) 
Where bill of lading issued by barge line company limited 
its responsibility to damages occurring while goods were in 
its possession and evidence established that damage to goods 
did not occur while in custody of barge line, barge line was not 

iable. 
7 through bill of lading, issued by barge line company, 
providing that shipment, while in custody of steamship com- 
pany, should be subject to the terms of steamship company’s 
bill of lading, including requirements for written notice for 
claim for damage to the shipment. 

Burden of proving compliance with notice clause in bill 
of lading was upon cargo owner suing for damage to cargo. 

Provisions in bill of lading that notice of claim for loss 
or damage to cargo must be given to ocean carrier are valid 
and binding if reasonable. 

Impossibility of literal compliance with notice clause in 
bill of lading did not excuse cargo owner’s failure to give 
notice, since where literal compliance is impossible notice must 
be given as soon as it can reasonably be done. 

That shipowner knew that some damage had occurred 
to cargo did not excuse consignee from complying with written 
notice of claim clause in bill of lading, nor show a “waiver” 
of the written notice of claim. (Newport Rolling Mill Co. vs. 
Mississippi Valley Barge Line Co., 50 Fed. Supp. 623.) 


(Dig 





(District Court, S. D. Texas, Galveston Division.) The 
statute providing for requisitioning by the government of 
vessels owned by citizens of the United States, during a na- 
tional emergency, and for payment of just compensation 
therefor, is valid. 46 U. S. C. A. Sec. 1242. 

The statutory right of the United States government to 
requisition vessel owned by United States citizen, during na- 
tional emergency, is not affected by fact that the vessel is in 
custody of court of admiralty. 46 U. S. C. A. Sec. 1242. 

On recognition of requisitioning of vessel by the govern- 
ment during national emergency and direction that vessel be 
delivered to war shipping administrator, jurisdiction to de- 
termine issues in admiralty proceedings brought against vessel 
and her owners for damages to cargo would not be lost and 
obligation of government to pay just compensation would be 
sufficient security and would take the place of the vessel, and 
the litigation might proceed. 46 U. S. C. A. Sec. 1242. 

In proceeding in admiralty against vessel and her owners 
for damage to cargo, etc., wherein the government intervened 
to obtain recognition of right to requisition the vessel during 
national emergency, admiralty court could not fix amount of 
compensation to be paid by government for vessel but the 
government as between the parties would be bound by the 
final judgment in the proceedings with respect to whom such 
compensation should be paid, and the court might so provide 
in order for delivery of vessel to war shipping administrator. 
46 U. S. C. A. Sec. 1242. (The Sonora, 50 Fed. Supp. 687.) 





HARRISON MOTOR RIGHTS SUIT 


2 The Commission, by restricting complainant’s operations, 
arbitrarily and improperly disregarded the. specific interpreta- 
tion of the applicable rule of law enunciated by the Supreme 
Court of the United States in United States vs. Carolina Freight 
Carriers Corporation, 313 U. S. 475,” says Harrison Motor 
Freight in a suit filed in the federal court for the New Jersey 
district. The court is asked to issue a temporary injunction, 
and after hearing a permanent injunction, restraining the en- 
forcement of the Commission’s order of Nov. 10, 1942, restrict- 
ing its “grandfather” operations to a one-way operation to 
Philadelphia, Pa., with no compensation for return movements 
with the exception of battery parts and equipment from Phila- 
— to Boston and Watertown; Mass., and New Haven, 
nn. ; 

The company said that, in relying on the statute, it had 
submitted its proof of holding out and actual transportation 
from Philadelphia. Aside from the alleged error of the Com- 
mission In connection with operations from Philadelphia and 
New York, it said, the record was replete with other errors, 
particularly so far as operations to and from southern New 
Jersey were concerned. 

The company asks the court to find, on final hearing, that 
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the report and order of the Commission were beyond the lawful 
authority of the Commission insofar as the order denied it the 
right to continue operations conducted by it on the critical date 
in the transportation of general commodities from Pennsylvania 
origins to points and places in the states of Massachusetts, 
Rhode Island, and Connecticut; from and to New York City; 
from and to points in the counties of Burlington, Camden, Mid- 
dlesex, Monmouth, Morris and Somerset; and operations from 
points and places in Connecticut, to points and places in the 
counties of Bergen, Essex, Hudson, Mercer, Passaic and Union. 

The suit is docketed as civil action No. 3095, Harrison 
Motor Freight vs. United States of American and the Interstate 
Commerce Commission. 


FORWARDER TARIFF PROTEST 


Having obtained special permission from the Commission, 
Acme Fast Freight, Inc., National Carloading Corporation and 
Universal Carloading & Distributing Co., Inc., extended from 
Oct. 5 to Oct. 10 the effective date of supplements to their 
tariffs I. C. C. F. F. Nos. 30, 16 and 34, respectively, under 
protest by Central-States Motor Freight Bureau and Middle- 
west Motor Freight Bureau (see Traffic World, Sept. 25, p. 714, 
and Oct. 2, p. 774). The motor bureaus petitioned the Com- 
mission for suspension or rejection of the tariffs on the ground 
that they sought to establish forwarder rates lower than those 
in effect via motor carriers, the result of which would be to 
break down the motor rate structure in the involved territory 
by at least 6 per cent. The forwarders extended the effective 
date of the tariffs so as to give them further time to study 
the “situation.” 





NEW ENGLAND TRUCK RATES 


The Commission has assigned I. and S. M-2247, Increased 
Common Carrier Truck Rates in New England, for oral argu- 
ment Oct. 22 at its offices in Washington before division 2. Re- 
plies to exceptions in the proceeding, the Commission said, 
should be filed on or before Oct. 19. In a report in the proceed- 
ing, Examiners Paul Coyle, S. A. Aplin and B. E. Stillwell rec- 
ommended that the Commission approve a general increase of 
4 per cent in common carrier truck rates and charges within 
New England and between certain areas in New York and New 
Jersey and New England to off-set increased operating costs. 
The rate of increase recommended is the same as that approved 
by the Commission in I. and S. M-2222, Increased Common 
Carrier Truck Rates in East (see Traffic World, Sept. 18, p. 640). 


Hoboken’s Divisions Case 


Briefs asking that the decree of the lower court be re- 
versed have been filed in the Supreme Court of the United 
States by the Commission, and by the appellant railroads, in 
No. 43, Interstate Commerce Commission, Pennsylvania Rail- 
road Co., Baltimore & Ohio Railroad Co., Erie Railroad Co. 
et al., appellants, vs. Hoboken Manufacturers’ Railroad Co., 
appellee. The case involves a decision of the Commission in No. 
27630, Hoboken Manufacturers’ Railroad Co. vs. Akron, Canton 
& Youngstown Railway Co. et al., in which Hoboken sought an 
increase in the divisions it was receiving from trunk lines. The 
Hoboken asked that, in determining the full cost of the service 
it performed in connection with lighterage-free rates, it be per- 
mitted to include the payments which it made under its contract 
with Seatrain, in connection with the use of Seatrain’s patented 
crane, by which cars were lifted into or out of the ship, elim- 
inating the need for unloading the cars. The Commission said 
that the payments to Seatrain could not properly be regarded 
as a necessary part of the cost of the service of Hoboken and 
that, while the result had been to increase the divisions received 
by defendant rail lines under the lighterage-free rates without 
change in the service they performed, this was because some 
of the service theretofore performed under the lighterage-free 
rates had become unnecessary, and dismissed the complaint. 

The case is on appeal from the federal court for the New 
Jersey district, which remanded the case to the Commission 
with the following directions: 

(a) To reconsider the decision; (b) to determine whether or not 
the relationship between Hoboken and Seatrain is of value; (c) if the 
Commission should find that the relationship is of value, to determine 
the amount of that value to be allowed in establishing Hoboken’s 
legitimate costs; (d) to make a finding as to whether or not the allow- 
ance to the trunk-line carriers of the entire saving of 75 cents per ton 
occasioned by the use of the Seatrain interconnection is ‘‘unduly pref- 
erential or prejudicial as between the carriers’’; and (e) if the Com- 
mission should find that the allowance of the entire 75 cents to the 
trunk-line carriers is unduly preferential or prejudicial, to determine 
an equitable division of the 75 cents. 


The Commission said it seemed to be the court’s view that 
some, at least, of the “saving” accruing to the trunk lines as a 
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result of Seatrain’s use of its devices should be included in the 
Hoboken’s costs. The Commission, it said, took a contrary view, 
and added that its report had contained a full discussion and 
adequate findings as to the absence of any ‘“‘worth” to the Ho- 
boken of Seatrain’s use of its ship-loading devices and methods 
of operation, and had found that the rail transportation services 
ended at the cradle. Hence, it said, it had found that anything 
beyond that point was no part of a railroad’s legitimate costs. 

The Commission said it thought the court had attempted 
to substitute its judgment for that of the Commission on an 
administrative matter, and had overlooked the rules stated in 
the case of Interstate Commerce Commission vs. Union Pacific 
R. R., 222 U. S. 541, that a court “will not consider the expedi- 
ency or wisdom of the order, or whether, on like testimony, it 
would have made a similar ruling.” 

On the question of whether or not the case was moot, the 
Commission said none of the parties had expressed a desire to 
have the case disposed of as moot, and that it was not now so 
contending. However, the Commission said, it did feel the court 
should be apprised of the fact that on or about Feb. 1, 1942, 
service to Hoboken by Seatrain vessels had been discontinued, 
and the vessels placed in other government service. 

Generally, it said, during the temporary lack of boat oper- 
ation, the Commission had found that water carriers subject to 
its jurisdiction had attempted to keep their tariffs revised to 
reflect the general basis of rates of other carriers now handling 
the traffic which normally moved over water routes. Such 
action, it said, assumed that the conditions which obtained prior 
to the cessation of boat service would recur when service was 
resumed. The same situation existed here, it said, adding that, 
when the boats were returned to Seatrain, if the Commission’s 
order was in effect, the parties could resume operations imme- 
diately and a known basis of divisions would exist. 

The fact that-all parties sought without delay a decision 
on the merits had been given some weight by the court in sus- 
taining the constitutionality of the recapture clause of the in- 
terstate commerce act in Dayton-Goose Creek Ry. Co. vs. United 
States, 263 U. S. 456, said the Commission. In this connection, 
it said, the court was also referred to its decision in Southern 
Pacific Terminal Co. vs. Interstate Commerce Commission, 219 
U. S. 498, in which, it said, the court had held the case was not 
moot where interests of a public character were asserted under 
conditions that might be immediately repeated, merely because 
the order had expired. 

Also, added the Commission, an examination of Hoboken’s 
complaint to the Commission would show that in addition to a 
new basis of division for the future, it also asked for an “‘adjust- 
ment” for the past. Whether it was entitled to such “adjust- 
ment” could not be determined, it said, if the case was held 
moot. 

The Commission said the lower court erred in ordering the 
case to be sent back to the Commission for evaluation of Sea- 
train’s patent rights as an element for consideration in fixing 
Hoboken’s divisions. 

The railroads said that the findings of fact by the court 
below were in substantial agreement with those of the Com- 
mission, but that it had disagreed with the Commission’s con- 
clusions and had held that additional findings should have been 
made as to specified matter, when, in fact, the Commission had 
made findings dealing adequately therewith. The Commission 
had acted on substantial evidence within the scope of its author- 
ity, they said, and that the court had erred in usurping the 
administrative functions of the Commission and substituting 
its judgment for that of the Commission. 





GREAT LAKES TERMINAL ALLOWANCE 


Great Lakes Steel Corporation filed a “brief,” and not a 
“petition” in Ex Parte No. 104 as reported in the Daily Traffic 
World, Sept. 29, p. 5, and in the Traffic World, Oct. 2, p. 772. 
The brief was filed following hearing before an examiner whose 
proposed report is now being awaited by the parties to the 
proceeding. 


PYRAMID MOVING RIGHTS 

Pyramid Moving Co. has filed a complaint in the district 
court for the northern Ohio district, eastern division, asking a 
restraining order during the pendency of the suit, and a modi- 
fication after hearing, of the Commission’s orders of March 1 
and July 28, in so far as they denied the complainant the right 
to transport household goods in states other than Ohio, Illinois, 
Indiana, Michigan, Kentucky, Tennessee, Missouri, West Vir- 
ginia, Pennsylvania, New York, New Jersey, Massachusetts, 
Connecticut, and Rhode Island, after Sept. 30. The report of 
the Commission of March 1, copy of which was attached to the 
complaint, showed that Pyramid had asked authority to trans- 
port household goods between all points in the United States, 
-Ineluding the District of Columbia, and the territory of Alaska, 
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over irregular routes, under the “grandfather” clause of 4 
interstate commerce act. ; 

The complaint said that the Commission had reacheg , 
unlawful and unsupported conclusion that “obviously, with oy) 
two vehicles an operator could not possily provide a se 
reasonably consistent with such an undertaking, i.e., to 
the United States.” The record made before the Commiggig, 
said the complaint, refuted that conclusion. The Commissig, 
it said, further, unlawfully and without support in the rego, 
made, had concluded that operations in the states other thy 
those aforementioned were not sufficiently substantial to wa, 
rant a finding of “grandfather” rights. 


Uf} 


Motor Act Prosecutions 


_ (Digests of statements issued by the Secretary of the Commis 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com ® 
mission rules and regulations thereunder. appear below.) 


New Jersey district, at Newark. Joseph Paselli, a moty 
common carrier, dba J. P. Trucking Co., of Newark, and Morr 
Dworetzsky, manager of Silver Iron and Steel Co., a 
metal dealer, of Brooklyn, N. Y., were fined a total of $2,0if 
Sept. 29 on their pleas of guilty to information charging th 
carrier with offering, granting and giving rate concessions ty 
Morris Dworetzsky and Helene Dworetzsky, and with failing 
to require the keeping of drivers’ logs, and charging Morn; 
Dworetzsky and Helene Dworetzsky with soliciting, accepting 
and receiving such rate concessions. No disposition of the cay 
against Helene Dworetzsky has been made. At the time ¢ 
sentence the court directed the carrier to collect from Morris 
Dworetzsky certain undercharges arising from granting such 
rate concessions. Paselli was fined $1,500, of which $100 was 
required to be paid, the balance being suspended for a pm 
bationary period of two years. Morris Dworetzsky was fine 
$500 which was required to be paid. 

District of Minnesota, fourth division, at Minneapolis, Minn, 
John D. McIntosh, of Minneapolis, was fined $350, Sept. % 
following a plea of guilty to an information charging him 
with operating as a common carrier without a certificate having 
been issued by the Commission, and without having filed with 
the Commission and without having published any rate o 


charge applicable to such transportation. The fine was required 
to be paid. 


RAILROAD ACCIDENT REPORTS 


The Commission, by Commissioner Patterson, has issued 


reports of the investigations covering the derailment of th 
Pennsylvania’s “Congressional Limited” at Shore, Pa., on Sept 
6, and the boiler explosion of the locomotive of the New York 
Central’s “Twentieth Century Limited” near Canastota, N. Y, 
on Sept. 7. 

The report in Investigation No. 2726, covering the Pem- 
sylvania accident, said the derailment was caused by a broken 
journal, and that the accident resulted in the death of 78 pas- 
sengers and one dining-car employe, and the injury of 102 pas 
sengers, five Pullman employes, and 22 dining-car employes 
The coach on which the break in the journal occurred, said the 
report, was built in 1909 and modernized in 1935. It said that 
prior to the time of the accident the engine and cars had been 
riding smoothly and that there was no indication of defective 
track. The first the crew knew of anything being wrong, it 
said, was soon after the front portion of the train had passed 


the tower at Shore, when the air brakes became applied inf 


emergency, and the train stopped abruptly. 


_ The report of the New York Central accident said that the 
accident resulted in the death of the engineer, fireman, and 


traveling fireman, and that 29 persons were seriously injured. 
The report gave the cause of the accident as overheating of the 
crown sheet due to low water, and recommended that the New 
York Central provide crown sheet protection in case of low 
water, by installing suitable devices for that purpose. In the 
discussion of the accident, it was said that, judging by the re 
sults of boiler explosions investigated by “our Bureau of Loco 
motive Inspection where crown sheets were equipped with pro- 
tective devices, the effects of the accidents were slight as com- 
pared with the complete destruction of the boiler as occurred 
here. It is obvious that this explosion would not have been 90 
violent if the locomotive had been so equipped.” 


MONON TO BUY RAILS 


The federal districi court at Chicago, October 5, authorized 
trustees of the Chicago, Indianapolis and Louisville Railway 
to place orders for 4,900 gross tons of rail and rail anchors, t0 
be paid for by cash on delivery. The trustees estimated, .the 
cost at. $328,000. : “ > em be ir 
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International Air Service 


Regulated competition, as opposed to monopoly—combined 
with private ownership—and with adequate government and 
public support would enable United States aviation to “secure 
for America its rightful share of the air commerce of the world 
in the post-war period,” said W. H. Coverdale, president of 
American Export Airlines, Inc., in a statement Oct. 5 on the 
subject of post-war international air service. 

“The planning and preparing for this post-war activity is 
one of the foremost problems facing this country and the world 
in general,” said he. 

Mr. Coverdale said there were 19 United States airlines. 
Two of those operated in the foreign service and held Civil 
Aeronautics Board certificates of convenience and necessity for 
overseas transportation. American Export Airlines was one 
of those two companies, said Mr. Coverdale. The 17 other com- 
panies operated in the domestic field and held C. A. B. certifi- 
cates for such operation, he said. There were also other busi- 
ness groups with new capital interested in entering “this new 
and rapidly” growing industry, he pointed out. All 19 airlines 
were now engaged in aiding the war effort by transporting 
passengers, cargo, and mail within the country or to all sections 
of the globe. All of these airlines had been loyally devoting 
their individual efforts and ambitions to military purposes and 
the all important task of winning the war. 

Many of the domestic airlines, when the war was over, said 
Mr. Coverdale, would want to expand into the international 
field—as evidenced by the fact that a good many of them 
already had filed applications for overseas routes. 

While there might be a general desire on the part of the 
domestic airlines to enter the overseas field, said Mr. Coverdale, 
there were two schools of thought as to how that problem 
might be met. 

One school, he said, advocated formation of a single, gov- 
ernment sponsored, monopolistic international airline, in which 
all American flag airlines could, if they wished, hold an interest, 
based on some, as yet unannounced, formula. American Export 
Airlines did not support that plan. 

The other school of thought opposed the placing of all of 
the development of “our international air transportation” in 
the hands of a single American company—a chosen instrument 
—or a monopoly, said Mr. Coverdale, adding that that school 
believed in regulated competition consistent with the policies 
and standards established by the civil aeronautics act. Amer- 
ican Export Airlines supported that plan. 


“Furthermore,” said Mr. Coverdale, ‘“‘we do not believe 
that the alternative to monopoly would be unbridled competi- 
tion. Far from it. A definite government policy, firmly and im- 
partially administered, can give the country the proper type of 
well-regulated competition—in the foreign, as well as in the 
domestic, field.” 


Mr. Coverdale outlined American Export Airlines’ position 
as follows: 


We are, and always have been, unalterably opposed to the thesis 
of monopoly. We believe that the fostering of monopoly would almost 
certainly result in government ownership. We do not believe that the 
old world practice of fostering a government airline would result in 
adequate advancement of American aviation. Our country is just too 
big for such a system. 

Our company and 16 domestic airlines on May 18 of this year 
signed a declaration of policy against monopoly, and presented it to the 
Civil Aeronautics Board. 

We strongly support the thesis of competition. By competition 
we mean that any American flag airline interested in providing air 
service beyond our borders and into foreign countries, should have the 
right to make application to a properly constituted government body, 
such as the Civil Aeronautics Board. We believe that open hearings 
should be held by such a body, in accordance with the principles of 
free enterprise. The number of companies that would emerge with 
certificates from such hearings would depend upon the ability of the 
applicants to qualify, and in addition, upon the judgment of the Civil 
Aeronautics Board and the President of the United States, as to the 
number of routes and services required in the public interest. 

Such orderly procedure follows the ‘‘American Way’ of developing 
a new and vital industry. It encourages competition to an extent 
necessary to assure sound development—and yet regulates it to the 
degree that cutthroat competition is eliminated. 


United Air Lines’ Position 


W. A. Patterson, president of United Air Lines, in a letter 
to L. Welch Pogue, chairman of the Civil Aeronautics Board, 
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outlined that company’s position with respect to post-war inter- 
national aviation. It was pointed out that United had not signed 
the supplementary reply made by 16 domestic airlines in July 
in reply to the board’s earlier statement of important civil 
aviation questions (see Traffic World, July 24, p. 192). 

The letter, according to a spokesman for United, was for 
the purpose of stating United’s thinking on post-war interna- 
tional routes. If all the domestic airlines were going to jump 
with both feet into the international field, it was stated, there 
was not going to be enough business to go around. The domes- 
tic airlines would be in competition with the policies foreign 
countries had followed before the war, and would also be in 
competition with strong one-company representatives of Great 
Britain and other foreign countries. If the United States’ do- 
mestic lines were to go independently into this field, with so 
little business to go around, it was said, they would be “scrap- 
ping” among themselves for their share and so would be over- 
shadowed by the one-company representatives of foreign coun- 
tries. 

It was stated that it was felt it would probably be best for 
United States interests at least to give some consideration to 
the “chosen instrument” idea, and that it was desirable to insert 
in the agreement of the 16 domestic airlines a statement to the 
effect that nothing in the agreement would. preclude consid- 
eration of jointly operated and financed operations if it seemed 
in the best interests of the United States. 
tion’s flag in world commerce,” Mr. Patterson urged legislation 
that would bar individual airlines from international transocean 
flying. However, if such operations were to be permitted, he 
said United would file applications for both trans-Atlantic and 
trans-Pacific air routes. 

The letter was regarded “as an answer” to the agreement 
recently signed by the 16 domestic airlines in which they en- 
dorsed the principle of free, wide-open competition. 

“Our recommendation is that the domestic and transocean 
fields be considered separate and distinct, with a realization 
that one entering the field of the other will contribute nothing 
that will strengthen our position as a nation in the field of inter- 
national trade,” said the letter. “American free enterprise in air 
transportation can accomplish what is desirable nationally in 
the field without resort to wasteful subsidy stimulation. 

“Legislation to prevent individual domestic airlines from 
entering the international transocean field should be passed.” 


Mr. Patterson, in his letter, presented “facts” and figures 
tending to show the amount of competition and “relatively nar- 
row air travel market which can be expected on the north 
Atlantic in the post-war period.” He said the United States 
already had seven potential foreign competitors, all govern- 
ment-owned or government-controlled. And, he asserted that 
only 43 airplanes capable of carrying 100 passengers plus 5,000 
pounds of mail and cargo would be required to handle the class 
A air passenger traffic which could be expected on the north At- 
lantic in the next five years. Studies, he said, indicated such 
traffic would consist of less than 1,000 passengers a day west- 
bound and 543 a day eastbound in the peak month of Septem- 
ber, 1948. 

“We may reasonably assume that foreign competition will 
demand some equal distribution of schedules,” he continued. 
“All British reports on this subject indicate such to be their 
view. Under the philosophy of the Atlantic Charter, an equal 
distribution could be expected. 

“The 43 airplanes needed to serve a possible 1948 north 
Atlantic demand, distributed equally among seven foreign coun- 
tries and the U. S. A., would result in six airplanes for each 
country. If more than one U. S. company is to participate in 
the U. S. share of north Atlantic competition, no one U. S. com- 
pany could be an outstanding success in view of such a narrow 
market without completely ruining its U. S. competitors, unless 
me competitors received a very heavy subsidy to insure sur- 
vival. 

“Do we want to promote an international subsidy war, im- 
posing added tax load upon citizens already burdened by an 
unprecedented war debt? Such a promotion should not be 
countenanced under the American system of sound free enter- 
prise.” 

Mr. Patterson declared that a review of the figures led to 
the conclusion that neither individual airlines now in the domes- 
tic field nor individual steamship companies could expect to 
extend their present operations into transocean air service with- 

out destructive results. He added the thought that both steam- 
ship and airline interests might participate jointly in post-war 
transocean flying. Continuing, he said: 


The Civil Aeronautics Board . . . must expect strong public protest 
if any domestic air carrier is given an unfair advantage in the trans- 
ocean field. If a chaotic condition should be permitted to exist whereby 
all those entitled to equal rights were granted them, we can visualize 
the creation of from 8 to 15 additional operators which, added to the 
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foreign competition, would result in approximately 22 companies com- 


peting to do a job that would require only 43 airplanes even five years 
from now. 


“The American people have reason to be proud of a sound 
and growing domestic air transport industry,” said Mr. Patter- 
son. “The management of companies composing that industry 
have an obligation to continue building and improving our do- 
mestic service under a wholesome system of regulated competi- 
tion. There are also many places for legitimate and constructive 
business adventure by individual U. S. domestic carriers, by 
invitation, in neighboring countries to the north and south in the 
Western Hemisphere where destructive competitive conflict 
would not result.” 


Local Feeder-Pick-Up Air Service 


Representatives of domestic air lines testified at the hear- 
ings resumed before the Civil Aeronautics Board in connection 
with its investigation of local, feeder and pick-up air services 
(see Traffic World, Oct. 2, p. 780). 

E. Lee ‘Yalman, executive vice president of Transconti- 
nental & Western Air, stated the position of his company and 
its understanding of the problems with which the board was 
working and said T. W. A. had thought of feeder air lines as 
classifiable within two broad types—(1) the so-called wheel 
and spoke feeder service, and (2) local service. By the first 
type, he said, ‘‘We visualize in operation somewhat like a com- 
mutation service on the railroad operating around a single 
metropolitan airport, where the schedules of the air lines, oper- 
ating on schedules, operate out of that airport through com- 
munities near the airport and returning to the same airport.” 
The second type, he said, comprised services to communities 
on or adjacent to trunk line routes. He said T. W. A. had been 
unable to reach a hard-and-fast definition between the two 
types, but it was T. W. A.’s opinion that local services along a 
trunk line route were essentially and economically a part of 
that trunk line system; that to have the required trequency of 
service locally, it would be necessary that the same carrier 
operate both of those types of service. In other words, said he, 
“We do not believe that over a given area or route you can 
satisfactorily and economically have two carriers for separate 
classes of services.” 


Furthermore, said Mr. Talman, quite frequently the short- 
haul business of local character would, in itself, be unprofit- 
able; but when added to the long-haul travel, the over-all 
picture might well be profitable. Therefore, said he, if purely 
local services were operated, in many instances they would 
become unprofitable; their economic salvation would rest in 
developing and expanding their routes until they would have, 
in fact, become through carriers. If local service was granted 
along any of the present existing air routes there would be 
created a new air line operating over that route. He said 
T. W. A. was urging that recognition be given to the fact that 
a local operator would become a competitor, out of economic 
necessity, to the trunk line operator. As contrasted with the 
providing of local service along trunk line routes, the operation 
of the wheel and spoke type of feeder service could be most 
economically and most efficiently provided by an independent 
operator, said he. In practically all metropolitan areas there 
was, or would be, a need for a wheel and spoke type of feeder 
service, said he. He said his recommendation to the board was 
that, in considering the feeder route problem, it should not 
award a single carrier both wheel and spoke operation, and 
local operation, for the reason that the local operator would 
eventually become a through operator, operating a wheel and 
spoke feeder, which would put at a considerable disadvantage 
all other through operators on that route. 

A. D. Lewis, of the department of economic planning of 
American Air Lines, Inc., proposed a system of community air- 
ports strategically located threughout the country to bring air 
transportation “to every sizeable community that can support 
it.” He illustrated his proposal with a map on which 160 new 
airports were strategically located, and pointed out that with 
“this relatively small number of additional airports, a total of 
at least 1,136 new cities would receive air service, 492 of which 
were above 5,000 in population.” 

With only those 160 new airports, in addition to those now 
in existence, Mr. Lewis said that air service could be given to 
all cities of 20,000 or more population, to all but 69 cities be- 
tween 10,000 and 20,000 or more population, and to all but 
405 communities between 5,000 and 10,000 in population. How- 
ever, he said American’s proposal could be expanded and that 
under this plan air service could be brought to all sizeable 
communities which had need for it, at much less cost to them 
and with a much greater likelihood of good air service than 
would otherwise be possible. His proposal, he said, would result 
in air service to 96 per cent of the urban population of the 
United States. The principal advantages of the proposed com- 
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munity airport plan, said he, were speed, economy, and better 
airport facilities. He said whether the airports were to be 
financed by the federal government or by the communities 
served, the cost of the airport facilities to do a complete job 
would be much less if the airports were located so that each 
would serve more than one community, wherever that was 
practical. ‘ 

C. W. Jacob, secretary of American Air Lines, said great 
care should be exercised in expanding air transportation into 
the areas of the country that did not have it; that the service 
should be expanded generally on the basis that the board “shal} 
be assured that in the foreseeable future the communities, as a 
whole, receiving additional transportation, will sustain that 
service.” He said, however, there were going to be exceptions 
to the general rule. There were going to be communities rela- 
tively isolated and having a genuine need for air transporta- 
tion, where the service would be responsive to a public need 
and where the community might not be able to sustain the 
service. Generally speaking, he said, care should be exercised 
to make sure that there was no permanent subsidization of air 
transportation involved “in its expansion.” 

Terrell C. Drinkwater, executive vice president of Conti- 
nental Air Lines, Denver, Colo., pointed out that Continental 
operated three western routes and said he thought that Mr. 
Talman’s analysis of the two types of feeder operations was a 
good one, though he did not think the so-called local service 
was in any sense a feeder operation. He said he thought local 
service was something that should be developed and served 
by a “regional” carrier now in existence or to come into ex- 
istence. 

“We think a regional carrier should not go into the trans- 
continental business, nor the local carrier get into transconti- 
nental business, and we do not think the transcontinental line 
should get into the local business,” said he. 

Robert J. Wilson, vice president and secretary of Pennsyl- 
vania-Central Air Lines, said he felt that the present trunk 
line carrier should have a first right and preference to serve 
the local communities in a reasonable area on each side of its 
route, somewhere in the neighborhood of 25 miles on each side. 

A. E. Floan, secretary of Northwest Air Lines, said the 
position of Northwest very much coincided with the position 
given by Mr. Talman. In connection with a contemplated plan 
of expansion along the present route of his company from Chi- 
cago to Seattle to Portland, he proposed local operations sup- 
plementary to both main-line and through service. 

R. Earl McKaughan, of Aviation Enterprises, Ltd., Hous- 
ton, Tex., proposed expansion by use of “secondary air lines.” 
He defined secondary air lines as being those which would 
perform the services of local, feeder, and pick-up and said 
they should be established without delay. The capital required 
properly to inaugurate the proposed secondary lines in the 
southwest area, said he, was estimated at $4,000,000. 

S. J. Solomon, president, Northeast Air Lines, suggested 
that a system be laid out to serve, first, every community over 
5,000 population, and then increase the service to communities 
of 2,500 population, “providing different types of service or 
whatever type of service is most dependable to each one of 
those communities, whether it shall be a stop on a main line, 
whether it shall be a stop on a route created of the so-called 
feeder type, operated in service by single-motor or multi-motor 
aircraft, or that in other cases your service be provided by 
helicopter or the revolving type aircraft.” 

Others who testified at the hearing were: Helmuth Bay, 
cartographer, Rand, McNally & Co.; W. Lawrence LePage, 
president of Platt-LePage Aircraft Co.; Halsey I. Bazley, pres- 
ident of All American Aviation, Inc.; Thomas T. Kincheloe, 
chief pilot, All American Aviation, Inc.; Dr. Ross M. Cunning- 
ham, assistant professor of marketing, Massachusetts Institute 
of Technology, on behalf of All American Aviation, Inc.; Harry 
M. Stringer, vice president in-charge of traffic, All American 
Aviation, Inc.; Austin M. Zimmerman, secretary and general 
counsel, All American Aviation, Inc.; L. F. Hampel, for United 
Air Lines, Inc.; and Charles E. Beard, vice president and direc- 
tor, Braniff Airways, Inc. 
















AIR CARRIER STATISTICS 

The eighteen domestic air carriers, including All American 
Aviation, Inc., and Hawaiian Airlines, reported a net operating 
revenue of $2,916,289 for June, 1943, as against $2,226,930 for 
June, 1942, according to statistics made available by the Civil 
Aeronautics Board. 

For the year ended June 30, 1943, the net operating revenue 
for all domestic airlines was $31,728,048 as compared with 
$14,326,348 for the year ended June 30, 1942. 

The airlines flew a total of 8,542,686 revenue miles in June, 
1943, as compared with 7,496,665 revenue miles flown in June 
last year. Operating revenues for June totaled $10,993,992 as 
against $7,906,421 for June, 1942. Operating expenses for June 
amounted to $8,077,703 as compared with $5,679,491 for June 
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last year. Operating revenues for June compared with June, 
1942, respectively, were broken down as follows: Passenger, 
$7814,275 and $5,264,904; mail, $2,107,273 and $1,646,585; ex- 
press and freight, $733,721 and $644,720; all other revenues, 
$338,723 and $350,212. eee 

For the year ended June 30, 1943, the domestic airlines 
flew 97,983,576 revenue miles as against 135,008,879 revenue 
miles flown for the year ended June 30, 1942. Operating rev- 
enues amounted to $114,043,598 and operating expenses totaled 
$82,315,550 for the year ended June 30, 1943, as compared with 
$107,090,377 and $92,764,029, respectively, for the year ended 
June 30, 1942. Operating revenues for the year ended June 30, 
1943, as compared with the year ended June 30, 1942, respec- 
tively, were shown as follows: Passenger, $78,864,470 and 
$76,214,696; mail, $23,775,580 and $23,819,456; express and 
freght, $8,446,615 and $4,397,227; and all other revenues, 
$2,976,933 and $2,658,998. 


AIR COMMERCE TO ARCTIC AREAS 


Representative Bulwinkle, of North Carolina, has intro- 
duced H. J. Res. 170, requesting the Secretary of State and the 
chairman of the Civil Aeronautics Board to report to Congress 
“at the earliest date practicable” concerning the feasibility and 
desirability of creating an appropriate international organiza- 
tion for the exploration, ownership, development, protection 
and government of the Arctic regions, with a view to the pro- 
motion of international air commerce and to the utilization, in 
other respects, of such regions “to the best advantage of the 
several nations of the world.” 


AIRPLANE MOTORS RATINGS INQUIRY 


By an order in MC C-381, Ratings—Airplane Motors in 
the West and Northwest, the Commission, division 2, on its 
own motion, has instituted an investigation into and concerning 
the reasonableness and lawfulness otherwise of ratings and 
classifications, and rules, regulations, and practices affecting 
such ratings and classifications, applicable to the transporta- 
tion of airplane motors as described in item 55 on sixth revised 
page 31 of tariff MF-I. C. C. No. 8, and in item 20 on fifteenth 
revised page 20 of tariff MF-I. C. C. No. 18 (Gustave Stribling 
series) of Pacific Inland Tariff Bureau, Inc., agent, between 
points in Oregon and Washington and British Columbia, west 
of the Cascade Mountains, also between points in Oregon, 
Washington, Idaho and Montana and points in California, main- 
tained by carriers parties to the named tariffs. Parties to the 
tariffs have been made respondents to the proceeding which 
has been assigned for hearing Oct. 18 at the Multnomah Hotel, 
Portland, Ore., before Examiner Robert J. Olentine. 





Air Certificate Applications 


Authority to transport persons, property and mail over 
routes between New Orleans, La., and Rio de Janeiro, Brazil, 
and between New Orleans and Buenos Aires, Argentina, is 
sought by Chicago & Southern Air Lines, Inc., of Memphis, 
Tenn., in an application filed with the Civil Aeronautics Board 
and docketed as No. 1085. On the New Orleans-Rio route, the 
applicant proposes to serve, as intermediate points, Havana, 
Cuba; Barranquilla, Colombia; San Cristobal, Venezuela, and 
Manaos and Goyania, Brazil; and on the New Orleans-Buenos 
Aires route, it would serve Havana; Balboa, Canal Zone; Cali, 
Colombia; La Paz, Bolivia, and Salta, Argentina, as inter- 
mediate points. 

Other new applications filed with the C. A. B. are the fol- 
owing: 

No. 1086, Joe Ferrant, dba Airdrome Transport, Burbank, 
Calif.; passengers, baggage and mail between Mills Field, Calif., 
on the one hand, and San Francisco, Oakland and East Bay air- 
ports, Calif.. on the other, and to meet emergency landings 
within area of 150 miles of any airport served. Applicant says 
he now operates automobile transport of airline passengers to 
and from air terminals, and that he proposes to use autogyros 
or helicopters. 

No. 1087, same applicant as in No. 1086; passengers, bag- 
gage and mail between Lockheed Air Terminal at Burbank, 
Grand Central Airport, Glendale, Calif., Los Angeles Municipal 
Airport at Inglewood, Calif., and other landing fields, airports 
and emergency landing fields within 150 miles of those points, 
on the one hand, and various points in Los Angeles and Holly- 
wood, Calif., on the other. 

No. 1088, Colonial Airlines, Inc., New York City; persons, 
property and mail between Washington, D. C., and Portland, 
Me., via Baltimore, Md., Reading, Pa., Newark-New York, 
Bridgeport, Conn., Hartford, Conn., Worcester, Mass., and Con- 
cord, N. H. Applicant now operates air transport service be- 
tween New York City and Montreal, Canada. 

No. 1089, Arkansas Valley Airlines, Van Buren, Ark.; per- 
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sons, property and mail in scheduled and non-scheduled service 
over routes between Wichita, Kan., and Memphis, Tenn., be- 
tween Springfield, Mo., and Jackson, Miss., between Springfield 
and Shreveport, La., between Little Rock, Ark., and Oklahoma 
City, Okla., and between Ft. Smith, Ark., and Dallas, Tex.; and 
over five “feeder” routes, serving points in Arkansas, Oklahoma, 
Texas, Kansas, and Tennessee. 

. No. 1091, Summit Airways, Inc., Laramie, Wyo.; trans- 
portation of property and mail for one year and transportation 
of persons, property and mail thereafter, between Cheyenne, 
Wyo., and- Billings, Mont., and between Rock Springs, Wyo., 
and Jackson, Wyo., serving specified intermediate points. Appli- 
cant says it holds a C. A. A. certificate authorizing operation 
of a flying school. 


“NON-OP” WAGE INCREASE 


Heads of the fifteen .railroad non-operating employe 
brotherhoods have made public a letter they have sent to all 
general chairmen and field officers of their respective unions, 
“explaining” the status of the 8-cent wage-increase case and 
asserting that “the responsibility for the present situation and 
additional delay rests with the President of the United States.” 

The union chiefs said, in their letter, that their representa- 
tives, in a conference with the President on Sept. 16 (see 
Traffic World, Sept. 18, p. 655), had advised the President of 
“the general and widespread disappointment and dissatisfac- 
tion of the employes” because of the delay in obtaining final 
disposition of the “non-op” wage case, and that “after full 
discussion of the matter an understanding was reached to settle 
(the dispute), that day, on a basis acceptable to all 15 chief 
executives.” 

“However,” the brotherhood chiefs continued, “on the next 
day, Sept. 17, the President advised the representatives of the 
15 chiefs that, after conference with others in the government, 
and upon further consideration, he had concluded further action 
in our case should be held in abeyance, until he received the 
report of the emergency board in the wage increase dispute 
of the five train, engine and yard service organizations and that 
then both cases be considered and settled.” 

The recommendations of the emergency board in the so- 
called operating union’s wage case were made public at the 
White House, Sept. 28 (see Traffic World, Oct. 2). It was 
stated at that time that the board’s recommendations had 
been referred to Stabilization Director Vinson. 

“There has already been too much delay and this additional 
delay is very objectionable,” said the “non-op” leaders. ‘“How- 
ever, it must be recognized that under the railway labor act 
= the stabilization act the decision rests with the Presi- 

ae 

“The 15 chiefs will continue their vigorous and determined 
efforts to secure, at the earliest possible date, a satisfactory 
and acceptable settlement of the dispute. .. .” 


N.R. A.B. Order Not Binding 


The federal circuit court of appeals for the third circut, 
Philadelphia, in an order in Nos. 1789 and 8285, F. C. Singer 
and Henry Dahlberg vs. the Pittsburgh and Lake Erie Railroad, 
has affirmed an order of a lower court holding that an award 
of the fourth division of the National Railroad Adjustment 
Board, granting the complainants seniority rights and money 
reimbursement, was erroneous. In its order, the circuit court 
held that awards of board divisions were not final and binding. 

The complainants were yard service employes of the P. and 
L. E. They were laid off as yard employes in 1934, and in their 
absence the company entered into a contract with the Railroad 
Yardmasters of North America, Inc., under which it was pro- 
vided that yard employes would be placed on seniority registry 
“as of the date last regularly assigned to such provisions” and 
that employes “laid off on account of reduction of force will 
retain their place on the seniority roster.” When later re- 
employed as company yardmen, the two complainants did not 
receive seniority credit for their service as yardmasters prior 
to the time the contract was signed. The fourth division, after 
hearing, held that the clause in the contract, specifying that 
employes laid off would retain seniority, applied to the com- 
plainants. 

The circuit court’s order said the district court clearly had 
been right in holding that the clause did not apply in the case 
of the complainants, because the contract was not retroactive. 
It said that, in the appeal from the district court’s order, the 
complainants “argue, though the point was not raised before 
the district court, that under the Railway Labor Act the court 
was without jurisdiction to review the award on its merits, its 
function being merely to decide the single question whether the 
award was within the statutory or constitutional authority of 
the board.’”’ The order said that, though section 3 (m) of the 
act provided that awards of the board “shall be final and bind- 
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ing on both parties to the dispute,” the expression “final and 
binding” had its limitations. Continuing, the court said: 


Even the appellants concede that the award is neither so final that 
it may not be set aside by the court if the board acted beyond its 
statutory authority nor so binding that the carrier can be compelled 
to obey it without the aid of the court in enforcement proceedings. We 
think that the general plan of the statute clearly discloses an intention 
to use the words in the sense that the award is the definitive act of a 
mediative agency, binding until and unless it is set aside in the manner 
prescribed, and that it was intended that the court should exercise 
broader powers than merely directing coercive process to issue if 
satisfied that the proceeding was authorized by law. 

If the act should be interpreted as precluding consideration of the 
merits by the court, serious doubts as to its constitutionality would 
arise. 


The court held that the board did not have “full judicial 
power” because it was not a governmental agency, and was 
only a bipartisan group set up to represent employers and em- 
ployes. It said that the U. S. Supreme Court, in Washington 
Terminal Company vs. Boswell, 124 F 235, 276, similarly held 
that awards of the board or its divisions were not final and 
binding to the extent alleged by the present complainants (see 
Traffic World, Nov. 21, 1942, p. 1233). 






RAIL RETIREMENT LEGISLATION 

Representative Morrison, of Louisiana, has introduced 
H. R. 3396, to amend the railroad retirement act of 1937 as 
amended, so as to enable any railroad employe to retire and 


become eligible for annuities after 30 years of service, regard- 
less of age. 


RHODE ISLAND TRUCK STRIKE 


The War Labor Board has been advised that the strike at 
Providence, R. I., involving approximately 1,000 truck driving 
employes of 48 companies, members of Local No. 251 of the 
International Brotherhood of Teamsters, etc., has been called 
off and the employes have returned to work. It was stated 
that the strike was called because of delay by the board’s truck- 
ing commission in deciding a wage case (see Traffic World, 
Oct. 2, p. 785). 


DISCRIMINATION IN R. R. EMPLOYMENT 
Chairman Francis J. Haas, of the President’s Committee 
on Fair Employment Practices, has announced that the com- 
mittee expects to reach decisions in the near future on the 
basis of the testimony taken in the recent hearings on discrim- 
ination in railroad employment (see Traffic World, Sept. 25, 
. 734). 
° Chairman Haas announced that, due to his elevation to 
the position of Bishop of Grand Rapids, it would be necessary 
for him to resign as chairman of the committee but that he 
expected to remain as chairman for ‘some days yet.” 


N. M. U. CONTRACT NEGOTIATIONS 


Dr. John R. Steelman, director of the Labor Department’s 
conciliation service, said, Oct. 2, that he would appoint a 
mediator in a controversy over term of new collective bargain- 
ing agreements between the National Maritime Union and 
about 20 shipping companies. The old agreements between the 
unions and the ship lines expired Sept. 30. 

Dr. Steelman said he had received a telegram signed jointly 
by Frank J. Taylor, president of the American Merchant Marine 
Institute, and Joseph Curran, president of the N. M. U., ad- 
vising him that negotiations over the new agreements were 
deadlocked and that the old contracts would be extended until 
the parties could get together on terms of new agreements, 
and requesting appointment of a mediator. 

Dr. Steelman announced, Oct. 5, that he had appointed 
J. C. Jenkins, of the conciliation service, as mediator in the 
dispute. 


PACIFIC ELECTRIC WAGE DISPUTE 


The special emergency board appointed by President 
Roosevelt to investigate and report on the labor dispute on 
the Pacific Electric in California held a hearing in Washing- 
ton, Oct. 4-6. Under President Roosevelt’s executive order 
establishing the board it was instructed to base its report on 
“the proceedings before the emergency board that reported to 
me May 21, 1943, on this dispute, the relevant factual material 
in the Maris report filed with the National Railway Labor 
“Panel September 10, 1943, and such further relevant evidence 
as the special emergency board shall determine to receive.” 
(See Traffic World, Oct. 2, p. 786.) 

W. P. Nutter, appearing for the Brotherhood of Railroad 
Trainmen, reviewed the dispute and presented the demand of 
the men in Pacific Electric passenger service for an increase 
of 27% cents an hour. O. A. Smith, president of Pacific Elec- 
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tric, said it would be necessary in order to continue the Sery- 
ice of the road, which he said was important to the war effo 
to grant the men an increase. He said he was willing to seq 
the increase of 13 cents, recommended by the first emergen 
board in its report of May 21, 10 cents of which was disap. 
proved by Economic Stabilization Director Vinson, go int) 
effect. He said further that he was willing to have that amount 
increased to 15 cents in order to preserve a differential of two 
cents over the wages paid to employes of the Los Angeles 
street railway system, if the latter were granted the increage 
of 10 cents, a request for which, he said, was pending before 
the National War Labor Board. 

V. V. Boatner, director of the railway transport division 
of the Office of Defense Transportation; Colonel J. J. Lane 
and Colonel R. A. Radford, Army Transportation Corps; J. F 
Wellemeyer, assistant chief, area reports and analysis divi. 
sion of the War Manpower Commission; and Robert L. Glenn 
railway labor consultant for the War Production Board, ap- 
peared as witnesses, testifying to the necessity for the service 
of Pacific Electric in the war effort. 

At the close of the hearing, a recess of one day was taken 


to give time to the parties for the preparation of oral argu- 
ment. 






























PUERTO RICO R. R. WAGE INCREASE 


A pay increase of 10 per cent for workers of the govern. 
ment-operated American Railroad Company of Puerto Ric 
was announced by the National War Labor Board Oct. 5. The 
board approved the report and decision of a special panel that 
investigated the dispute between the Union de Obreros Unidos 
de las Ferrovias de Puerto Rico (Brotherhood of Railroad 
Workers), representing the approximately 1,700 workers, and 
the company. 

The panel decision approved by the board ordered that 
$100,000 or 10 per cent, be added to the annual wage bill of 
the company as of May 13, 1943, and that the method of distri- 
bution of this sum be worked out by collective bargaining be- 
tween the company and the union, or, while the railroad was 
In possession of the Office of Defense Transportation, by con- 
sultation between the union and representatives of the O. D.T. 

Based on payroll figures for May, 1943, the earnings for 
these workers ranged from $10.18 a week for unskilled laborers, 
representing about 40 per cent of the total, to $20.39 for skilled 
workers, said the board, adding: 


The method of distribution of the $100,000 is to provide the maxi- 
mum increases possible to the lowest paid workers and maintain proper 
wage differentials among the various job classifications. 

As a result of the deadlocked dispute between the company and 
the union, President Roosevelt on May 13, 1943, issued an executive 
order taking possession, through the director of the Office of Defense 
Transportation, of the railroad, and ordered the director to manage the 
railroad pending termination of the labor dispute. ~ 

The same executive order directed the National War Labor Board 
to take jurisdiction over the dispute, and to make the date of the gov- 
ernment’s possession of the road the effective date of any increases 
resulting from the final determination of the case. 

The American Railroad Company is a coastal railroad, the interior 
of Puerto Rico being too rugged for railroad construction. It is the 
only railroad in the island furnishing public freight and passenger serv- 
ice, although there are several private railroads owned and operated 
by sugar companies to haul their own sugar. ; 






















































































REED ON RAIL PERFORMANCE 

“TI think there will be no dissent from the statement that 
of all the important industries in the country, the railroads 
have done the best war job,” said Senator Reed, of Kansas, in 
an address in the Senate, Oct. 6, dealing principally with waste 
of manpower in war industries. He spoke while the Senate was 
considering the Wheeler bill to defer from the draft married 
men with children while single men were available, and he 
said that “only the courage, the genius, and the persistence of 
the Senator from Montana” had made possible the progress 
attained for such legislation in the Senate, adding that the 
people owed a debt of gratitude to Senator Wheeler. 

“When the war approached there was much apprehension 
about whether the railroads could meet the necessities of war,” 
Senator Reed continued. “They have done a magnificent job— 
= most nearly 100-per cent complete job done by any in- 

ustry. 

“How have they done it? Joseph B. Eastman, the fore- 
most transportation authority of the country, and present di- 
rector of the Office of Defense Transportation, on July 14 made 
the statement that in April, 1943, the average weekly hours per 
railroad employe were 50.8. To begin with, all railroad labor 
contracts are based upon a workweek of 48 hours. As a result, 
the railroads were able to utilize their experienced employes to 
the extent of 48 hours per week without the payment of over- 
time. While the railroads have had a large turnover in eMm- 
ployment, it has been small as compared with the turnover of 
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t in some of the various so-called war industries. 
ype of the policy followed in railroad employment, al- 
most miraculous results in efficiency have been obtained.” 

Senator Reed cited a Labor Department showing that 
weekly hours in the aircraft industry had declined from 46.7 
in July, 1942, to 45.6 in July, 1943. 

“No more crushing indictment can be made of the whole 
labor policy of this administration than these figures present,’ 


he said. “This waste of labor is not confined to aircraft pro- 
duction. It runs through—or nearly through—the whole war 
effort...” 


U. S. SEIZURE OF T. P. & W. 


In the course of remarks in the House, Oct. 4, with respect 
to labor troubles of the Brewster Aeronautical Corporation, 
Representative Hoffman, of Michigan, referred to federal con- 
trol of the Toledo, Peoria & Western and said if policies or 
methods of management “run counter to the interests of the 
labor politicians, the strong arm of the administration will 
force them into the way, make them travel the road, which 
the labor politicians desire.” : : 

“This has been shown time and again,”’ he continued. “All 
too often in the past, when ambitious labor leaders, anxious 
to establish and maintain their power, made un-American 
demands upon management, followed lawless methods, this 
administration, on order of the President himself, has taken 
over private industry, put it under government operation, given 
the union leaders what they demanded, and, in practically 
every instance, lessened production and increased the cost to 
the taxpayer. ; : ; 

“Tilustration after illustration might be cited. One of the 
most outrageous was that when the government took over the 
Toledo, Peoria & Western Railroad.” 


oO. D. T. APPOINTMENTS 


The O. D. T. has announced the appointment of Wesley L. 
Wilcox as transportation specialist in the division of_ traffic 
routing and movement, 624 South Michigan Avenue, Chicago, 
Ill. The division of traffic movement of the O. D. T. super- 
vises the movement of petroleum and its products from the 
oil fields to the east coast. Mr. Wilcox, it was stated, had 
been active in the transportation field, both rail and truck, 
for the last 20 years. 


SAN FRANCISCO TRANSIT PLAN 


Director Eastman, of the Office of Defense Transportation, 
has made public recommendations of his division of local trans- 
port for wartime adjustments in San Francisco’s transit systems. 
The recommendations will be considered at conferences be- 
tween O. D. T. representatives and various officials concerned. 
Mr. Eastman said the need for improving San Francisco’s 
transit service to handle the ever-growing traffic resulting 
from the increasing importance of the Pacific as a major the- 
ater of war was urgent. 


W. P. B. Rolling Stock Control 


The Office of Defense Transportation announced Oct. 8 
that the War Production Board had scheduled for production 
15,983 additional new freight cars, of which 10,122 were for 
delivery in the first quarter of 1944; 4,456, in the second 
quarter and 1,405 in the third quarter. p 

Under the controlled materials plan, the War Production 
Board allotted tonnage of steel and other materials for the 
fourth quarter of 1943 for the construction of the 10,122 new 
cars. However, due to the time lag in getting the allocated 
materials flowing into the car builders’ shops, these cars would 
be produced in the first quarter of 1944, said the O. D. T. 

At the same time, the Office of Defense Transportation 
has drawn on authorized advance allotments for sufficient ton- 
nage of steel for the first and second quarters of next year, to 
the extent of scheduling an additional 5,861 cars, making a 
total of 15,983 cars so far scheduled. Additional cars will be 
scheduled promptly on placement of orders by the railroads, 
and on authorization being received for materials for the first 
and subsequent quarters of 1944, the O. D. T. says. mee 

This method of advance allocations assists in maintaining 
a more even production-in car building plants, and, at the 
Same time, keeps abreast of railroad orders for new cars, it 
is pointed out by O. D. T. officials. ‘ 

The breakdown of the 15,983 cars according to type is as 
follows: Box, 4,080; caboose, 210; dump, 4; flat, 867; dump 
car flat, 8; gondola, 1175; hopper, 9,420; tank, 19; and refriger- 
ator, 200. 

Most of the principal car builders and some railroad shops 
were participating in the new construction program, the 
O. D. T. said. 
units each will build are set forth below: 


The list of the builders and the number of : 
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American Car & Foundry, 2,889; Bethlehem Steel, 1,500; Fruit 
Growers Express, 217; General American Tank Car, 550; Greenville 
Steel Car Company, 450; Mt. Vernon Car Mfg. Co., 35; Pressed Steel 
Car Co., 50; Pullman-Standard Car Mfg. Co., 1,800; Ralston Steel Car 
Co., 100; Austin-Western Road Machinery Co., 4; Atchison, Topeka & 
Santa Fe Shops, 100; Chicago, Burlington & Quincy Shops, 1,000; Chi- 
cago, Milwaukee, St. Paul and Pacific Shops, 700; Despatch Shops, 
1,000; Great Northern Shops, 600; Illinois Central Shops, 600; Maine 
Central Shops, 8; Pittsburgh & West Virginia Shops, 5; Reading Shops, 
1,850; St. Louis-San Francisco Shops, 100; St. Louis Southwestern 
Shops, 100; Virginia Bridge Company, 500; Virginia Railroad Shops, 
1,000; and Wabash Railroad Shops, 825. 


Critical Period Ahead = Eastman 


Though he asserted that the railroads had done a “super- 
lative” wartime transportation job, Director Eastman, of the 
Office of Defense Transportatoin, in an address Oct. 6 before 
the New England Shippers Advisory Board at Boston, said he 
regarded “the next six months as the critical period for our 
domestic transportation.” 

Three major proposals were offered by him to help the 
carriers over this critical period: A call for a 5 per cent bet- 
terment in average car loading, in average turn-around time, 
including loading and unloading, and in all other indices of 
freight car performance; a plan to overcome adverse results 
of General Order O. D. T. No. 1 requiring less-than-carload 
freight to be loaded to an average minimum of 10 tons a car, 
and substantial reductions in cross hauls or excessive hauls. 

In his introductory remarks Mr. Eastman said he would 
concentrate on railroad transportation in this address as in 
one talk he could not well cover the whole expanse of domes- 
tic transportation but “let no one think ... that I do not 
realize the importance of the other forms of transportation in 
the war effort or that I undervalue in any degree the merit 
of their performance.” 

“No one can say that the carriers have been pampered,” 
said he. “The people of the country, even in New England, 
have been a little restless at times under the various rationing 
programs. They might consider what has happened to the car- 
riers. In respect to the things they consume, the carriers have 
been held down to a diet which, while not at the starvation 
point, has been very close to the level of mere subsistence. 
The dole which they have been given has been calculated very 
closely, and upon the assumption that luxuries and even com- 
forts of service could be foregone and that every possible 
means of conservation would be employed. Any one who has 
had an opportunity to comprehend the studendous porportions 
of the war job to which our country has set its hand, and the 
tremendous strain which it has thrown upon our resources and 
productive capacity, can understand why this has been done. 
But it has left the carriers with an almost superhuman task.” 

In support of his assertion that the next six months would 
be the critical period for our domestic transportation, Mr. 
Eastman pointed to the “tight” freight car situation, the 
shortage of grain cars, the increasing transcontinental load, 
the general gasoline shortage, the tire shortage, and the rail- 
road manpower situation. 


“Featherbed” Rules 


“At this point let me interpolate comments on two mat- 
ters,” he continued, adding: 


One relates to the railroad employes. There has been talk, and 1 
think too much talk, about their~so-called ‘‘featherbed’’ rules. It is 
true that in the train service, which accounts for about 22 per cent of 
the total employment, there are rules, at times enforced by statute 
but largely the result of agreements with the managements, which are 
to some extent wasteful of manpower, although not infrequently their 
effect is more on pay than on work. Such rules are not peculiar to the 
railroad industry by any manner of means, and personally I regard 
them as a by-product of the defects in our economic system which have 
caused recurring periods of serious unémployment. 

Whatever may be the case in peacetime, there is no place for rules 
which waste manpower under present war conditions. I have been 
quite frank with all transportation employes as to that, have solicited 
their aid in improving the situation and with some success, and have 
also proposed other and more drastic steps which they do not like. 
Relatively, however, the effect of these rules on railroad manpower is 
not of large importance. Nor, because of the discussion of these rules, 
should any one jump to the conclusion that the railroad employes as a 
whole have not been working loyally and very hard and diligently. 
They have been putting in on the average more than 50 hours of actual 
work per week, and long stretches of overtime work have been common. 
If this had not been so, the splendid performance of the railroads 
would have been utterly impossible, and I am sure that all the railroad 
executives will subscribe to that statement. 


Railroad Accidents 


The other interpolation relates to the recent railroad accidents, one 
of them very terrible. Such accidents, on land, on water, and in the 
air, never have been and never will be wholly avoided, but that is no 
reason for failure to do the utmost that is possible in the cause of 
safety. Upon the Interstate Commerce Commission, of Which I am a 
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Every day in every way— 


THIS MAN IS 
SERVING YOU 


OU may think of him only as an Erie man—one of the 
more than a million American railroad men engaged in 
keeping trains operating. 

But see how his activities are reflected in your daily life. 

Daily delivery by the mailman to your door is evidence that 
this Erie man is on the job getting trains through in all kinds 
of weather. 

Your daily newspaper put on the front steps by your news- 
boy is made possible by the tons of newsprint, ink, and metal 
the railroad delivers to the publishers. 

Those fresh vegetables, fruits, and other foods you get from 
your grocer are the results of shipments brought in from all 
parts of the country by railroads. 

Bread from the local baker, milk delivered by your milkman, 
fuel from your fuel dealer, electricity and gas from your public 
utilities, even the furniture in your home—all these and many 
other things you enjoy can be traced back to the products, 
supplies, and materials brought to your community by the Erie 
and other American railroads. 

And when war came, the defense of our country and the 
protection of our families rested heavily upon the ability of 
these railroads to rush men, munitions, and supplies where 
they were needed most. 

Our war plants and war workers depend upon the railroads 
to deliver raw materials.and rush finished equipment to the 
fighting front. 

No wonder this Erie Railroad man is proud of his job—proud 
of the part he is playing in making the American way of 

life a symbol of hope to the rest of the 
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member, tests the duty of investigating railroad accidents, and I know 
that it is well equipped for the purpose and can be depended upon 
to probe thoroughly the causes of the recent accidents and make 
appropriate recommendations. It is undoubtedly true that with the 
present tremendous volume of traffic and the high pressure under which 
the railroads are operating the accident hazard is somewhat increased. 
But nothing within my knowledge leads me to believe that any state of 
negligence or carelessness has yet developed on the part of either the 
managements or the men, or that the equipment is not generally being 
maintained in condition for safe operation. 

Much has been said about high speed. Let me say that at my 
request the railroads went over their passenger train running times in 
the latter part of 1942. The result was a large number of schedule 
changes, all of which resulted in slower running times. Our request 
was made, not only for safety reasons, but also to insure better over- 
all performance and to eliminate delays to other trains. For the same 
reason, the high-speed freight trains have been discontinued. How- 
ever, we are now re-examining this matter with the railroads all over 
the country. It is not a matter which can be dealt with arbitrarily or 
peremptorily, for the changing of railroad schedules is full of com- 
plications. 

Let me further remind you that each week day the railroads of the 
United States start on their runs about 17,500 passenger trains. Even 
including the recent accidents, and those that may occur during the 
balance of the year, it is doubtful that the fatalities per 100,000,000 
passenger-miles in 1943 will exceed the 1938 figure of .319. I give 
these figures, not in any way to distract attention from the recent 
accidents, but as an indication that railroad travel may still be regarded 
as safe—and certainly far safer than highway travel. 

With these interpolations, I come back to the main theme. The next 
six months will be a critical period in railroad performance for the 
reasons I have indicated. The railroads have, I am sure, won the 
sympathy and admiration of the country for their performance thus far 
in the war emergency. We all want to see them keep the record clean 
and clear for the duration, not only on their own account but even 
more because it is essential to the war effort. What can we do that 
is not now being done to help them over this critical period? I have 
three major proposals to offer today: 


Freight Car Performance 


Proposal No. 1. There are no better ways to get service out of 
freight cars than to load them te capacity and keep them in rapid 
circulation. The thing that stands out in railroad performance in this 
world war as compared with the last one is that the cars have not been 
used for storage purposes, they have been kept rolling, and they have 
been loaded more nearly to capacity. The shippers, under the leader- 
ship of the regional advisory boards, have been the great moving force 
in this campaign. But there is no record that cannot be beaten, and I 
fear the campaign has fallen off a little of late because of the wave of 
premature optimism. 

To get over the hump of the next six months, I know that the rail- 
roads and the shippers can pull their belts up a notch, spit on their 
hands, and do a bit more of the impossible. Upon my return to 
Washington, I plan at once to call together representatves of the 
Interstate Commerce Commission and the Association of American 
Railroads with the emergency committees of the National Association 
of Shippers Advisory Boards and the National Industrial Traffic League 
to lay out ways and means of making a 5 per cent betterment in aver- 
age car loading, in average turn-around time, including loading and 
unloading, and in all the other indices of freight car performance. 
Given the will to do this, it can be done, nothwithstanding the great 
difficulties imposed by manpower conditions. 

One of the ways to do this will be to bring the need home to every 
shipper and receiver of freight in the country, and to this end I am 
going to ask the railroads to turn their solicitation forces loose on this 
job. Those forces have been a source of mild irritation and question 
marks to the shippers for some time now, and this will give them a 
chance to prove their worth to the war effort. And there are other 
things that the railroads can do. It will by no means be a campaign 
for shippers alone. 

G. O. No. 1 Plan 


Proposal No. 2. General Order O. D. T. No. 1, requiring less-than- 
carload freight to be loaded to an average minimum of 10 tons per car 
has saved many thousands of cars, and without it we would long 
since have had many serious car shortages. The order, however, has 
had certain adverse results in slowing up movement and congesting 
transfer points. To correct these conditions, we have, with the active 
cooperation of the New England O. D. T. Advisory Committee, under 
the chairmanship of Bill Day, developed a plan to utilize the prevailing 
empty car movement out of the New England area to carry merchan- 
dise loads of less than 10 tons, carding these cars direct to destination 
or to distant gateways, thus by-passing the nearby transfer, saving 
many car days, and greatly expediting the movement, and yet without 
any waste of cars. 

In pursuance of this plan, daily carlines have been established to 
such points as Chicago, St. Louis, Cincinnati, Cleveland, Detroit, Pitts- 
burgh, Buffalo, Atlanta, and the transfer points of the southern lines 
from many cities in New England, and the number of these is steadily 
increasing. Often it has been possible to load cars to outbound stations 
in Chicago, St. Louis, and Cincinnati, thus avoiding the slow cross- 
town movement in those cities. All this has involved a close study of 
the tonnage originating at these cities and going to the areas served 
by the distant points, to ascertain whether concentration over a single 
route would make possible the establishment of such cars. The shippers 
were asked to select the route they would support. 

_ We propose to extend this plan, and in fact we are now extending 
it, to other areas in the country where it can be used to advantage. It 
calls for the help and active cooperation of the shippers, and cannot be 
successful ‘without such help... We believe the plan to be of great value, 
and the need for it will be much enhanced, if, as I fear, conditions 





TRAFFIC WORLp 


should force the diversion to the rails of some considerable portion ot 
the merchandise which the trucks are now carrying. I strongly urge 
you to do everything you can to support this movement. The various 
government agencies which control the routing of a vast amount of 
freight are, I am glad to say, cooperating whole-heartedly. 


Excessive Hauls 


Proposal No, 3. A use of transportation which is not strictly neces. 
sary is involved in what are known as cross hauls or excessive hauls, 
The essence of the matter is that the commodities desired could hay 
been obtained from nearer sources. Something has been done in both 
England and Germany to curb these unnecessary hauls, but compar. 
tively little over here. My office could have dealt with the Matter 
solely from a transportation standpoint, prescribing on its own initia. 
tive rigid zoning plans. I have refused to do that, on the ground that 
an agency concerned only with transportation does not know en 
about the procurement, production, marketing, and distribution prag. 
tices of any given industry to do such a thing without danger of 
serious harm to the industry. 

Instead we have tried to locate the apparent waste, and have they 
sought the advice of the industry agencies of the government, such as 
the War Production Board and the Food Administration, as to how jt 
best could be avoided, expressing our preference for voluntary Plans, 
Some savings of significance have been made, but the results have no 
been impressive. Frankly, the industries and the railroads are both 
afraid of these plans. They regard them as hostile to the free competi. 
tion which we have always cherished in this country, and suspect some 
ulterior motive which may persist even after the war is over. 

I fully agree that such plans run counter to our normal ideals 
but so do a lot of other things that are necessary in time of war. Even 
in these days, I do not wish to see any radical disruption of our busi- 
ness structure, but I do firmly believe that there is considerable waste 
in transportation which can be saved without such disruption and which 
we Ought to save under present conditions. I have brought this matter 
again to the attention of the industry agencies of the government; but 
it is hard for them to do much, if the industries arch their necks, | 
ask with all the earnestness at my command that the shippers lend 
their support. Surely the welfare and success of the private transpor- 
tation of the country in these months of grueling trial which lie ahead 
are of more importance than the present preservation of all the normal, 
peacetime methods of doing business. 


Heat for New England 


Director Eastman told his New England audience that 
transportation conditions with respect to the movement of 
both oil and coal to New England had materially improved 
since last winter and that he did not believe that any short 
ages in the supply for essential purposes of either coal or oil 
in New England would result, barring wholly unforeseen con- 
ditions, from deficiencies in transportation. Whether they 
might result from other reasons he did not undertake to say, 
In conclusion, he said: 


Summing up this long report, domestic transportation, notwith- 
standing most serious difficulties, has so far turned in a superlative 
performance in the war effort; but it is not over the hump. The most 
critical period lies ahead, and immediately ahead. I believe that the 
carriers can maintain their excellent record without serious flaw until 
the final day of victory. But they will need help. The help which they: 
have received from all concerned has been magnificent, but even more 
of the same sort is now needed. I believe that you still have a few 


ounces of help in reserve which you can give, and I ask you for them. 
The watchword is ‘‘over the top.’’ 





NORTHWEST SHIPPERS’ BOARD MEETING 


Because of pressing current problems of grain car supply 
and conservation, the Northwest Shippers’ Advisory Board held 
a special emergency meeting in the Minnesota state office build- 
ing, St. Paul, September 30. The regular fall meeting of the 
board, scheduled for Aberdeen, S. D., October 28, was can- 
celled. Shippers and members of the state commissions of 
Minnesota and North and South Dakota participated in an open 
forum discussion of grain car problems. Featured speaker 
the subject was F. S. Keiser, Chicago, O. D. T. consultant and 
its representative on the National Grain and Grain Products 
Transportation Committee...He urged greater conservation in 
the loading and routing of grain cars. R. E. Clark, manager, 
closed car section, car service division, Association of American 
Railroads, spoke on general transportation conditions, but aé- 
dressed himself, also, particularly to the grain car situation. 


GRAIN CAR SHORTAGE 

Senator Langer, of North Dakota, inserted in the Congres 
sional Record, Oct. 1, several letters and telegrams he had 
received from grain elevator operators and other individuals In 
North Dakota, complaining about the grain car supply situation 
in that state. The complaints were similar to others he had 
brought to the Senate’s attention Sept. 14 (see Traffic World 
Sept. 18, p. 658). Director Eastman, of the Office of Defenst 
Transportation, announced on Sept. 29 that he had ordered 
an immediate investigation of the grain car supply in the 
northwestern states and said the O. D. T. was making every 
effort to increase the flow of grain cars into that territory 
(see Traffic World, Oct. 2). 

“Senator Langer, Oct. 4, pursued his attack on shortage of 
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ain cars in the northwest by introducing S. Res. 185, calling 
on the Senate interstate commerce committee to make a full 
and complete study and investigation with respect to (1) the 
causes of the existing shortage of railroad cars for the trans- 

rtation of wheat, flax, and other grains in the northwestern 
states, and (2) means of relieving such shortage. The resolution 
was referred to the committee. 

The senator brought to the attention of the Senate a Wash- 
ington newspaper report that Melvin D. Hildreth, of Washing- 
ton, D. C., had advertised for sale 60 box cars that were built 
to order for an ordnance plant but reverted to the Warren Tank 
Car Co., of Warren, Pa., when work at the plant was discon- 
tinued after the cars had been hauling munitions only a few 
weeks. An effort had been made to sell the cars to government 
agencies interested in the transportation problem, it was said, 
put they were not successful. 

“In other words,” said Senator Langer, “while our grain is 
spoiling in North Dakota the transportation agencies of the 
country are refusing to buy these 60 box cars which could be 
used to transport our crops.” 

A. A. R. officials who looked into the report about the 60 
box cars being offered for sale said Oct. 6 that the cars had 
been taken over by army ordnance for use at other ordnance 
depots and that they therefore were no longer for sale. The 
cars, they said, were old cars that had been rebuilt by the 
Warren Company. 


Motor Conservation 


The O. D. T. said Oct. 3 in connection with amendment 3B 
to General Order O. D. T. 17 extending restrictions on all 
wholesale and retail motor truck deliveries in the east to apply 
throughout the nation, effective Oct. 11 (see Traffic World, 
Sept. 18, p. 658), that such restrictions were imposed, not arbi- 
trarily to curb truck operations, but to safeguard the contin- 
uance of retail and wholesale deliveries in the face of serious 
and growing wartime shortages of tires, gasoline, spart parts, 
and the vehicles themselves. 

In the east, where the restrictions had been in effect since 
May 27, said the O. D. T., it was found that the needs of the 
public could be met without undue hardship. It pointed out 
that certain general and special permits under General Order 
0. D. T. 17 were outstanding. These permits would continue 
in effect under the new amendment, it said. However, in order 
to clarify the scope and purposes of amendment 3B to General 
Order O. D. T. 17, the O. D. T. issued a statement summarizing 
the outstanding permits and setting forth a series of questions 
and answers on the restrictions. 

The Office of Defense Transportation has approved joint 
action plans submitted by Pennsylvania Truck Lines, Inc., 
Lecrone Benedict Way, Inc., and Eastern Motor Dispatch, Inc., 
of Columbus, O., Continental Transportation Lines, Inc., of 
Pittsburgh, Pa., and C. D. Moore, of Zanesville, O., for coordi- 
nated operations between points in Zanesville, O. (supplemen- 
tary order O. D. T. 3, Revised-69); by Germann Bros. Motor 
Transportation, Inc., Ripley, O., Logan Merchants’ Service, 
Inc., Huntington, W. Va., H. L. Grubb, doing business as Grubb 
Motor Freight, Huntington, W. Va., and M. C. Lindamood, do- 
ing business as Lindy’s Motor Freight, Charleston, W. Va., for 
coordinated operations between points in West Virginia (sup- 
plementary order O. D. T. 3,.Revised-70); by the Vincent Truck 
Lines, Wichita, Kan., and Yellow Transit Co., Oklahoma City, 
Okla.; for coordinated operations between points in Kansas 
(supplementary order O. D. T. 3, Revised-72); and by Adams 
Transfer & Storage Co., Kansas City, Mo., Roadway Express, 
Inc., of Akron, O., Knaus Truck Lines, Inc., Kansas City, Mo., 
and Churchill Truck Lines, Inc., Meadville, Mo., for coordinated 
services between points in Missouri and Illinois (supplementary 
order O. D. T. 3, Revised-71). 


Additional joint action plans have been approved by the 

. D. T. with respect to operations of Wilson Storage and 
Transfer Co. and Harry E. Reynolds and Norman Nold, dba 
Tri-State Transportation Co., all of Sioux Falls, S. D., for co- 
ordination of transport service between points in Iowa and 
South Dakota (supplementary order O. D. T. 3, Revised-67) ; 
Pacific Motor Trucking Co., of San Francisco, Security Truck 
Line, of San Jose, and Southern Pacific Co., of San Francisco, 
Calif., for coordination of service between points in California 
(supplementary order O. D. T. 3, Revised-68); Powell Brothers 
Truck Line, Inc., and Frisco Transportation Co., both of Spring- 
field, Mo., for coordination of service between points in Mis- 
souri (supplementary order O. D. T. 3, Revised-73); Tri-State 
Motor Transport, Inc., of Joplin, Mo., and Campbell Sixty Six 
Express, Inc., of Springfield, Mo., for coordination of operations 
between Kansas City, Mo.-Kan., and Springfield (supplemen- 
tary order O. D. T. 3, Revised-74); Tri-State Motor Transport, 
Inc., of Joplin, and Rolla Truck Lines, Inc., of Rolla, Mo., for 
coordination of operations between St. Louis, Rolla and Ft. 
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Leonard Wood, Mo. (supplementary order O. D. T. 3, Revised- 
75), and Gay’s Express, Inc., of Bellows Falls, Vt., St. Johns- 
bury Trucking Co., of St. Johnsbury, Vt., and Marcell’s Motor 
Express, of Burlington, Vt., for coordinated operations between 
_ in Vermont (supplementary order O. D. T. 3, Revised- 

By its supplementary order O. D. T. 3, Revised-76, the 
O. D. T. has ordered establishment, at Sacramento, Calif., of a 
registration office by 26 household goods motor carriers, named 
in an appendix to the order, on consideration of their applica- 
tion for such authortiy. The order requires, among other things, 
that each of those carriers register with the registration office 
shipments it may be unable to transport by reason of restric- 
tions contained in general order O. D. T. 3, Revised, as amended, 
and that each carrier register with that office all empty or 
partially loaded equipment for which the carrier has no ship- 
ments available. 

Joint action plans proposed in conformity with provisions 
of general order O. D. T. 17 as amended have been approved 
by Director Eastman for the following: transportation and de- 
livery of flowers and related articles by motor vehicle by four 
Detroit, Mich., florists, to points in the Detroit metropolitan 
area and six specified suburbs; retail delivery of merchandise 
by 18 retail merchants of Lexington, Ky.; delivery of groceries 
by seven Abilene, Kan., grocers; delivery of flowers in Detroit 
and two suburbs by four Detroit florists; and delivery of coal 
in La Crosse, Wis., by 18 coal companies of that city. 

Director Eastman has refused to defer the application of 
the O. D. T. order, effective Oct. 11, extending throughout the 
nation the restrictions on all wholesale and retail motor truck 
deliveries that have been in effect in eastern states and the 
District of Columbia since last spring. Deferment was asked 
by Dave Beck, vice-president, International Brotherhood of 
Teamsters, Chauffeurs, Warehousemen and Helpers of America. 
Mr. Eastman said it was necessary that the order be made ef- 
fective as planned, in order to effect conservation of motor 
truck facilities. In a letter to Mr. Beck he revealed that the 
labor leader had indicated that “if we persisted with the order, 
your organization might seek a congressional investigation.” 

“This office is, of course, at the service of Congress when- 
ever it desires to investigate our affairs,” said Mr. Eastman. 
“We shall be glad, if you like, to join you in a request for an 
investigation.” 


Truck Tire Situation 


Mounting needs of the nation’s armed services for airplane, 
combat and heavy-duty truck and bus tires in the face of a 
present shortage of rayon cord and cotton cord for use in manu- 
facture of such tires have resulted in a serious shortage of 
heavy-duty tires for civilian transport needs, according to offi- 
cials of federal government agencies dealing with problems of 
tire production, tire rationing, and motor equipment conserva- 
tion. 

One official of the Office of Defense Transportation said 
that experience with such heavy-duty truck and bus tires has 
had been made with synthetic rubber had shown that these 
tires could not satisfactorily withstand the heat to which they 
were subjected in the operation of trucks and busses at normal 
speeds. He said the heavy-duty tire situation was so grave that 
the strictest conservation measures must be observed. 

An official of the Office of Price Administration’s tire ra- 
tioning branch said the tire situation was “terribly serious,” 
particularly as to trucks, and that it would reach a critical 
point by next February. 


Dewey Addresses Truckers 


Rubber Director Dewey, in an address before the Michigan 
Trucking Association, meeting in Detroit on Oct. 1, said that 
the big part of the task of obtaining synthetic rubber had been 
completed, but, he added, ‘“‘a stock of synthetic rubber does not 
mean a stock of tires.” 

“There is today and will be for some time to come, a 
great shortage of tires,” he said. “A large part of the job of 
converting the rubber which is coming from the newly created 
synthetic rubber industry into ultimate consumer products has 
yet to be done. Every airplane tire or every combat tire or 
every military truck tire that is made reduces the number of 
bus, truck and farm tires that can be made for domestic use. 
Tire plants could not have been expanded nor new ones built 
in the past year, as every bit of critical steel has had to go 
into the building of plants for the production of other vital 
war materials. Recently plant expansions have been approved 
but obviously will not be completed for many years to come.” 


Rubber Industry Problems 


He observed that many experienced tire builders had been 
inducted into other war industries and the armed services, that 
the rubber manufacturing industry was being asked to produce 
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more la¥ge-size tires than they had ever produéed in their his- 
tory “with fewer and less experienced men and with a new 
material—synthetic rubber,” and that there would be a short- 
age of rayon and cotton tire cord until new facilities recently 
approved could come into full production gradually “over the 
period of the next twelve to eighteen months.” 

“Therefore,” he said, ‘‘a serious situation exists and will 
continue to exist, not in rubber, but in the production of things 
made from rubber. 

“Up to now, we have been living off our accumulated in- 
ventories; these are now practically gone and we are facing a 
very definite economy of scarcity. . . . We must see to it that 
our far-flung supply lines and our domestic transportation lines 
are kept open. . .. There is being put a trust on every person 
to whom a new tire is issued or who already has a tire to see 
to it that that tire is given the greatest care so that it will last 
as long as possible.” 

All-synthetic passenger car tires now being made were, 
on the average, adequate and would, “for all practical pur- 
poses,” stand up with pre-Pearl Harbor tires, he said, but, he 
added, “making tires for you truck operators with present-day 
heavy loading under varying road conditions and with insuffi- 


cient lay-over time is quite a different problem.” Continuing, 
he said: 


The rubber manufacturing industry, together with experts from 
our office, are working night and day in an attempt to solve this prob- 
lem, and it is a problem that we must and will solve. It is our hope 
and expectation that before long—when of necessity your tires must 
be made of synthetic rubber instead of crude—we will have a synthetic 


tire that will give you the service necessary to carry your share of the 
burden. 


Not only are techniques in compounding of synthetic rubber chang- 
ing daily, but also synthetic rubber itself is being improved to meet the 
problems faced by the rubber industry. 

I have discussed with your officers the program, ‘I’m My Own 
Policeman,’’ by which you are planning to bring the seriousness of this 
situation to the attention of the men running your trucks. I hope this 
message will spread to every other truck and bus operator throughout 
the country and beyond. It is an essential service and one with which 
I am heartily in accord, because, in the final analysis, we in Washing- 
ton can do little without the fullest cooperation of the man who is 
actually using the tires. Make your ‘‘self-policing’’ effective, and you 
will be doing your share of this job. 


Tire Recapping Program 


Mr. Dewey said that for trucks and busses recapping ma- 
terial was now being made with 100 per cent synthetic rubber 
and that this was an excellent product. This was done, he said, 
to prolong the life of recapped tires. 

“The governors of most states have cooperated magnif- 
icently by limiting speeds operating on their highways,” he 
said. “It is still up to tire inspectors to see that every tire is 
recapped before a new tire is issued.” 

He averred that ‘‘anything I say to you today as to syn- 
thetic rubber tires will be outdated tomorrow because of the 
tremendous everyday progress being made by research, devel- 
opment, and production methods.” . 

The Petroleum Industry War Council made public a letter 
addressed by Rubber Director Dewey to its chariman, William 
R. Boyd, Jr., containing the statement, among others, that 
“there will be no new tires for any but the most essential 
drivers at least until the middle of 1944.” Mr. Dewey said, in 
the letter, that unless present conservation measures were car- 
ried through, there would be a critical tire shortage. He added 
that recapping of civilian tires before the tire carcasses were 
ruined was one of the most important of these conservation 
measures “because the nation’s greatest stockpile of rubber is 
still on civilian automobiles.” America’s civilian transportation 
would be seriously crippled unless the tires on cars now were 
properly cared for, he said. 

It was pointed out that William M. Jeffers, former rubber 
director, in his letter of resignation to President Roosevelt 
stated that there was “a present and prospective shortage of 
tire fabric, which is the responsibility of the War Production 
Board.” 

An appraisal of the truck tire situation, made in the O. P. 
A. tire rationing branch, indicates a possible shortage of 
ns truck tires by the end of this year. The statement 
follows: 


During 1941, which was the last year in which truck tires were 
available to commercial operators in normal volume, 11,100,000 new 
truck tires were shipped by manufacturers. Of these, 5,300,000 were 
shipped to vehicle manufacturers to be used as original equipment on 
new trucks and busses, while 5,800,000 were shipped into the replace- 
ment market. This was the largest year the industry ever had. Some 


of these tires represented forward buying, both by dealers and fleet 
operators, with the fortunate result that stocks of truck tires were 
fairly substantial going into 1942. 

Last year, 1942, O. P. A. released on certificate 3,500,000 truck and 
heavy service tires, including an undetermined but substantial quantity 
of farm tractor and implement tires which were not rationed sepa- 
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rately at that time. 


This volume, of course, did not anywhere near 
meet requirements. Through the enforced use of recapping service 
and surplus stocks owned by fleet operators, however, essential com. 
mercial motor transportation was kept going without the necessity of 
heavy production of new truck tires. 

In the first eight months of 1943, we have found it necessary to, 
issue certificates for 3,600,000 truck tires. Quotas for the past few 
months have been raised to 550,000 tires per month, and we still have 
substantial quantities of unfilled applications. It is our best estimate 
that the demand for truck tires by present eligibles will be not legs 
than 2,600,000 from September through December, indicating a 6,200,009. 
tire demand for the full year 1943. Nationally, we have today less than 
a minimum two month service stock. 

At the present time, the truck tire demand for list ‘‘A’’ vehicles, 
exceeds estimated civilian truck tire production by more than 200,009, 
tires per month. At this rate, we face a possible shortage of 1,000,009, 
truck tires by the end of this year. There are indications that continued 
heavy military demands, the introduction of synthetic tire construe. 
tion, shortage of facilities, equipment and manpower may cut farther 
into the limited production of new civilian truck tires. 


The War Production Board, Oct. 5, ordered a 41-million 
pound expansion in the existing high-tenacity rayon yarn pro- 
duction program to meet rayon cord requirements for the 
manufacture of synthetic rubber tires in 1944 and 1945. 

The expansion—identical with the one discussed at the 
Truman committee hearings on September 22— increases the 
total rayon yarn production program for military and heavy- 
duty civilian tires to 235,000,000 pounds. 

Roughly 275,000,000 pounds of cotton tire cord are sched: 
uled for production for use in synthetic tires in 1944. Actual 
rayon yarn production for synthetic tires in 1944 is estimated 
at 144,000,000 pounds. 

W. P. B. mandatory directives to four rayon producers 
implemented the action. In some cases, the directives ordered 
an expansion of present facilities to meet the program; in the 
remainder, conversion of machines now working on semi-high 
tenacity yarns for military and industrial purposes was or- 
dered, said W. P. B., adding: 


All facilities involved in the 41-million pound expanison must be 
in place and operating at capacity by July 1, 1944. 

The four mills to which directives were sent are already producing 
high-tenacity yarns and were selected for the additional expansion as a 
result of a number of considered factors, including manpower avail- 
ability, unused facilities on hand, demonstrated ability to meet the 
time-schedule, the cost involved, and the minimum impact on the 
civilian economy. e 

The mills, together with the amount of additional capacity they are 
ordered to develop are: E. I. du Pont de Nemours & Co., Inc., Wil- 
mington, Del., 2,000,000 pounds; American Enka Corp., New York, N. 
Y., 2,000,000 pounds; American Viscose Corp., Wilmington, Del., 28- 
000,000 pounds, and Industrial Rayon Corp., Cleveland, O., 9,000,000 
pounds. 

Two companies—American Viscose and Industrial Rayon—also were 
ordered to establish facilities for weaving tire fabric from the yarn 
to be produced. In addition to being time-saving, this move is expected 
to conserve manpower, critical materials and transportation facilities. 
It was decided upon after it was revealed that the two mills involved 


have both the floor space and labor required to take on this additiona) 
job. 





TANK CAR LOADING ORDER LIFTED 


Effective Oct. 3, the O. D. T. issued an order revoking 
special direction O. D. T. 7, revised 2, as amended, the effect 
of which is to remove the mandatory provision requiring the 
loading of domes of tank cars (see Traffic World, Aug. 28, 
p. 486). The O. D. T. said the action was taken because of 
changed loading conditions and the shortage of manpower in 
the petroleum loading areas. 


TUGBOAT JOINT ACTION PLAN 


Director Eastman has announced that he has approved @ 
joint action plan formulated by Gulf coast intracoastal tugboat 
operators, at the request of the Office of Defense Transporta- 
tion, covering the operation on Gulf coast inland waterways of 
tugboats and bulk oil cargo barges, constructed by the federal 
government for the account of the Defense Plant Corporation. 

Some of the tugboats and barges had been completed and 
were ready to be placed in operation and others were nearing 
completion, Director Eastman said. 

“It is contemplated,” he said, “that the Inland Waterways 
Corporation, as chartering agent for the Defense Plant Corpo- 
ration, will charter said tugboats and barges, under uniform 
charter party, to private operators designated by the Office of 
Defense Transportation, and that said tugboats and barges will 
be used by said operators in the transportation of petroleum 
products, in bulk, on Gulf coast inland waterways... . 

“Initially such petroleum products are to be transported 
for account of the Navy Department at a uniform rate and 
under separate uniform contracts of affreightment to be en- 
tered into between the Navy Department and each carrier, 
party to the joint action plan. It is contemplated that the car- 
riers will later transport commercial petroleum products, in 
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pulk, under uniform contracts of affreightment containing sub- 
tantially the same provisions as those set forth in the pro- 
posed Navy Department contract (except provisions as to 
SA The Office of Defense Transportation considers that the 
ffectuation of the proposed joint action plan will accomplish 
substantial conservation and efficient utilization of transporta- 
room equipment and services, the attainment of which purposes 
is essential to the successful prosecution of the war... .” 

Director Eastman said he had recommended issuance by 
the chariman of the War Production Board of a certificate 
exempting the operations under the proposed joint action plan 
from application of the antitrust laws for the duration of the 
war, under provisions of section 12 of public law 63 of the 77th 
Congress, approved June 11, 1942. 


Petroleum Transportation 


Shipments of petroleum and its products transported by 
rail tank cars into the east coast area of 17 states in the week 
ended Oct. 2 averaged 799,701 barrels a day, as against a daily 
average of 792,356 barrels in the preceding week, an increase 
of 7,345 barrels a day, or about 1 per cent, the Petroleum 
Administration for War reported, Oct. 7. 

Oil transportation matters were discussed before a_sub- 
committee of the Senate agriculture committee, Oct. 5, by 
Fayette B. Dow, director of the O. D. T. division of petroleum 
and liquid transport, and B. B. Jennings, assistant deputy 
administrator of defense operations of the War Shipping Ad- 
ministration. Senator Aiken, of Vermont, chairman of the 
subcommittee, explained that hearings held by that group were 
the out-growth of complaints of “certain farm organizations” 
as to “difficulties in getting gasoline for farmers at the price 
they ought to pay.” 

Mr. Dow explained that the Petroleum Administration for 
War determined who should ship and receive oil, where it 
was to come from, where it was to go, and the kind and quality 
to be shipped; that the P. A. W. then certified those facts 
to the O. D. T., and that the O. D. T. thereon took action to 
perform the necessary transportation. Director Eastman, he 
said, had delegated to the War Shipping Administration the 
control of ocean-going tankers in coastwise service, because 
operations of such tankers, in wartime, were not limited to 
coastwise service. 

He described the performance of the various transporta- 
tion agencies in transporting oil, after the withdrawal of 
tankers from service to the east coast area, as “remarkable.” 
He noted that, before the war, tankers had transported about 
95 per cent of the 1,500,000 barrels daily delivered to that area, 
known as district No. 1. The peak of railroad transportation 
of oil to the east had been over a million barrels a day, and 
it was capable of being maintained at 850,000 to 950,000 barrels 
a day, he said. : 

“Present facilities and those under construction and near- 
ing completion,” he continued, “will give us, by the_ first 
of the year or soon after, a transportation capacity, exclusive 
of oceangoing tankers, of 1,600,000 barrels a day.” 

He answered, off the record, an inquiry as to the amount 
of oil that was being transported to thg east coast at the present 
time by tankers. He pointed out that much of the oil brought 
into district No. 1 was being shipped overseas to the armed 
forces. The question of where oil was available was very 
important in determining the volume that could be moved into 
the east by rail, he said. There was capacity for delivering 
92,000 barrels a day into Buffalo, N. Y., for example, he said, 
but the present pace was between 65,000 and _ 75,000 barrels 
a day, and the difficulty lay in finding the oil to transport. 
Results accomplished in use of overland transport in lieu of 
tanker service to the east included speeding up of loading and 
unloading, movement of oil in symbol trains, prompt repair 
of tank cars, and movement of such cars over eight times the 
mileage a car-day that the cars had moved before the present 
emergency. He said 70,000 tank cars were now in service to 
the east coast. With a 15-day turn-around, 1,000,000 barrels 
a day could be moved into district No. 1, and with a 20-day 
turn-around 750,000 barrels a day could be so transported, he 
said. He reported that in the week ended Sept. 25, a total of 
about 1,300,000 barrels a day was delivered in district No. 1, 
that volume being divided among transportation agencies as 
follows: by tank cars, 792,356 barrels; by drums in box cars, 
12,236 barrels; by lake tankers, 26,945 barrels; by pipelines, 
360,162 barrels, and by barges, 116,732 barrels. ; 

“I want to say, Mr. Dow,” said Senator Aiken, ‘that 
from all the reports we have had from different parts of the 
country, virtually all of them have expressed the opinion that 
your agency has been the most cooperative.” 

_ “We all try, Senator, to reflect Director Eastman’s efforts 
in this field,” said Mr. Dow. 

Mr. Jennings stated that the W. S. A. controlled only the 
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oceangoing tankers. These, he said, were operated for the 

A. by various tanker operating companies. He said 
only about one-third of the tankers were available for com- 
mercial use and that they were allocated by the W. S. A. 
on recommendation of the P. A. W. He discussed the organ- 
ization of War Emergency Tankers, Inc., saying that this cor- 
poration was formed by about seven or eight oil companies 
at the request of the W. S. A. “for the purpose of acting as 
general agent for government-owned ships.” ‘Two other similar 
corporations, Pacific Tankers and Los Angeles Tankers, also 
had been formed by oil companies, he said. 


House Committee Report 


An interim report on the petroleum situation, issued by 
the petroleum subcommittee of the House naval affairs com- 
mittee, in connection with an investigation authorized by H. 
Res. 30, contained a conclusion that “testimony presented . . . 
shows beyond question an almost critical shortage of petroleum 
and its products.” If this condition continued, it said, America 
would soon become a dependent nation as far as petroleum 
was concerned, it said. It added that it was the duty of 
Congress “to provide every incentive which will stimulate 
new discoveries of oil to the point where our reserves are 
again adequate for future needs.” 

The subcommittee recommended construction of a crude 
oil pipeline from Texas to the Chesapeake Bay area, estab- 
lishment of an independent governmental agency under author- 
ity of Congress to promulgate and administer all regulations 
of the federal government necessary to carry out and protect 
the government’s interests as related to the petroleum industry, 
and the granting of permission to state regulatory bodies to 
determine the rate of oil production in their respective states, 
without any federal interference or regulations. It said it 
was necessary to raise the price of crude oil and refined products 
to meet the increase in the cost of finding, developing and 
producing adequate amounts of petroleum. 


In a report on its investigation of the fuel situation in the 
middle west, a special committee of the Senate, headed by 
Senator Clark, of Missouri, said that the seriousness of the 
whole petroleum and petroleum products situation could not be 
overstated. The production of crude oil must be increased 
“or our whole economy must be readjusted so as to be able 
to operate on a decreased supply of these motcr and heating 
fuels,” it said. It said it was unthinkable that “through negli- 
gence or indifference or too much theorizing, 2,429,776,410 
barrels of petroleum should be allowed to remain unrecovered, 
when all that is needed is the application of modern methods 
of recovery.” The committee recommended that the production, 
distribution and pricing of petroleum be centralized in the 
hands of a single agency. It recommended an increase in the 
price of crude oil of not less than 35 cents a barrel and added 
that the increase might well be 50 cents or 60 cents a barrel. 

President Roosevelt, in his press conference Oct. 5, said 
that the heavy present drain on U. S. petroleum supplies would 
be relieved on completion of arrangements now being made 
to increase the movement of gasoline and oil from Iran to the 
fighting fronts of the United Nations. He said that, within the 
limits of shipping, everything possible would be done to reduce 
the military demands on American oil reserves and refining 
capacity. He said the impression had become widespread that 
the British had refrained from shipping oil for their own use 
from their own resources, so as to conserve those resources, 
and added that that was not true. With an increase in avail- 
able tanker tonnage, he said, tankers were being reallocated 
so as to lessen the drain on U. S. oil supplies. 


SERVICE STATION HOURS 

Petroleum Administrator Ickes announced, Oct. 7, the re- 
moval by his office of nationwide regulation of service station 
hours of operation, through the issuance of petroleum admin- 
istrative order No. 4. He urged all dealers to meet with other 
dealers in their areas to establish local limitations on hours of 
operation by voluntary agreement. Such agreements, under 
requirements of petroleum directive No. 74, are to be reported 
to the district director of marketing for the Petroleum Admin- 
istration for War district in which the dealers parties to an 
agreement are located. 


HUFFMAN TO GREAT NORTHERN 

Hallan Huffman has resigned, effective Oct. 15, as assistant 
general counsel of the Office of Defense Transportation to be- 
come general attorney for the Great Northern Railway Co., 
with headquarters at St. Paul, Minn. Mr. Huffman was ap- 
pointed assistant general counsel of O. D. T. in February, 1942, 
and has occupied the position since then. He has also resigned 
as general counsel of the Toledo, Peoria & Western Railroad, 
and as federal general counsel of the American Railroad Co., 
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of Porto Rico, positions which he has held since the government 
took over possession and control of these two properties. 

Mr. Huffman is a member of the bar of Minnesota and 
Illinois, and at one time engaged in the general practice of law 
at Bemidji, Minn. From 1936 to 1942 he was regional attorney 
for the Commission’s Bureau of Motor Carriers. Prior to that 
he was vice-president and general counsel of United Public 
Service Co., United Public Utilities Co., and subsidiary com- 
panies, with headquarters in Chicago. 


**‘Run-By”’ and “Set-Back” Car Rule 


A proposal of the railroads to revise demurrage rule 2, 
section A, has been submitted to members of the National 
— Traffic League for comment. The proposal fol- 
ows: 
























Note: When an empty car placed for loading grain or grain prod- 
ucts is, after being loaded, set back and unloaded, and then reloaded 
and shipped outbound, the entire transaction will be treated as one 
loading transaction with a total of 48 hours’ free time. If the car, 
after being unloaded, is released empty to this railroad, demurrage 
shall be charged under the provisions of Rule 6, Section B, whether 
or not a set back or switch charge is made; the time between receipt 
of order and placement of car (not to include any time prior to be- 
ginning of free time nor time attributable to the act or neglect of 
consignor or consignee) will be deducted from the total detention to 
the car. 


The new language includes the word “switch” before the 
word “charge” and the latter part of the note beginning with 
the words “the time between receipt of,” etc. In explanation 
of the proposal the A. A. R. committee said: 


This recommendation is a result of request of the Office of Defense 
Transportation-Interstate Commerce Commission grain and grain prod- 
ucts transportation conservation committee for revision of the tariff 
to provide for the computing of continuous demurrage on runby and 
set back cars from the time of original placement until final release. 

It is apparent that since, under the present rules on the runby 
ear but a total of 48 hours is allowed for unloading the conservation 
committee has specifically in mind what is described in the tariffs as 
a set back car, viz., an empty car placed at an elevator for loading, 
which, after being loaded, instead of being shipped outbound is for 
some reason of the shipper set back and unloaded and generally re- 
loaded with other grain and shipped outbound. 





















The subject will be considered by the League’s demurrage 
committee at a meeting to be held in Chicago, October 12. 


GIANT REFRIGERATOR CAR ORDER 


The Commission, division 3, has issued amendment No. 1 
to service order No. 93, effective Oct. 7, providing that giant 
type refrigerator cars furnished pursuant to the original serv- 
ice order shall be loaded at least 20 per cent heavier than the 
tariff minimum carload weight on the same commodity in 
standard refrigerator cars. The amendment also added Railway 
Express Agency, Inc., to common carriers by railroad, as au- 
thorized to furnish, accept and transport commodities in the 
giant type refrigerator cars. 












Revenue Freight Loading 


Revenue freight loading the week ended October 2 totaled 
910,643 cars, according to the Association of American Rail- 
roads. This was 3,332 cars or four tenths of one per cent above 
the preceding week, 3,357 cars or four tenths of one per cent 
above the corresponding week last year and 7,253 cars or eight 
tenths of one per cent below the corresponding week of 1941. 

Statistics prepared by the A. A. R. car service division 


























follow: 
Grain and Live 
grain-prod. stock Coal 
{ 1943 53,495 23,508 179,272 
TE ID Sie d inro eased saina Sae { 1942 50,557 21,453 168,754 
( 1941 40,340 18,874 170,414 
Preceding week September 25... .1943 53,214 23,657 179,814 
Per cent increase over............ 1942 5.8 9.6 6.2 
Per cent decrease under.......... 1942 
Per cent increase over..........+. 1941 32.6 24.6 5.2 
Per cent decrease under.......... 1941 
{1943 1,994,453 575,759 6,549,914 
Cumulative 40 weeks to Oct. 2.. {1942 1,635,769 507,591 6,430,793 
(1941 1,546,700 452,174 5,722,154 
Per cent increase over............ 1942 21.9 13.4 1.9 
Per cént decrease under.......... 1942 
Per cent increase over............ 1941 27.5 773 14.5 





Per cent decrease under.......... 


Per cent to 15 year average 109.1. 





Revenue Freight Car Loading—Week Ended Saturday, Oct. 2 


TRAFFIC WORL) 





The amendment omitted a provision in the original seryig 
order that it should not apply to refrigerator cars owned 
the Pacific Fruit Express Co., or by the Santa Fe refrigerator 
car department. 

The original service order No. 93 provided that, effective 
Nov. 1, 1942, common carriers by railroads serving points in 
Arizona and California, should furnish without regard to owner. 
ship, for loading with commodities, in carloads, suitable for 
transportation in refrigerator cars; and should accept ang 
transport, giant type refrigerator cars, as defined in the order 
at the freight rates applicable on the same commodities whe, 
loaded in standard refrigerator cars (cars with inside le 


between bulkheads—loading space—or less than 37 feet § 
inches). 





WESTERN POTATO ICING 


Effective Oct. 1, the Commission, division 3, issued amen. 
ment No. 3 to service order No. 145, placing icing restriction 
on refrigerator cars of Idaho and Oregon potatoes, so as to adj 
the towns of Denver, Colo., and North Platte, Neb., as icing 
stations where the first or initial icing of potatoes “shall not 
be in excess of % bunker capacity.” 


RAIL REFRIGERATION PERMITS 

Homer C. King, director of the Commission’s Bureau of 
Service, has issued special permits Nos. 112, 113, 114, 115, 
and 116, under service order No. 133, granting permission 
for any common carrier by railroad to top ice, or re-top ice, 
described refrigerator cars containing vegetables, originating 
in California and Colorado, waybills to show reference to the 
special permits. The original service order placed the icing 
of fresh or green vegetables, in straight or mixed carloads, 
originating in certain western states, under the permit system. 


PERISHABLE FREIGHT ICING 

By special permit No. 15 under service order No. 1f/, 
Homer C. King, director of the Commission’s Bureau of Serv- 
ice, has authorized the Missouri Pacific to allow initial icin 
to capacity for melons and/or vegetables originating east ¢ © 
Pueblo, Colo., on the Missouri Pacific rails. Service order No. 
147 placed the icing of fresh or green fruits, melons, or vege 
tables, from five western states, under the permit system. 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 17,44 
freight cars for the week ended Oct. 2, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 5,049; auto box, 597; fiat, 
841; gondola, 2,435, hopper, 1,217; and miscellaneous, 7,355. 


COAL TRANSPORTATION 


Solid Fuels Administrator for War Ickes said Oct. 5 that 
coal forwarded to Great Lakes docks in the week ended Sep- 
tember 25 decreased 110,832 tons under the preceding week 
because fogs and bad weather interfered with ship schedules. 

Despite the drop, the total forwarded was the second 
highest weekly figure this year. The preceding week’s for 
= were the highest since the week ended November 23, 

1 


Administrator Ickes said that the larger forwardings wer 
the result of action by the Solid Fuels Administration to divert 
temporarily coal from other areas in order that the upp 
lake ports might receive as much coal as possible before i | 
end of the navigation season. Because large mid-continet 
areas depended in the winter on stocks at the lake docks, it 
was essential that these be built up while the lakes were opel, 
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he said. A delayed start this spring threw the entire lake coal 
movement behind schedule, said he, adding: 


The forwardings to Great Lakes docks, together with those to two 
other important consuming areas of the nation, totaled approximately 
9,229,797 tons during the week ended September 25. This represented 
a net decrease of 16,897 tons in forwardings to the three areas as com- 
pared to the week ended September 18. 

Forwardings of bituminous and anthracite coal to New England 
increased approximately 97,310 tons in the week while imports into the 
States of Washington and Oregon decreased approximately 3,375 tons. 

Forwarding totals for the week for the three areas were: Great 
Lakes docks, 1,561,606 tons; New England, approximately 619,906 tons 
(which included 142,835 tons of anthracite and 477,071 tons of bitu- 
minous); Washington and Oregon, 48,285 tons. 

Of the approximately 56,984,558 tons of coal which have been re- 
ceived in the three areas for distribution between January 1, 1943, and 
September 25, New England has received 22,809,095 tons, the Great 
Lakes docks 31,980,093 tons and Washington and Oregon 2,195,370 tons. 
In the comparable period last year, New England had received 22,- 
937,882 tons and the Great Lakes docks had received 34,968,999 tons. 


Steel Shipping Drums 


The War Production Board has announced the amendment 
of Order L-197 covering steel shipping drums, and the revoca- 
tion of M-255 which controlled the allocation of new steel 
drums, the provisions of the latter having been incorporated 
in Order L-197. 

The purpose of this action was to provide more positive 
control over the distribution and use of new steel drums which 
were becoming scarce, and to make certain that they were 
channeled into the most essential uses, the W. P. B. containers 
division explained. 

“The consolidation of these orders makes it possible for all 
applicants who desire to buy steel drums to use one official 
form, (W. P. B.-3233), instead of the two or three previously 
required and as a result a great reduction in paper work both 
in industry and in the government will be effected,” said the 
W. P. B., adding: 


Over a hundred products are listed in Schedule A of Order L-197. 
Those products in this schedule listed without an asterisk may not be 
packed in any steel drums, new or old. Those items marked with an 
asterisk may be packed in old used steel drums. 

The order covers drums, meaning any single walled cylindrical 
or bilged container with a capacity of 110 gallons or less including 
buckets, kits and pails constructed wholly of steel. It does not include 
cans, gas steel cylinders or any container not usable commercially for 
transporting or storing commodities. Rejects or second drums are 
defined as newly manufactured drums which cannot be used for the 
purpose intended due to defects. 

The restrictions imposed do not apply to drums constructed of 
heavier than 14 gage steel nor used drums constructed of lighter than 
23 gage steel having a capacity of 25 gallons or more. The original 
exemptions of the order permitting the use of drums for the army, 
navy, Maritime Commission and certain other agencies are continued. 
Manufacturers are not permitted to sell anyone, except the army, navy, 
or certain other government agencies, rejects or second in excess of one- 
half of one per cent of their monthly production of new steel drums, 
except when specifically authorized. 

New restrictions on sale and delivery of used drums prohibit the 
use of empty drums for purposes other than the packing of edible 
products if capable of being reused for the same purpose and previ- 
ously used therefore. The same restrictions also apply to the sale or 
delivery of empty drums which have been used previously for packing 
naval store products. 

The containers division announced that consideration may be given 
to applications for authorization to purchase and use drums for the 
packaging of certain items in Schedule A, whereas no consideration 
can be given to certain other items where it has been found that some 
other type of container will serve the purpose. 

Provision is also made in the order to permit the processing of 
applications which have been filed or may be filed before new applica- 
tion forms are available. Authorizations granted under the old proce- 
dure will not be affected by the new order. 


LIME ROCK SERVICE ORDER 


In order to eliminate a 52-mile out-of-line haul which would 
be necessary to weigh approximately 300 carloads of lime rock 
which are to move from Buda to Starke, Fla., the Commission, 
division 3, by service order No. 157, effective Oct. 1, has ordered 
the Seaboard Air Line Railway Co. not to weigh, or permit to 
be weighed, any carload shipments of lime rock as aforemen- 
tioned, except that not over ten cars of the type which will be 
used may be weighed if necessary to obtain average weights. 
The order provides also that average weights ascertained from 
previous similar movements may be used as agreed on by the 
parties concerned. 

The operation of all tariff rules or regulations so far as 
they conflicted with the provisions of the order was suspended, 
and each of the railroads affected were required to publish, file, 
and post a supplement to each of its affected tariffs, announcing 
the suspension of any of the provisions therein. 
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Publie and Railroads 


Overwhelmingly the public this year is for continued private 
operation of the railroads for the duration, says the Opinion 
Research Corporation, Princeton, N. J., in its third national 
— of public opinion for the Association of American Rail- 
roads. 

Eighty-two per cent of the public is opposed to the gov- 
ernment taking over the railroads for operation in the war 
period, says the survey, adding that this means that public 
sentiment in favor of government operation has been dropping 
steadily in the last three years. 

In 1941, according to the survey, 50 per cent said they would 
favor government operation in event of war; in 1942, 33 per 
cent were in favor of government operation during wartime, 
and, on the basis of the survey made this year, only 18 per 
cent favor government operation for the duration. 

“Those who still favor government operation this year give 
greater emphasis to the government’s greater capabilities, and 
the need for centralized control to expedite the transportation 
of war materials,” says the survey. ‘There is, however, no 
direct criticism of railroad management, nor even the implica- 
tion that the railroads have been inefficient. 


“Strong gains in sentiment for private operation have been 
made in all population groups. Even the major groups in 
which government operation has previously found its strongest 
backing now show a sharp decrease. The changes referred to 
are reported in the following table: 


Government Should Take Over 


1941 1942 1943 
RPO TIOOIO II ooo os oss 5c sas 60.0000 dee 61% 42% 27% 
Be a ee eee 61 38 26 
Large city dwellers (100,000 and over)........ 56 38 24 
EE hh aca wees dn ees eae emwke adhe ea 59 40 20 


The research corporation said that the survey was based 
on personal interviews with a representative sample of the 
nation’s voting population. A total of 2,515 persons were inter- 
viewed, it said, adding: 


This third annual survey shows the changes in public opinion that 
have occurred during the last two years on many important issues. 
In addition, it investigates the public’s attitude on certain new problems 
that the railroads will face after the war is over. 


In the light of experience with other surveys, the method 
of the railroad survey and the size of the sample interviewed 
were entirely sufficient to obtain a representative picture, it 
was stated. 


Views on Rail Performance 


“An appreciative public today expressed the belief that 
the railroads so far are coming through the acid test of the 
nation’s wartime transportation emergency with flying colors,” 
says the corporation. “This survey, the third of a series, re- 
veals a picture of increasing public satisfaction with the 
tremendous job the railroads are doing in wartime. Evidence 
of this is presented in the following (part of report dealing 
with government operation set forth above): 


Almost nine people out of ten (88%) say the railroads have done 
a good job during the war. This is an increase of 6% in the last twelve 
months and 32% over the number in 1941 who said the railroads had 
done a good job of preparing for the war emergency. 

In addition, awareness of the job being done by the railroads is 
steadily increasing, as shown by the decrease in the proportion of 
people with no opinion. 

How well have 
railroads pre- 


How well have 
railroads done? 


pared? 1941 1942 1943 
They’re done a good job.............. 56% 82% 88% 
They’ve done a fair job............... 36 17 11 
They’ve done a poor job.............. Rg 1 1 
Re Eis 6 a kealenesa.cwsad cuss nana 23 12 3 


Almost nine-tenths (89%) of the people feel the railroads are doing 
their best to give good service under present-day conditions. This, 
again, is an increase of 6% over last year. 

A majority of the public (55%) believes the railroads have been able 
to handle all freight during the war without unreasonable delay. This 
is a decrease of 14% since a year ago, but part of this drop may be 
attributed to a slight rewording of the question to read ‘“‘handle all 
freight satisfactorily during the war, etc.’’ This 14% decrease in all 
probability does not operate to the disadvantage of the railroads be- 
cause only 2% of those who say there have been serious delays blame 
the railroads (last year, 15%). 

The public attributes freight delays chiefly to increased volume of 
business and shows a sympathetic understanding of the difficulties in- 
volved rather than a tendency to indict the railroads for slower service. 

Nor does the public believe that delays in relieving the oil shortage 
are the fault of the railroads. Almost half of the people (48%) feel that 
more should be done to overcome the oil shortage, but only 6% mention 
the railroads when asked who should do more. Seventy-two per cent 
of .those who say that not enough Is being done to relieve the shortage 
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place the blame squarely on the government. Sixteen per cent say the 
people are at fault. 


Passenger Service Complaints 


Awareness of complaints about passenger service has more than 
doubled since last year, but, despite this, public tolerance of the incon- 
venience has increased. 

In 1942 30% of all people had heard complaints, and 48% of those 
who had recently traveled on trains had heard complaints. This year 
64% of all people have heard complaints, and 74% of those who have 
recently traveled on trains have heard complaints. 

Despite this increase, only 1% of those giving a reason for present 
“‘poor’’ service place the blame on railroad management (1942, 2%). 
Rather, people give explanations which show a keen understanding of 
the difficulties with which railroads are contending. 

Forty-three per cent say there has been a tremendous increase in 
the number of passengers. Thirty-seven per cent refer to troop move- 
ments and soldiers’ traveling. Seventeen per cent mention lack of 
equipment. Eleven per cent say passenger trains are being sidetracked 
for freights. Eight per cent say lack of personnel is the reason. One 
per cent say railroads don’t care about passenger service. One per cent 
say railroads have had to curtail service generally. 

Mounting good will and tolerance on the part of the public is shown 
also by the lenient attitude of those who have suffered personal incon- 
venience. Exactly half of the people (50%) who have recently traveled 
25 miles or more by train say the last time they made such a trip the 
train was late. This is an increase of 14% over the 36% figure last year. 
Even so, only 5% of these people say they were needlessly inconveni- 
enced, as compared with 9% last year. Ninety-five per cent say the 
delay was unavoidable and most of these relate it to the exigencies of 
the wartime transportation situation. 

Most of the people (56%) who have traveled by rail recently say 
the train was overcrowded on their last trip. This is an increase of 22% 
over last year, when only 34% said this. However, again as last year, 
overcrowding is accepted as resulting from the large number of soldiers 
traveling. 

Public’s Appreciation 


The railroads’ efficient handling of war materials and troop move- 
ments has made a deep impression on the public. There appears to be 
also an increasing appreciation of the job the railroads are doing in 
moving civilian traffic. When the 89% who say the railroads are doing 
a good job are asked to name what has impressed them most: 

Thirty-five per cent (the same proportion as last year) point to the 
prompt and efficient handling of war materials. Thirty-three per cent 
(1942, 24%) mention prompt and efficient movement of troops. Twenty- 
four per cent (1942, 11%) comment favorably on the railroads’ mainte- 
nance of civilian travel or ‘‘good’’ service. 

But only 4% who say the railroads have done a good job refer 
spontaneously to the help of the railroads in relieving the oil shortage. 
This is an even lower figure than last year. 


No Profiteering Charges 


Unlike some other industries, the railroads have escaped the symbol 
of wartime profiteering. Although the public is more aware today than 
formerly of the general increase in railroad profits, there is virtually 
no feeling that the profits are excessive. Eighty-five per cent (3% more 
than last year) say the railroads are making a profit. Six per cent (1% 
more than last year) think the railroads are making too much profit. 

While this slight rise in criticism should not be discounted entirely, 
there is little indication that the feeling is malevolent to the railroads. 
Rather, people simply mention the great increase in volume of business 
as the main reason for high profits. 


Information About Rates 


Half (49%) of the public is not aware that passenger‘rates have 
been raised since Pearl Harbor, similarly, 83% are not aware that 
freight rates are now the same. Forty-three per cent actually think 
freight rates are higher than before the war. (Two per cent say 
“‘lower,’’ 38% say ‘‘don’t know.’’) More than four-fifths of the people 
(85%) feel that passenger rates are reasonable. Among the 15% who 
say passenger rates are too high, however, three-fifhts criticize the 
railroads as being responsible. : 


Rails Held Most Important 


While more was expected of the railroads last year than in 1941, 
still more is expected of them now. Evidence of the increasing depend- 
ence upon the railroads: 

Today, 90% of the people cite railroads as being more important 
to the war effort than either trucks or barge lines. Note comparison 
with 1941 and 1942: 


1941 1942 1943 
metironds most important. ........0...cscccsses 68% 83% 90% 
Be eS a er 22 13 8 
Barge lines most important................... 10 4 2 


There has been a corresponding increase (9% over last year) in the 


number of people saying that railroads are the nation’s largest freight 
carriers. 


1941 1942 1943 
Railroads carry most freight.................: 59% TA% 83% 
‘whem COE MOS’ THOSE... wo. e's on te 37 23 14 
Barge lines carry most freight................ 4 ae 3 


The pattern of reasoning follows much the same lines as last year— 
railroads have greater capacity; they cover more territory; they are 
better organized. 


Ability to Handle Traffic 


Slightly more people than last year believe that railroads will be 
able to take care of all the traffic they will be called upon to handle. 
(Sixty-three per cent this -year, 61% last year.) Chief reason expressed 
by those who doubt the railroads’ ability to handle all traffic is simply 
that the volume will be too great—due principally to lack of coopera- 
tion from the-public. Last year, people were more concerned about 
equipment shortages. There is some indication of an increasing public 
awareness of the railroads’ equipment difficulties resulting from govern- 
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ment restrictions. Twenty-nine per cent of the public say they have 
heard this (1942, 24%). 






Travel Rationing 
Slightly more than half (51%) of the people have heard that the 














government might ration railroad travel. Last year 53% had hearg this plies. ~-. 
However, only 26% of those who have heard that the government migh distance. “ad 
ration train travel (1942, 28%) feel it will be necessary. In their reagoy a 
for saying rationing will be necessary, these people do not holq the public. 
railroads at fault, but criticize severely the public’s unwillingness 4, 

cooperate with the war program by voluntarily curbing non-essentiaj At pres! 
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Post-War Attitudes 






















Only 7 per cent of the people believe the government will have ommeg ee 
take over the railroads after the war. Public reasoning on this Point more fav’ 7 
is simply that such a course will be unnecessary. ernment 

The public is definitely agreed that railroads should and will mak 
changes in equipment and service after the war. More than half of th For th 
people (52%) suggest modernizing trains as the principal means y year’s) is 
increasing railroad use after the war. = direction W 

Although a majority of the public is opposed to government agg\. invariably 
tance for transportation facilities after the war, people are more fayop. recognize 4 
ably disposed to aid for railroads than they are to aid for air lines the future | 
bus companies. Forty-two per cent are willing to have the government of young P 
help the railroads after the war. Forty per cent would help the ai: is probably 
lines. Twenty-six per cent would help the bus lines. because of 

Strongest tendency in the public’s projected post-war attitude js area, peop 
presented by the better than seven in ten people (72%) who say that people in ‘ 
equal competition for railroads, air lines and bus lines is the fairest more criti 
arrangement. Thirty-seven per cent would accomplish this by a joint often vary 
governing body authorized by the government or the I. C. C. Sixteen the railroé 
per cent suggest that operating costs be equalized. come peor 





Warning Against Complacency 


Although this survey shows that the railroads have excellent reason 
to congratulate themselves on their performance to date, it also indj- 
cates that they cannot afford to become complacent. The following are 
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possible sources of weakness in their future public relations position: Rail: 
At present, a generally inconvenienced public is making the best of to move 
overcrowded and late trains, and is accepting these conditions as neces- shipper ¢ 
sary exigencies of wartime travel. Should these inconveniences continue of Amer 
after the public ceases to see sufficient reason for them, or to a degree fore a n 
that the public feels is not justifiable, the railroads might very well Conventi 
lose their enviable position. Ano 
Today people blame an uncooperative public much more than they no 
blame the railroads for unsatisfactory travel conditions. If similar roads ou 
conditions continued long into the postwar period—or if, even in war do after 
time, rationing or restrictions on non-essential travel should chang not be d 
conditions so that less blame were assigned to the public and more to That cor 
the railroads—resulting ill will might develop as readily as good will internal 
has grown under present conditions. expense 
If the public’s present high estimation of the railroad’s war accom- normall 
plishments should deteriorate, the railroads would in all probability b 
be in a more vulnerable position on the government operation issue. ecause 
Evidence: _ “AS 
(a) Pro-government sentiment is three times as strong among the railroad 
people who think the railroads have done only a fair or a poor job as must s¢ 
among those saying the railroads have done a good job (47% to 14%). amount 
(b) Chief justification given by people who say the government Mr. 
will not have to take over the railroads after the war is that ‘‘there is the rail 
no reason why it is necessary.’’ with tr: 
Air vs. Rail Travel able to 
Indicative of the serious competitive position in which the railroads that thi 
will be placed a few years hence is the statement of 63% of the young to how 
people that they would prefer to travel by plane if fares were equal. added 
(This compares with 36% of the total public.) Most of the people who op 
prefer railroad travel mention safety as a major reason. Should the t 
public be convinced that air travel, too, is safe, results to railroad some t 
passenger traffic might prove highly unfavorable. More than four-fifths that a 
of those voicing a preference for air travel mention speed as the hand v 
deciding factor. This is also emphasized by the 12% of the total public the pla 
who ask for faster trains after the war. Be 
The public maintains that railroads can increase train travel after isting | 
the war by improving railroad equipment and service and decreasing roads 
fares. How these two are to be compromised is a problem that the their s 
railroads probably will have to solve in order to keep the public satis to buil 
fied with railroad travel. Fifty-two say trains should be modernized t0 ld 
increase postwar traffic. Twertty-two per cent suggest a lowering of pe | 
fares. 
Treatment of Public funds 
The problem of maintaining high quality treatment of the public pth 
on trains and at stations in the face of a trained personnel shortage ere 
is one which may well merit serious consideration, even in wartime, Th 
but certainly in the postwar period. While only slightly more people with a 
this year who made a recent trip of at least 25 miles say something likely - 
happened on the trip that caused them to be critical of railroad em- sensibl 
ployes, more than twice as many said they had been .udely or roughly 
handled. (Mentioned by 39% of those critical this year—16% last yea. hh 
Chief criticism last year was that employes were lax.) the pr 
“ The public is not conscious of the tremendous job done by the onl 
railroads in relieving the oil shortage. Only 3% of the total public 1 4 
mention. the railroads’ handling of the transportation of oil as some utely 
thing which has impressed them. Exactly as many (3%) voluntarily peace 
mention the railroads as being the agency which is not doing enough Conti: 
to relieve the oil shortage. Thirteen per cent say this when asked 
diwectly whether the railroads are doing all they can. ‘ie 
; Rates and Prices ment 
Almost two-thirds of the people (65%) think freight rates affect the of the 





prices of merchandise. When asked what prices are affected: 
Forty-seven say freight rates affect food prices. Twenty-four péer 
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cent say freight rates affect the price of everything. Nineteen per cent 
say freight rates affect the cost of fuels. Fifteen per cent say freight 
rates affect the cost of clothing and household equipment. Fifteen per 
cent say freight rates affect prices of heavy machinery or building sup- 
plies. Six per cent say freight rates affect all goods shipped from a 
distance. Four per cent say freight rates affect feed prices. ‘ 

Obviously, here is another opportunity to get the facts before the 
= Government Aid 

At present, a majority of the public is opposed to government aid 
for all transportation facilities after the war. Fifty-eight per cent of 
the people are opposed to postwar government aid for railroads. Much 
of the sentiment for government aid consists of vague generalities. For 
instance: Twenty-seven per cent say ‘‘the government should have a 
more favorable attitude toward railroads.’’ Six per cent say ‘‘the gov- 
ernment has helped others—give the railroads a break.’’ 

Young Most Critical 


For the most part the tendency in the current survey (as in last 
year’s) is for all important population groups to move in the same 
direction where vital issues are concerned. However, young people are 
invariably the most critical of railroad policies and least inclined to 
recognize a job well done. This is a matter of grave importance where 
the future of the railroads is concerned, and, combined with the reaction 
of young people to the possibilities of increased air travel after the war, 
is probably worthy of special public relations attention. Also, probably 
pecause of the tremendous amount of war work being done in that 
area, people in the Far West are inclined to be less confident than 
people in other areas of the railroads’ ability to do a good job and are 
more critical of railroad policies and service. Other groups which most 
often vary from the national average in directions least favorable to 
the railroads are essentially the same as last year—women, lower in- 
come people, and residents of the South. 





Post-War Rail Problems 


Railroads ought to be permitted to function with the right 
to move the traffic by any method of transportation that the 
shipper desired, said R. V. Fletcher, vice president, Association 
of American Railroads in an address at Chicago October 5 be- 
fore a meeting of the financial section of the American Life 
Convention. 

Another point emphasized by Mr. Fletcher was that rail- 
roads ought to be permitted to place themselves in position to 
do after the war the maintenance and repair work that could 
not be done now because of inability to get materials and labor. 
That could be accomplished, said he, by an amendment to the 
internal revenue code that would recognize as an operating 
expense the cost of the manitenance and renewal work that 
normally would be done now but which must be postponed 
because of war conditions (see Traffic World, Aug. 21, p. 433). 

“As the law stands now,” said he, “in the case of many 
railroads, in order to lay aside a dollar for a rainy day, they 
must set aside $5.26, the average of $4.26 representing the 
amount of taxes.” : 

Mr. Fletcher estimated that the difference between what 
the railroads would normally spend on their roadways alone 
with traffic at present levels and what they actually would be 
able to spend, was approximately $250,000,000 a year. He said 
that there was no way of making an estimate at this time as 
to how much should have been spent on equipment, but, he 
added, “we know that the amount is large.” 

“This deferred maintenance will have to be made up at 
some time and in some way,” Mr. Fletcher said. “It may be 
that a goodly portion of whatever cash reserves may be on 
hand when the Axis powers collapse must be used to restore 
the plant to prime condition.” 

__. Besides the necessity for accumulating funds to bring ex- 
isting facilities back to normal, Mr. Fletcher stated, the rail- 
roads would require money to improve their equipment and 
their services. For example, he said, the railroads would want 
to build freight cars of lightweight metals and alloys, which 
would add to their capacity without decreasing their strength. 

Contending that the railroads would also need sufficient 
funds after fhe war “to serve as a shock absorber as the char- 
acter of traffic undergoes a radical transformation,” Mr. Flet- 
cher continued: 


The railroads are likely to find themselves at the close of the war 
with an increased wage scale. In the lull in industrial activity that will 
likely follow the cessation of hostilities, railroads will find their traffic 
sensibly diminished, while it will take time to adjust their expenses. 


In discussing the role which the railroads would play in 
the post-war period, Mr. Fletcher maintained that the present 
Struggle “should convince the country that railroads are abso- 
lutely essential to success in war and to prosperity in time of 
peace” and that “no other form of transport can take its place.” 
Continuing, he said: 


_.To me it is a source of some gratification that I am connected 
with a transportation industry that receives no subsidies from govern- 
ment and asks for none. It stands alone in this respect. By reason 
of the fact that its competitors, other than pipelines, are heavily sub- 
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sidized, it has been thought by many that railroads cannot hold their 
own in the competitive struggle that will follow the coming of peace. 
Certain it is that the simplest considerations of justice and fairness 
demand equality in respect to this matter of subsidies. 


Mr. Fletcher pointed out that the railroads preferred to 
have this equality brought about by the withdrawal of all sub- 
sidies so that “there may be a fair fight on equal terms, if the 
policy of uncontrolled competition is to prevail.” He held that 
“under such conditions, where each contestant is free to use 
all his weapons, the railroads need not fear the outcome.” 

“On the other hand,’ Mr. Fletcher concluded, “if saner 
counsels are heeded and transportation companies are per- 
mitted to function, with the right to move the traffic by any 
method of transportation which the shipper desires, the rail- 
roads may well hope to take a leading role. They have expe- 
rience, prestige, a large measure of public confidence and dem- 
onstrated ability to handle the traffic of the country efficiently 
and cheaply.” 

Although railroad earnings were at present at an abnor- 
mally high level, he said “the managements of the railroads 
would be slow to deplete their cash resources by the payment 
of generous dividends at a time like this, which fairly bristles 
with difficulties.” There was nothing “immoral in paying rea- 
sonable dividends to the hardpressed, often unfortunate share- 
holders, who have for so long been almost wholly forgotten,” 
he said, and he hoped the day would come again “when fair 
dividends to those who have risked their capital in this essen- 
tial enterprise will be the rule rather than the exception.” It 
was necessary, however, he continued, that cash reserves be 
built up so that the railroads would be able to weather “the 
shock of changed economic conditions with the coming of 
peace.” Should the present policy of the railroads in that re- 
gard continue, he said, they would “have in their strong boxes 
more than a billion dollars, with no bank debts and no short- 
term maturities,” when they turned “their faces to the post- 
war world.” This, he said, might seem like a huge sum of 
money, but considered as less than one-seventh of the total 
operating revenues of the Class I railroads for 1942, and in the 
light of the magnitude of the task confronting them after the 
war, it did not loom so large. He would be happier, he said, if 
he could be assured that the railroads “would have twice that 
amount available for post-war rehabilitation and post-war 
eventualities.” 

If the railroads were “permitted to function with the right 
to move traffic by any method of transportation which the 
shipper desires,” they would “take the leading role” in post- 
war transportation, he said, adding: 


They have experience, prestige, a large measure of public confi- 
dence and a demonstrated ability to handle the traffic of the country 
efficiently and cheaply. Their tracks lead into every important industry. 
They can be depended on for reasonable service; they are financially 
responsible; they pay their share of the expenses of government; their 
employes are fine upright, substantial citizens of hundreds of towns 
and counties all over this broad land. Their officers are forward-look- 
ing Americans, alert to every opportunity to improve their service, 
asking no favors of the government, seeking no undue advantage, 
asking only for the opportunity to make a modest return for their 
stockholders and striving always to promote the public interest. In any 
structure of society where the free enterprise system predominates, 
such methods and such ideals will surely lead to success. 


INDUSTRY “RECENTRALIZATION” AND TRANSPORT 


“Recentralization” of heavy industry of the United States 
through establishment of “new or expanded facilities for pro- 
duction of iron and steel, in areas outside the few acknowl- 
edged steel centers of this country” has been advocated by 
Senator McCarran, of Nevada, as a means of eliminating 
“transportation bottlenecks” and encouraging the spread of 
iron and steel processing industries to areas possessing mineral 
resources that remain untapped. Plans for such industrial 
“recentralization” were outlined by Senator McCarran in an 
address at a joint meeting of about 50 members of the House 
and about 30 Senate members, Oct. 4. His address was repro- 
duced in the Congressional Record of Oct. 5, on request of 
Senator Nye, of North Dakota. 

Senator McCarran said there were coal deposits in 32 
states, iron ore “in usable quantity and quality” in 34 states, 
both coal and iron ore in 27 states, but no iron or steel produc- 
tion in 14 of those 27 states. He said the policy, in the war 
production program, of expanding facilities already in existence 
had contributed greatly to transportation bottlenecks. He said 
he was greatly concerned about “the situation under which it 
is necessary to transport steel from one end of the country to 
the other in order to put that steel into a ship, when all the 
resources necessary for producing steel are available within a 
relatively short distance of the shipyard.” Decentralization of 
iron and steel production facilities, he said, would carry with 
it “a basic change in our internal economy” and would involve, 
among other things, “the whole problem of transportation, in 
all its phases, including the problem of freight rates.” 
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Railroad Earnings 


Class I railroads of the United States in August, 1943, had 
an estimated net income, after interest and rentals, of $84,600,- 
000 compared with $89,243,435 in August, 1942, according to 
reports filed by the carriers with the bureau of railway eco- 
nomics of the Association of American Railroads. 

“Class I railroads in August, 1943, had a net railway oper- 
ating income, before interest and rentals, of $124,561,490 com- 
pared with a net railway operating income of $135,928,942 in 
August, 1942,” said the association. “August is the third con- 
secutive month in which the net earnings of the carriers has 
shown a decline. 

“Operating revenues for the month of August totaled $800,- 
232,733 compared with $683,806,778 in August, 1942, while oper- 
ating expenses totaled $467,287,517 compared with $399,292,303 
in the same month last year. 

“Class I railroads in the eight months ended on August 31, 
1943, had a net railway operating income, before interest and 
rentals, of $948,083,694 compared with $821,238,008 in the same 
period in 1942. Those same railroads in the first eight months 
of this year had an estimated net income, after interest and ren- 
tals, of $610,100,000 compared with $465,200,276 in the corre- 
sponding period of 1942. 

“In the twelve months ended August 31, 1943, the rate of 
return on property investment averaged 5.97 per cent compared 
with a rate of return of 4.38 per cent for the twelve months 
ended August 31, 1942. 

“The earnings reported above as net railway operating in- 
come, represent the amount left after the payment of operating 
expenses and taxes, but before interest, rentals and other fixed 
charges are paid. Property investment is the value of road and 
equipment as shown by the books of the railways including 
materials, supplies, and cash.” 

The compilation as to earnings for the eight months of 
1943 was based on reports from all Class I railroads, represent- 
ing a total of 229,322 miles, said the association, adding: 


Total operating revenues in the eight months of 1943 totaled 
$5,938,086,247 compared with $4,629,747,345 in the same period in 1942, 
or an increase of 28.3 per cent. Operating expenses in the eight months 
of 1943, amounted to $3,564,504,912 compared with $2,947,031,690 in the 
corresponding period of 1942, or an increase of twenty-one per cent. 

Class I railroads in the eight months of 1943 paid $1,296,613,752 in 
taxes compared with $745,726,990 in the same period in 1942. For the 
month of August alone, the tax bill of the Class I railroads amounted 
to $191,718,660 an increase of $59,489,904 or forty-five per cent above 
August, 1942. 

Thirteen Class I railroads failed to earn interest and rentals in the 
eight months of 1943, of which six were in the Eastern District, two 
in the Southern Region, and five in the Western District. 


Eastern District 


Class I railroads in the eastern district in the eight months of this 
year had an estimated net income, after interest and rentals, of 
$251,300,000 compared with $200,105,030 in the same period last year. 

Those same roads in the eight months of 1943 had a net railway 
operating income, before interest and rentals of $383,457,275 compared 
with $343,938,055 in the same period in 1942. 

Operating revenues of the Class I railroads in the eastern district 
in the eight months of 1943 totaled $2,630,106,129 an increase of twenty 
per cent compared with the same period in 1942, while operating ex- 
penses totaled $1,666,239,955 an increase of 16.5 per cent above 1942. 

Class I railroads in the eastern district for the month of August 
alone had an estimated net income, after interest and rentals of $37,- 
000,000 compared with $37,829,420 in August, 1942. Net railway operat- 
ing income, before interest and rentals, in August amounted to $52,- 
937,731 compared with $56,106,315 in August, 1942. 


Southern Region 


Class I railroads in the southern region in the eight months of this 
year had an estimated net income, after interest and rentals of $98,- 
300,000 compared with $81,478,255 in the same period last year. 

Those same roads in the eight months of 1943 had a net railway 
operating income, before interest and rentals of $141,681,082 compared 
with $124,424,239 in the same period of 1942. 

Operating revenues of the Class I railroads in the southern region 
in the eight months of 1943 totaled $862,158,499 an increase of 32.5 per 
cent compared with the same period of 1942, while operating expenses 
totaled $485,583,524 an increase of 22.9 per cent above 1942. 

Class I railroads in the southern region for the month of August 
alone had an estimated net income, after interest and rentals of $10,- 
000,000 compared with $11,402,758 in August, 1942. Net railway operat- 
ing income, before interest and rentals, in August amounted to $15,- 
825,768 compared with $17,095,378 in August, 1942. 


Western District 


Class I railroads in the western district in the eight months of this 
year had an estimated net income, after interest and rentals of $260,- 
500,000 compared with $183,616,991 in the same period last year. 

Those same roads in the eight months of 1943 had a net railway 
operating income, before interest and rentals, of $422,945,337 compared 
with $352,875,714 in the same period in 1942. 

Operating revenues of the Class I railroads in the western district 
in the eight months of 1943 totaled $2,445,821,621 an increase of 36.8 per 
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cent compared with the same period in 1942, while operating expenses 
totaled $1,412,681,433 an increase of twenty-six per cent above 1942, 

Class I railroads in the western district for the month of Auguy 
alone had an estimated net income, after interest and rentals, of $37. 
600,000 compared with $40,011,257 in August, 1942, Net railway operat. 
ing income, before interest and rentals, in August amounted to $55,- 
797,991 compared with $62,727,249 in August, 1942. 








INTER-AMERICAN TRANSPORT AGENCY 


The Institute of Inter-American Transportation has been 
organized as an operating agency of the Office of the Coorgj. 
nator of Inter-American Affairs to serve as a medium of ¢. 
operation with the other American republics in transportation 
matters. 

The transportation institute is set up along lines similar ty 
those of the Institute of Inter-American Affairs, also an oper. 
ating agency of the Office of the Coordinator of Inter-American 
Affairs, which serves as a corporate medium of collaboration 
between the United States government and the other Americas § 
in health, food and emergency rehabilitation projects. 

The president of the new Institute is Major General Julian 
L. Schley, former chief of engineers of the United States Army 
and governor of the Panama Canal Zone. 

“The chief immediate task of the institute is cooperation 
with Mexico in carrying out the program for rehabilitation of 
key Mexican rail lines, under an agreement concluded between 
the United States and Mexico last year,” said the coordinator, 
“Road bed, rails and rolling stock are being improved to facili- 
tate movement of strategic materials for United Nations war 
industry and overland communications from the United States 
through Mexico into Central America. 

“Mexico also is engaged in a large-scale highway develop- 
ment program, including construction to complete the links in 
the Pan American Highway system south of Mexico City to the 
Guatemalan border. In view of its importance to hemisphere 
defense and development, the Mexican transportation problem 
received particular attention from the Joint Mexican-United 
States Commission which considered questions of economic col- 
laboration between the two republics earlier this year.” 



















































































POST-WAR PROBLEMS 


Secretary of Commerce Jones in an address September 30 
before the New York Board of Trade said that the opportuni- 
ties “which will open with the coming of peace are almost in- 
conceivable.” Among other things, he said railroads and bus 
lines would need to repair and replace their equipment and 
“we shall have a healthy infant industry coming to maturity 
in airplane travel and shipping.” 

The Reconstruction Finance Corporation, through its sub- 
sidiary, the Defense Plant Corporation, had authorized more 
than 9 billion dollars for the construction, equipment or expan- 
sion of 1,753 plants for the production of war supplies, includ- 
ing 534 plants for the manufacture of airplanes, airplane en- 
gines and parts; 35 plants for the production of aviation gasoline 
and related products; 65 plants for the construction of ships, 
ship engines and parts; 60 plants for synthetic rubber and the 
chemicals and materials necessary to its manufacture, and six 
petroleum pipelines. 

“I enumerate these to indicate the extent to which govern- 
ment is in business, and some of the industries in which it has 
a large stake,” said he. “Thus, it is clear that government and 
business must find a solution which will be fair to both. When 
the war is over, government should get out of active industry 
as soon as it can, without too much unnecessary loss. And busi- 
ness will do well to recognize the taxpayers’ investments, when 
negotiating for government owned plants, properties and sup- 
plies, not to expect too many bargains. . . . Obviously, what to 
do about government-owned facilities and supplies will be 4 
matter for the President and the Congress to determine. The 
solution will not be an easy one, and those of us in administra- 
tive positions, aided by business and industry, must present 
plans, suggestions, and ideas that will be helpful to them in 
making their decisions. The future of our economy will depend, 


in substantial measure, on how the post-war world is organ- 
ized.” 







































TAXES AND TRANSPORTATION 


Elimination of the present taxes on transportation of prop- 
erty and increase in the tax on amounts paid for transportation 
of persons from 10 to 25 per cent have been recommended by 
the Treasury Department in revenue proposals submitted to the 
House committee on ways and means. The Treasury estimated 
that the increase in the passenger tax would yield $212,700,000 
a year. 

¥ The House ways and means committee has reported H. R. 
3338, the Doughton bill relating to government and othe 
exemptions from the tax with respect to the transportation of 
property (see Traffic World, Oct. 2, p. 806), without amend- 
ment, and has shown in its report that the bill would eliminate 
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the existing exemption with respect to amounts paid for trans- 

rtation furnished by government-operated carriers—the Fed- 
eral Barge Lines and the Alaska Steamship Co. The committee 
report included the following: 


The existing exemption in one respect is thought not to be suffi- 
ciently broad in that shipments of property to the United States, or 
to a state, territory, or political subdivision thereof, or the District of 
Columbia, on which the transportation charges have been prepaid are, 
under the present section 3475, subject to tax, and the burden of such 
payment falls on the governmental agency concerned. The bill extends 
the exemption to include therein transportation to or from the gov- 
ernment of the United States, or any state, territory, or political sub- 
division thereof, or the District of Columbia. 

The existing exemption in another respect is thought to be too 
proad in that amounts paid for transportation furnished by carriers 
operated by agencies of the United States, such as the Federal Barge 
Lines and the Alaska Steamship Co., have been exempt from tax, 
resulting not only in a substantal loss of revenue but also in an unfair 
competitive advantage for the government-operated carrier. The bill 
limits the exemption with respect to transportation furnished by the 
government of the United States to that of the Post Office Department. 


Legislative Rate-Making 


The Peoria, Ill., Association of Commerce has adopted a 
resolution expressing itself as “unalterably opposed” to bills 
and joint resolutions in Congress affecting freight rates and to 
“sucn other similar bills that may be later introduced.” Copies 
of the resolution have been sent to Illinois Senators and Con- 
gressmen and to the members of the Senate interestate com- 
merce committee and the House committee on interstate and 
foreign commerce. The resolution declares uniformity of rates, 
as provided in the bills, to be “unsound and unnecessary” and 
likely to “jeopardize our national transportation system and 
adversely affect business conditions,” particularly in the Peoria 
areas. The Commission now has class rates and the classifica- 
tion under consideration in Dockets 28300 and 28310, it adds, 
and the “disposition of these cases should automatically dis- 
pose of any alleged discrimination in rates responsible for the 
proposed legislation.” ; 

A resolution on the same subject, sent to Illinois Senators 
and Congressmen by the Aurora Chamber of Commerce, asserts 
that the adoption of such legislation “would prevent the ad- 
justment of rates to the needs of localities and shippers, would 
localize production and would erect a trade barrier between 
shippers and markets.” If the bills become law, it adds, “the 
rigid and inflexible freight rates that will result therefrom will 
have the inevitable effect of interrupting the vital flow of com- 
merce and will leave the railroads, the Interstate Commerce 
Commission and the state commissions with little or no discre- 
tion in the adjustment of freight rates to meet the need of the 
nation.” 


RAIL REORGANIZATION BILL 


A hearing on the Hobbs rail reorganization bill (H. R. 
2857) will be held October 11 by the special subcommittee on 
bankruptcy and reorganization of the House judiciary commit- 
tee. A representative of the Commission is scheduled to be 
heard. In a report on the bill submitted by Commissioner 
Splawn the Commission opposed enactment of the measure (see 
Traffic World, Aug. 21, p. 435). 


CONTROL OF EXPORTS AND IMPORTS 


_ The Office of Exports, Office of Economic Warfare, has 
issued its current export bulletin No. 125, pertaining to com- 
modities exportable under general license to “group K” desti- 
nations, with information supplementary to data contained in 
current export bulletin No. 124. 





W. P. B. IMPORT REPORT 


Imports into the United States in the second quarter of 
1943 showed an increase of 3 million tons over first quarter 
receipts, Dr. William Y. Elliott, chief of the War Production 
Board stockpiling and transportation division, said Oct. 6. 
Total imports for the first half year amounted to 20 million 
long tons, with June arrivals almost twice as great as those 
in January, said he, adding: 


Two-thirds of the second quarter gain was in off-shore imports. 
The remainder was accounted for by augmented inland movements 
from Canada and Mexico. 

Of total off-shore imports received from the first of the year 
through June 30, approximately 98.5 per cent were items on the prior- 
ity schedules issued by the War Production Board, or goods from areas 
from which cargo space is available in sufficient quantity to permit 
transport of less essential commodities. Import quotas established by 
W. P. B. for more than two hundred critical materials, all in short 
Supply, were exceeded by 38 per cent in actual performance during the 
half-year, 

Total imports by air for the period reported on amounted to ap- 
proximately 3,330,000 pounds. Materials flown here are those most 
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critically needed in war production, such as mica and quartz crystals 
for radio and other communication equipment, industrial diamonds, 
beryllium and tantalite. Among more bulky commodities brought in 
by air were some half-million pounds of crude rubber. 

As a result of the operation of the import program by the various 
interested government agencies, adequate stockpiles of most of the 
essential foreign material have been accumulated in this country. 


TRANSPORT AGENCY DRAFT DATA 


Senator Maybank, of South Carolina, had printed in the 
Congressional Record of Oct. 1 a table showing, by govern- 
ment agencies, the number of government employes between 
the ages of 18 and 37 deferred in the draft for occupational 
reasons. The table showed that 14 employes of the Office of 
Defense Transportation had been deferred, one in the 22-24 
age group, five in the 30-34 age group, and eight in the 35-37 
age group. It showed that 7,409 employes of the War Ship- 
ping Administration had been deferred, 2,529 in the 18-21 age 
group: 1,314 in the 22-24 age group, 1,701 in the 25-29 age 
group, 1,247 in the 30-34 age group, and 618 in the 35-37 age 
group. It showed that 4,309 employes of the Maritime Com- 
mission had been deferred, 1,900 in the 18-21 age group, 675 
in the 22-24 age group, 910 in the 25-29 age group, 609 in the 
30-34 age group, and 215 in the 35-37 age group. The table 
showed that three employes of the Civil Aeronautics Board, 
and one of the Railroad Retirement Board had been deferred. 


GRAIN UNDER PERMIT PLAN 


Effective Oct 7, the Commission, division 3, issued amend- 
ment No. 14 to service order No. 80, which placed the move- 
ment of grain and rice under the permit system, providing for 
the inclusion of the town of Pana, Ill., in the Decatur, IIL., 
market area, and naming J. W. Huegeley, of the Huegeley 
Elevator Co., as agent of the Commission, to issue permits for 
the movement of grain, including rice, under the terms of serv- 
ice order No. 80 in the market area of Nashville, Ill. 


W. P. B. TRANSPORTATION HEAD 


Appointment of Andrew Stevenson, director of the trans- 
portation equipment division, construction and utilities bureau, 
as an executive assistant to Operations Vice-Chairman Hiland 
G. Batcheller has been announced by the War Production Board. 

Announcement was also made of the appointment of Lynne 
L. White to succeed Mr. Stevenson in the post of director 
of the transportation equipment division. 

Mr. White has been associated with the railroad industry 
for more than 40 years. His last position, prior to this appoint- 
ment, was as chief operations officer of the Chicago and North 
Western. He has been associated in the past with the Chicago, 
Rock Island and Pacific, and at one time was vice president 
of the Erie. Both appointments are effective immediately. 


W. P. B. HAULAGE REQUEST 


By an amendment to its haulage request TR-2, by which 
persons engaged in production, transportation and distribution 
of certain commodities are directed to make common use of 
transportation and storage facilities, including box cars and 
tank cars, the War Production Board has added five com- 
modities to the list of commodities covered by provisions of 
haulage request TR-2 (see Traffic World, July 24, p. 199). 

The commodity list is designated as “schedule X.” Items 
added to that schedule, under the new amendment, as of 
Oct. 4, are: (1) Adhesives; (2) butadiene; (3) charcoal; 
(4) phthalic anhydride, and (5) styrene. Addition of those 
items brings to a total of 61 the number of commodities listed 
in schedule X. 


MOTOR IDENTIFICATION PLATES 


The Commission, division 5, has issued Emergency Order 
No. M-4, effective from Nov. 1, until Dec. 31, 1944, authorizing 
the display of the name of the carrier and the number of the 
Commission’s certificate, permit, or docket number “in letters 
and figures of such size, shape, and color as to be readily legi- 
ble, during daylight hours, from a distance of 25 feet while the 
vehicle is not in motion,” in lieu of the Commission’s identifi- 
cation plates. 

The order explained that the supply of identification plates 
on hand was approaching exhaustion and that the plates were 
made of materials essential to the national defense. At the 
same time, it said, the present emergency and the need for 
maximum utilization of motor vehicle equipment made it nec- 
essary for the Commission to authorize a more flexible method 
by which motor carriers might operate their own vehicles or 
vehicles acquired from others without the display of identi- 
fication plates in accordance with the rules of the Commission. 

The order requires that the name of the owner, or of the 
person operating the vehicle shall appear on both sides of each 
single vehicle or power unit, together with the number, and 
that the = shall be maintained in such manner as to 
remain legible. 
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U. 8.-G. B. Post-War Shipping 


Rear Admiral Howard L. Vickery, vice chairman of the 

Maritime Commission, in charge of the commission’s ship 
construction program, assured Great Britain that the United 
States intended to maintain its competitive position in post- 
war merchant ship operations even if the British failed to 
cooperate on “the post-war shipping plan,” he said at a press 
conference Oct. 4 following his return to this country from 
a visit to the United Kingdom. 
__, Admiral Vickery said he had several talks with British 
interests as to how “we could approach” cooperation on post- 
war shipping and he thought the British were ready to “co- 
operate fully” with respect to merchant ship distribution, 
although no effort was made to formulate any definite post- 
war plans. 

He said he told the British that “we are becoming a 
maritime nation and we are going to stay one. If they don’t 
want to cooperate with us we will still be a maritime nation.” 

The British, Admiral Vickery said, were building a ship 
comparable to “our Liberty ship” and they were also producing 
a vessel similar to ‘our C-2’s.” Im size, said he, “the ship 
comes in between our C-2’s and C-3’s. It is powered by a 
6,800 horsepower steam turbine engine and develops about 
16 knots.” 

Admiral Vickery said “we wouldn’t have built the Liberty 
. we had gotten the machinery. We would have built a faster 
ship.” 

However, he pointed out, the United States would soon 
begin production of the new Victory ship. That vessel, while 
admittedly an emergency craft, would be far superior to the 
Liberty and would have a “real place in the post-war trade,” 
said he. He asserted that the British ship would not “out 
strip” the Victory ship, and added: 


The Victory actually will be a cross between the Liberty and our 
C-type ships. She will be powered with turbine engines and will be 


speedy enough to hold her own with the merchant fleets of other 
nations after the war. 


I had hoped to get into large-scale production of C-type ships in 
1944. And, although more of these vessels will be built in months to 
come, the propulsive equipment of some will go into Victory ships. 


The first few Victorys will be equipped with C-3 engines and should 
have a speed in excess of 17 knots. 


In the course of his conference, Admiral Vickery an- 
nounced that the nation’s merchant shipyards delivered 160 
cargo vessels totaling 1,652,651 deadweight tons in September 
as compared with 164 deliveries aggregating 1,697,400 dead- 
weight tons in August. The September production, he said, 
was “disappointing.” 

“We had anticipated the greatest shipbuilding month in 
history,” he declared. ‘Instead, the 160 vessels delivered into 
service only equaled our June production figures.” 

There were several logical reasons why September produc- 
tion did not reach its anticipated record, he said. He cited 
for example, the failure of a 9-way yard to produce any ships 
in the month by reason of conversion from Liberty’s to C-2’s, 
the last Liberty delivery being made in August. He also 
pointed to conversions by reason of military requirements. He 
concluded that the September figure did not reflect “really a 
lag in production,” though he conceded that the spirit of some 
of the yards was not quite the same as others. “Absenteeism” 
was always a “headache,” said he, pointing out that about 
5 per cent was normal but when it reached 7 per cent it was 
time to do something. He said the percentage of absenteeism 
of women in the shipyards was greater than that of men, 
hse result being that the former were not as rugged as the 
atter. 

Of the total September deliveries, 114 of the ships, includ- 
ing 8 conversions, were Liberty ships. Excluding the con- 
versions, average construction time on Liberty ships hit an 
all-time low in the month with an average of 41.2 days a 
vessel, from keel laying to delivery. The brightest spot in 
merchant ship production in the month, Admiral Vickery said 
in a statement, was the “astounding record of the 11-way 
Oregon Shipbuilding Corporation’s Portland, Ore., yard, man- 
aged by Edgar Kaiser.” In August, the yard broke all existing 
productivity records by delivering 18 ships. In September, 
said Admiral Vickery, ‘this record was smashed to smithereens 
when management and labor put on a drive that resulted in 
the delivery of 24 vessels with steam up and hold open, ready 
for cargo. This record also was accomplished with the lowest 
man-hour cost in history. Every man and woman in that 
great team should be congratulated by the peace-loving world.” 

Curtailment of September production expectation, Admiral 
Vickery said, was not to be considered as indicating that the 
19,000,000-ton delivery goal set for 1943 would not be reached. 
The geal calls for delivery of an additional 481 major type 
vessels in the remaining quarter of the year, together with 
some smaller ships, bringing the total to about 625. 
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The British, Admiral Vickery said, were turning out aboy 
1,600,000 deadweight tons of shipping a year, which 
equal to about one month of “our production,” though 
British were constructing ships in fewer man-hours than 
national average of the United States. That was largely di, 
he explained, to the fact that virtually every man in , 
British yards was engaged in actual ship construction, whi} 
there were a number of men in shipyards of the United State 
working on safety, labor relations and other phases of wor 
to make life easier for the regular workers. However, fp 
said he would like to see lower man-hours in this country—p 
would “like to see the boys that hadn’t got them down ty 
get them down.” 

























































W. S. A. VESSEL REPAIRS 


Repairs were completed on more than 8,000 ocean-going 
steam and motor merchant vessels of 1,000 gross tons and ove 
in the first six months of 1943, the War Shipping Administra. 
tion announced today on the basis of tabulations just com. 
pleted. The total does not include merchant type ships owned 
or under bare-boat charter to the United States army or navy, 

“How greatly this war task has grown this year is shown 
by the fact that during all of 1942 the total of vessels repaired 
was approximately 12,300, as compared to an indicated 18,00 
ships this year,” said the W. S. A. ; 

“Repairs of dry —_ ships, tankers and miscellaneous 
craft include conversions, battle damage, drydocking in estab. 
lished repair yards and at piers and berths. About 70 per cent 
of repairs are on United States-owned vessels, the remainder on 
ships of our Allies. 

“During 1942 approximately 1,400 vessels were armed in 
repair yards. This year additional arming has been installed 
on virtually all merchant ships. Last year about 200 vessels 
required extensive conversion for army or navy Service as 
troop carriers or for other special military duties. Approxi- 
mately 55 merchant vessels required extensive repairs or re. 
building as the result of battle damage, torpedoing or bombing. 
This year the total has been much lower as progress has been 
made in the anti-submarine campaign.” 



























































ARMY FLEET OFFICERS 


The first class of marine officers was graduated from th 
new Marine Officer Cadet School at St. Petersburg, Fla., Octo 
ber 2, it was announced by the War Department and the War 
Shipping Administration. The new school is conducted for the 
Transportation Corps, Army Service Forces, by the United 
States Maritime Service of the Training Organization of the 
War Shipping Administration. ; : 

Designed to answer the pressing need for trained mariners 
to man the army’s great fleet of supply boats, particularly in 
the Pacific, the school was established August 2, 1943, with the 
aid and cooperation of the War Shipping Administration’s Train- 
ing Organization, which offered the Transportation Corps the 
facilities and personnel of the United States Maritime Service 
Training Station at St. Petersburg, which has been established 
since 1941. ; 

The new school will turn out 200 junior marine officers a 
month. All graduates are accredited junior marine officers, and 
they contract to serve a minimum of one year from the date of 
arrival at their permanent stations. Although nearly 400 cadets 
are attending the army school, only 38 students, all engine spe 
cialists, were graduated in the first class. Students attending 
the school are selected graduates of a preliminary 13-week 
course at a U. S. Maritime Service Apprentice Seaman Trail 
ing School. At the Transportation Corps School, engineering 
cadet officers undertake an eight-week course, while prospective 
deck officers have a 10-week: period of training. Students live 
under strict military discipline while attending the school. _ 

Transportation Corps officials emphasize that graduation 
from U. S. Maritime Service apprentice training school is Tf 
quired before a candidate can attend the new Marine Officer 
Cadet School. 












MARITIME COMMISSION SECRETARY 


Arthur J. Williams, an official of the Maritime Commission 
since its establishment in 1936, has been appointed secretary 
of the commission and of the War Shipping Administration. 

Mr. Williams has a record of more than 25 years in govern- 
ment service, all of which has been spent in connection with 
maritime activities. He was connected with the Emergency 


Fleet Corporation and its successors, the U. S. Shipping Board 
and the Maritime Commission, as the executive assistant to 
the general counsel and assistant secretary and, on July 1, 
1943, was named acting secretary of the commission and the 
W.S. A 
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Unified Shipping Control Urged 


“Unified civilian control of shipping is essential for the 
most efficient use of our ships,” said the Senate military affairs 
committee’s subcommittee on war mobilization in a report, 
issued Oct. 7, on “mobilization of shipping resources.” 

Administration of shipping was at present divided among 
several agencies, the committee observed. 

“Of the 16,000,000 deadweight tons of dry-cargo American 
merchant shipping,” it said, “about 2,000,000 tons are admin- 
istered directly by the army and navy. Half of the remaining 
14,000,000 tons is operated by the army and navy, under alloca- 
tion by the War Shipping Administration; and the other half, 
devoted to lend-lease and commercial shipments, is controlled 
by the War Shipping Administration. We have in effect two 
separate merchant fleets, each operating independently of the 
other. The result of divided responsibility is a failure fully 
to utilize our shipping resources. Trained technical personnel 
is duplicated. There is competition for waterfront labor and 
harbor facilities where there should be planned allocation. 
Moreover, divided responsibility between military and civilian 
administration prevents that proper balancing and blending of 
cargoes which is so essential for maximum utilization of our 
cargo capacity.” 

The subcommittee made the following recommendations 
with respect to unification of administration of shipping: 


1. Administration of all cargo shipping operations should be cen- 
tralized in the War Shipping Administration. This administration 
should include control over forwarding of freight from factory to ship, 
management of terminals and piers, loading, unloading, dispatching, 
and operation of ships at sea. Direct control and operation of ships 
engaged in the transport of combat forces should, however, remain 
with the military services. The civilian agency should release cargo 
ships to the control of task force commanders for use in combat. 

2. In order to plan ship allocation, there should be established a 
shipping allocations committee in the War Shipping Administration, 
with representatives from the army, navy, War Shipping Administra- 
tion, War Production Board, Office of Lend-Lease Administration, and 
the agencies responsible for imports. The committee should receive 
all claims for shipping and plan the most efficient employment of our 
merchant fleet in the light of our offensive strategy. 

3. The present Combined Shipping Adjustment Board should be 
expanded to include all Allied powers. The new Inter-Allied Shipping 
Strategy Board should be responsible for full cooperation in allocation 
and use of all shipping available to the United Nations. Just as divided 
responsibility of our own agencies is wasteful of shipping resources, 
even more is divided counsel among the Allies. Inter-Allied cooperation 
in shipping is an integral part of the planning and execution of all-out 
offensive warfare. 


Available Shipping Tonnage 


After stating that a shortage of shipping slowed down 
battlefield operations of this country in the first year of the 
present war and kept the United States from planning ‘an 
offensive which would unify our striking power with that of 
our allies,” the subcommittee said that the United States now 
had in its own merchant fleet more than 16,000,000 deadweight 
tons of dry-cargo merchant ships, apart from tankers and other 
auxiliary vessels. 

“Matching this,” it continued, “is an even larger total 
of other United Nations vessels, many touching at American 
ports. In fact, the total shipping available to the United 
Nations, including tankers and coastwise vessels, is over 
50,000,000 tons. With this imposing armada we can plan 
and place and coordinate a mature and successful offensive; 
we can concentrate our striking power on Europe and make 
good on the delivery. But we must be vigilant to husband 
this new-found shipping strength for the most effective action 
dictated by coalition strategy. . We must improve the 
efficiency of our shipping operations and make the fullest 
use of our ships, our harbor facilities, and our waterfront labor. 
We must ward off the selfish interests that would divert the 
new shipping to resume peacetime trade. . . . The specific rec- 
ommendations in this report are directed toward improving 
the efficiency of our transport fleet, to equip it for the greater 
tasks that lie ahead... .” 

The committee said that about 1,500,000 fully equipped 
troops were to be sent overseas from this country this year, 
to bring U. S. overseas strength to between 2,500,000 and 
2,700,000 men. Partly because of a scarcity of ships, troop 
movements were short of the announced goals in the first 
quarter of 1943, but, in recent months, making use of additional 
shipping available, shipments of soldiers and supplies had ex- 
ceeded schedules set at the beginning of the year, the sub- 
committee said. It added that ‘the goals for this year will 
certainly be met, even with no further increase over the current 
rate of shipment.” It continued, in part, as follows: 


However, we are still sending troops overseas at barely half the 
rate achieved in the last war, when our shipping supply was far less 
than it is now. With combined success against the U-boat we can 
rapidly reach this peak, achieve the year-end goal ahead of the sched- 
ule and the 5,000,000-man goal six months ahead of schedule... . 
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More shipping space is needed to sustain an overseas division in 
combat than during training. Offensive actions in the next year will 
thus tax our merchant shipping to the utmost. 

It is for this main reason that we must conserve our shipping for 
the most effective and most immediate use. While sufficient to main- 
tain limited offensives in several theaters of war, there are not enough 
ships to support supreme offensives in all. Concentrating our new 
shipping strength in the Atlantic follows inevitably from the success of 
our mounting offensive in Europe. . . . To divert ships from the Euro- 
pean theater now would choke off our greatest offensive in mid- 
stream. ... 

The round trip to Britain requires 60 to 75 days. The round trip 
to Australia from the west coast takes more than six months; from 
the east coast, the turn-around time to India and the far Pacific is 
more than 200 days. Thus, three times as much shipping is required 
to transport and maintain the same number of men in the far Pacific 
as in the European theater. ... 


The subcommittee said General Marshall had estimated 
recently that the conquest of Italy and opening up of the 
Mediterranean sea lanes resulted in a gain of 240 ships for the 
United Nations. It averred that concentrating shipping in the 
Atlantic was three times as effective as in the Pacific. 

“With our growing offensive actions so dependent on ship- 
ping,” it continued, “it would be suicidal to divert any of our 
shipping windfall to civilian trade. . . . Various trade groups 
and papers, oblivious to the implications of our armies pouring 
into Europe and smashing Italy, see in the new shipping gains 
only opportunities to resume peacetime trade. Every such 
effort to divert ships to nonessential uses is a threat to the 
successful conduct and quick end of the war and must im- 
mediately be stopped.” 


Need for More Efficiency 


The subcommittee said that the ‘unexpected windfall” 
of shipping tonnage in the first eight months of 1943 and 
future ship production would not suffice to transport and supply 
overseas troops unless all shipping agencies increased and 
united their efforts to improve ship utilization. 

Full efficiency in use of cargo space had not yet been 
achieved because of a failure to integrate the different types 
of cargo handled by the army and the War Shipping Admin- 
istration, said the subcommittee. It said that military sup- 
plies, such as guns, planes, tanks, etc., were “balloon” cargo 
that took up large quantities of space and were difficult to 
stow efficiently, while W. S. A. cargo, including both civilian 
and military items, was “far more diversified” and included 
a larger proportion of weight cargo. 

“Practical experience of stevedores shows,” it said, “that 
it is possible to reduce unused weight capacity to an average 
of 1 per cent, and unused cubic capacity to less than 15 per 
cent. By comparison, ships allocated to the army on the 
north Africa run have averaged between 20 and 30 per cent 
of unused space capacity and have frequently run from 30 to 
50 per cent of unused weight capacity. Such wasted space is 
partly explained by the extreme need for speed. . . . But it 
also reflects the army’s difficulties in planning the proper 
balance and stowage of cargo, a disproportionate amount of 
which is measurement rather than weight cargo. On runs to 
the United Kingdom or the Persian Gulf, War Shipping Ad- 
ministration vessels have shown a better record than ships 
on the same runs allocated to the army in use of space and 
lifting capacity. 

“On the other hand, deck space on vessels under the control 
of the War Shipping Administration has not been fully used 
because of the absence in its banks of cargoes of sufficient 
bulky military items which can be carried on deck. ...A 
major ‘achievement of the War Shipping Administration has 
been the employment of deck space on tankers; 20 assembled 
or 30 boxed fighters or bombers can be carried on the deck 
of a single tanker. .. . PT boats, gliders and railway cars have 
been carried on the decks of tankers and dry-cargo vessels. 
The War Shipping Administration estimates that in May alone, 
cargo transported on the decks of its ships was equivalent to 
the full cargo of 10 Liberty ships... .” 

The subcommittee said that banks of cargo in railroad 
cars and in ground storage in Atlantic and Gulf ports in June, 
1943, were 33 per cent lower than in June, 1942. It said the 
bank of cargo in New York port should be maintained at 
twice its present level, and that similar increases should be 
made in cargo banks in storage in other ports. To insure 
maximum use of shipping space, it said, a sufficient quantity 
and diversity of cargo should be maintained in port to provide 
for prompt and full loading of ships. 

The subcommittee attributed to the Port of New York 
Authority a statement that only one-third of the available 
export ground storage capacity in New York was now in use. 
Cargo in New York at the end of June totaled 14,000 carloads, 
divided evenly between freight in cars and in ground storage, 
compared with 22,000 carloads a year ago, of which about 
15,000 carloads were in ground storage, said the subcommittee. 

“Each agency responsible for the loading of ships draws 
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only upon cargo in storage that has been consigned to it,” 
it continued. “Cargo in storage consigned to British lend-lease 
cannot be used to fill out the cargo of a ship allocated to Russia. 
United States army cargo cannot be used by another agency 
for the same purpose. Since no single agency controls all 
export freight or its forwarding, there are in effect many small 
banks of cargo, none large or varied enough to assure maximum 
efficiency in the loading of vessels.” 

The committee said its investigation at the port of New 
York showed that the forwarding of cargo and the allocation 
of harbor facilities among the various agencies responsible for 
discharging and loading ships was “actually impeded by lack 
of central direction or control.” 

* “Just as in peacetime,” it said, “ship operators who act 
as general agents for the War Shipping Administration, and 
those serving in the same capacity for the British Ministry 
of War Transport, for the Chinese and the Dutch, are all, with 
the assistance of their governments, engaged in spirited bidding 
for piers, lighters, tugboats, heavy lift equipment and railroad 
facilities. The War Department and the Navy Department 
also enter the competition. The result is fruitless bickering 
among the agencies and harmful delays of goods urgently 
needed for shipment.” 

After stating that average loads on lighters delivering the 
bulk of cargo to shipside at the New York port were small, 
though they now averaged 110 tons a lighter as against a peace- 
time average of 70 tons a lighter, and that it would be possible 


to increase the average loading to 200 tons a lighter or more, 
the subcommittee said: 








































There is obviously room for improvement in the use of railroad 
terminal facilities and lighters in the port of New York. A minimum 
program should include: (1) The pooling of railroad terminal facilities 
so that all goods of the same character and for the same ship can be 
brought to one or a minimum number of railroad piers. This step would 
facilitate the loading of lighters and the unloading of railroad cars; 
(2) the creation of a lighter pool so that lighters can be interchanged 
freely without regard to present ownership or charter. A lighter pool 
would stop the hoarding of available lighters by competing war 
agencies. 

The committee urges that this program, recommended by the Port 
of New York Authority, be given careful consideration by the Office of 
Defense Transportation, the War Department, the War Shipping Ad- 
ministration, and by other interested agencies. 


The failure of these agencies to plan and take action to conserve 
railroad facilities and labor has already caused delays in the unloading 
of military cargo. Inability of the railroads to recruit sufficient men to 
unload incoming freight is at present causing difficulties, particularly 
in the New Jersey terminals. There has been a conspicuous reluctance 
among the agencies to adopt measures to correct an intolerable situa- 
tion, involving notoriously underpaid workers whose employment is 
casual. Expert port engineers have long predicted the breakdowns 
which are now beginning to occur. 


A necessary part of any program for planned use of port railroad 
facilities reaches back inland to centralized control of freight forward- 
ing and allocation of routes by which freight arrives at port. ... 
There are almost as many freight-forwarding offices as there are cus- 
tomers for export freight, and each authority operates independently 
of all others in the field. Only the fact that wartime traffic has still 
not reached its peak has prevented major tie-ups in railroad traffic 
back of the port. Already there have been instances of minor conges- 
tion on individual railroads and at individual terminals when too many 
forwarders happened to choose the same route for their freight. 











































































































In a discussion of longshore labor problems, the commit- 
tee advised the W. S. A., the War Department and the War 
Manpower Commission to establish “as quickly as possible” a 
system of centralized hiring, so that longshoremen who re- 
mained in the “casual labor” category might be shifted from 
a job in which there was a surplus of such workers to another 


loading or unloading job in which there was a shortage of 
longshore labor. 















































FOREIGN TRADE TRANSPORTATION MEETING 


In connection with the National Foreign Trade Convention, 
at New York, October 25, 26 and 27, there will be a session 
devoted to transportation. Carl W. Linscheid, manager, ex- 
port division, Fairbanks, Morse and Company, chairman of the 
transportation committee of the National Foreign Trade Coun- 
cil, will preside. Subjects to be discussed include inland trans- 
portation for export; ocean shipping space availability and 
allocation; marine and war risk insurance; transportation tax 
exemption for export traffic; ocean freight refunds and diver- 
sion of export cargoes in the far east. The following are sched- 
uled to speak: 

G. C. Randall, manager of port traffic, Association of Amer- 
ican Railroads; F. M. Darr, director of traffic, War Shipping 
Administration; A. A. Alexander, supervisor of cargo clear- 
ance, W. S. A.; Henry C. Thorn, president, American Institute 
of Marine Underwriters;-W. L. Montgomery, secretary, Ocean 
Freight Refund Committee; W. H. Lukens, export manager, 
R. M. Hollingshead Corporation; N. W. Hawkes, chairman, 































































































TRAFFIC WoRL) 


freight traffic managers’ committee, Trunk Line Association: 
J. A. Cook, vice-president, Marsh and McLennan. ' 


Post-War Shipping 


The Maritime Commission had invested nearly $600,000,009 
in the ways and facilities and machinery “that go to make up” 
shipyards in which Liberty ships were built, said John M. Cap. 
mody, member of the Maritime Commission, in an NBC radi 
ar ey Oct. 2. The title of his address was “For This We 

ight.” 

On Oct. 1, said Mr. Carmody, the Oregon Shipbuilding Cop. 
poration in Portland, Ore., one of the Kaiser Yards, launchej 
its 268th Liberty ship. He pointed out that the first Liberty 
ship, the Patrick Henry, was launched two years ago last Se 
27, and added that “during the intervening period, 1,515 Liberty 
ships have been launched in 16 shipyards.” 

In addition to these 1,515 Liberty ships, said the speaker, 
the Commission had built 748 other ships, large and small, many 
of them of higher speeds, in other shipyards, some of them pri. 
vately owned and some of them partially financed with public 
funds. He added: 


Many of these ships, perhaps all of them, will be needed for a lim. 
ited period after peace is declared. Demobilization itself will require 
a considerable tonnage for several months. Relief for stricken peoples 
will make heavy demands upon ocean shipping. Looking ahead of re 
sumption of world trade, it seems clear that the total tonnage wil] 
depend very largely upon the nature of the peace. The important thing 
about world tonnage, of course, is people—how many people, where 
they are, what their resources are, what their degree of prosperity is, 
what they have to sell, and what they want to buy with what they have 
to sell. If the peace makers are wise enough to make a peace that will 
insure high living standards throughout the world, a huge fleet of ships 
will be required to satisfy their needs. 

Since Pearl Harbor, American shipyards alone have delivered about 
22 million deadweight tons and are scheduled to deliver in excess of 3 
million more by the end of 1944. Since no other nation has built any- 
where near this tonnage during the same period, the pre-war tonnage 
relationships have been drastically changed in our favor. 

Now, what is going to happen to these ships, bought and paid for 

by the American people, after the war? And to the operating compa. 
nies, subsidized and unsubsidized, who handle ocean going cargo and 
passenger and tanker service to all ports of the world under the Amer 
ican flag? I don’t think anybody knows specifically what will happen 
to all of them. 
Some of these Liberty ships will be sold to American flag opera- 
tors. Some may be sold or chartered, or even traded away on some 
basis, to friendly nations that have suffered heavy losses in the United 
Nations’ cause during the war. Some may be laid up for emergency 
use, and some, like other battle-scarred war equipment that has done 
its job, may be scrapped. 

The merchant marine industry itself has set up special groups that 
include shipbuilders, ship operators, insurance groups and others to 
work out its own plans. 

The Maritime Commission, responsible to the Congress for foster- 
ing a merchant marine, owned and operated by American citizens and 
available at all times as an auxiliary to our armed forces, is aware of 
the heavy responsibility this unbalance in tonnage places upon it. A 
Post War Planning Committee, consisting of members of the Commis- 
sion and staff executives who have had years of experience in all phases 
of merchant marine operation, is at work on this problem. It is well 


that radio audiences are giving some thought to this phase of our 
national life. 


MERCHANT SEAMEN INSIGNIA 


Identifying insignia, authorized by Congress, would “soon” 
be issued to all merchant seamen and officers through the 
Seamen’s Service Awards Committee, the War Shipping Ad 
ministration announced. 

A circular gold and silver emblem, consisting of a back 
ground of a compass card in gold on which is mounted a Fed- 
eral shield in silver with a superimposed gold anchor, with 
United States Merchant Marine lettered around the medal, 
was approved in an order signed recently by Admiral Emory 
S. Land, W. S. A. Administrator. 

Seamen and officers who have served in a ship’s company 
since December 7, 1941, on any United States flag ship or on 
any foreign flag ship which is operated by or for the account 
of the Maritime Commission or W. S. A. will be eligible to 
wear the button. 

In further recognition of the war service of the seamen, 
mariner’s medals, combat bars, war zone bars and service 
flags and buttons, with the prescribed conditions for issuance 
and wearing of the insignia, have also been designed and author- 
ized by the W. S. A. under similar Congressional action. 


W. S. A. RATE ORDERS 
Rates and surcharges on beauxite in bulk transported from 
Surinam and British Guiana to U. S. north Atlantic and Gulf 


ports have been prescribed by the War Shipping Administra- 
tion in its rate order No. 220. 
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National Safety Council 


More than 9,000 persons attended sectional and special 
meetings at the annual congress of the National Safety Council 
at Chicago, October 5, 6 and 7. More than 800 attended meet- 
ings of the steam railroad, commercial vehicle, street and high- 
way, marine, and transit sections. 

Sessions of the steam railroad section were devoted to 

anel discussions of train service and of non-train accidents to 
employes the afternoons of October 5 and 6, with W. J. Flan- 
nigan, superintendent of safety, Northern Pacific, St. Paul, 
Minn., and O. F. Gnadinger, supervisor of safety, Elgin, Joliet 
and Eastern, Chicago, presiding, respectively. Panel members 
and members in the audience discussed in detail causes for 
accidents in the operation of hand brakes and switches, in 
poarding of and alighting from locomotives and cabooses, in 
coupling and uncoupling cars, and other operations. For the 
most part, it was agreed that “inferior” new employes, deterior- 
ation of equipment, and the need for increased rapidity of 
operations had resulted in an increase in various types of 
accidents in the past year, and that education of employes in 
safety matters should not be curtailed in the war period. 

Charles E. Hill, general safety agent, New York Central, 
New York, speaking at the October 7 session, discussed the 
need to conserve manpower in the war period. He said the 
National Safety Council had distributed numerous press re- 
leases to newspapers throughout the country on the subject 
of grade-crossing and other accidents involving railroads. Such 
information to the press, he said, had undoubtedly done much 
toward educating the public as to the seriousness of such acci- 
dents. In the first six months of 1943, he continued, grade- 
crossing accidents totaled 1,730, compared with 2,130 for the 
same period last year, and crossing accidents decreased 20 per 
cent “on a locomotive mileage basis.” He said that gas ration- 
ing had accounted for part of that decrease, but that, because 
train movements had increased substantially in 1943 over 1942, 
the decrease in crossing accidents was an encouraging sign that, 
further, such decrease might occur in the future. He said the 
council had produced, in cooperation with the Association of 
American Railroads’ safety section, the sound slide film, “Safely 
We Work,” which had been shown to many railroad employes. 
He said that recent train accidents had not, contrary to state- 
ments by some commentators, been due to inexperience on the 
part of new rail employes. Employes involved in recent train 
wrecks were all experienced men, he said. He added that, on 
the basis of rail passenger miles operated, deaths to passengers 
in the present war period were 69.5 per cent fewer than similar 
deaths in the period of the first World War. This decrease, he 
said, was additional evidence that the railroads at present were 
doing a remarkably successful job in handling national freight 
and passenger business. 


H. C. Marmaduke, manager, employe suggestion, Ilinois 
Central, Chicago, urged that the railroads set up programs to 
encourage their employes to make suggestions for ways of 
eliminating accident hazards and for other efficiency purposes. 
Such plans should incorporate bonus payments to those whose 
Suggestions were adopted, he said. H. A. Daake, supervisor of 
safety, Erie Railroad, Cleveland, speaking on trespassing, said 
that the number of trespassers apprehended on railroad prop- 
erty had decreased 50 per cent in 1942 over the preceding year. 
He attributed the decrease largely to the increase of men in 
the armed forces. He said that workers at industrial plants 
located on or near railroad lines constituted an important 
group of present trespassers, adding that industrial safety 
leaders should redouble their efforts to prevent their employes 
from trespassing on railroad property. 

The steam railroad section elected the following officers: 


General chairman, Mr. Daake; vice-chairman, G. W. Elste, superin- 
tendent of safety, Baltimore and Ohio, Baltimore; secretary, C. M. 
Dempsey, inspector, safety department, Milwaukee Road, Chicago. 


Commercial Vehicle Section 


At the opening session of the commercial vehicle section, 
October 5, presentation of awards in the council’s annual na- 
tional fleet safety contest for the period ending June 30, 1943, 
were made. The winners included: 7 


For-hire inter-city trucking division: Large fleet, Mistletoe Express 
Service, Oklahoma City, Okla., and small fleet, City Transfer Company, 
Honolulu, T. H. Private inter-city trucking division: Large fleet, Tim- 
ken Roller Bearing Company, Canton, Ohio, and small fleet, Cabot 
Carbon Company, Pampa, Tex. For-hire city trucking division: Large 
fleet, Breen Delivery Service, Grand Rapids, Mich., and small fleet, J. J. 
Willis, Odessa, Tex. Private city trucking division: Large fleet, U. S. 
Navy Air Station, Miami, Fla., and small fleet, Puget Sound Navy 
Yards, Bremerton, Wash. Inter-city busses division: Large fleet, Cres- 
cent Stages, Inc., Anniston, Ala., and small fleet, Missouri Transit 
Company, Macon, Mo. City busses division: Large fleet, Crescent 
Motors, Inc., Anniston, Ala., and small fleet, Charlottesville and Albe- 
marle Bus Company, Charlottesville, Va. 
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In the evening, there was a joint session of the commercial 
vehicle, transit, and street and highway sections, devoted to 
the subject of “Women in Transportation.” Dorothy Sells, chief, 
personnel supply section, division of transport personnel, O. D. T., 
Washington, D. C., said that a present approximately 200,000 
women were employed in the transportation industry and that 
an additional 100,000 would be employed in the next 12 months. 
The new women employes were generally inexperienced work- 
ers, she said. She said that as yet no conclusive statistics were 
available to indicate whether or not women were more prone 
to accidents than were men. She said that in Great Britain, 
the consensus of employers of women was that they were not 
as prone to accidents as were men employes doing comparable 
work. She said that a similar opinion seemed to be gaining 
support in this country. Women employed as drivers, she con- 
tinued, had demonstrated a keen sense of responsibility for 
safety of operations, and women employed up to six months 
in such capacity had maintained a better safety record than 
men drivers. Not only were women’s accidents usually fewer 
in number than men’s accidents, but they were less serious, 
she continued. She added that women were usually more sus- 
ceptible than men to safety instruction. She urged that atten- 
tion be paid to the matter of special weaknesses of women 
employes, to encouraging women to assume a more confident 
attitude toward their jobs, and to insisting that women wear 
suitable clothing at work. 

Discussions of “responsibility for accidents” and of tech- 
niques for training drivers were held by the commercial vehicle 
section October 6, and a discussion of conservation of equip- 
ment and manpower was held at the final meeting October 7. 
J. L. Rinsinger, safety supervisor, Socony-Vacuum Oil Com- 
pany, New York, speaking on conservation of manpower, Octo- 
ber 7, said that responsibility for from 90 to 95 per cent of 
vehicle accidents rested on the drivers and those who trained 
them. Many vehicle accidents were less the fault of drivers 
than of company officials who had not instructed their drivers 
in methods of avoiding accidents, said he, adding that probably 
50 per cent of truck drivers at present “do not know sound 
driving practices.” He urged motor company officials to give 
adequate tests to their drivers and to “raise the meaning of the 
job,” so that drivers would take more pride and interest in 
their work. 

The section elected the following officers: 


General chairman, W. F. Brown, Consolidated Ediscn Company of 
New York; vice-chairmen, J. G. Hayden, Associated Transport, Inc., 
Charlotte, N. C.; H. D. Scheffer, Auto Owners Insurance Company, 
Lansing, Mich.; W. R. Smith, Scott Brothers, Philadelphia; secretary, 
John A, Ebeling, Olson Transportation Company, Green Bay, Wis. 


Transit Section 


Meetings of the transit section were held the morning of 
October 5 and the afternoon of October 6. Fred Nolan, general 
manager, Chicago Surface Lines, and James A. Gibb, president, 
Inter City Coach Line Company, Lansing, Mich., spoke on the 
effect of the war on city transit line operations. They said 
equipment shortages, lack of repair parts, and manpower short- 
ages, especially in mechanics and repairmen, had materially 
increased accident hazards. They did not indicate whether or 
not transit accident rates had risen in the year. W. J. Mack, 
superintendent, surface transportation, Philadelphia Transpor- 
tation Company, said that new women employes had a better 
safety record than the men employes, particularly in reducing 
accidents to passengers boarding and alighting from cars. 

The section elected the following officers: 


General Chairman, H. W. Whitcomb, Philadelphia Transportation 
Company; vice-chairmen, C. H. Shaner, Youngstown, Ohio, Municipal 
Railway Company; N. L. Young, Southeastern Greyhound Lines, Lex- 
ington, Ky.; W. S. Helmer, Chicago Rapid Transit Company; secretary, 
J. P. Tretton, Indianapolis Railways, Inc.; program chairman, A. J. 
Naquin, New Orleans Public Service Company. 


Marine Section 


Meetings of the marine section were held the afternoons 
of October 5, 6 and 7. John F. Juli, Dravo Corporation, Pitts- 
burgh, speaking on wartime river safety, urged that the section 
undertake a large-scale safety educational program to increase 
accident-prevention work of pilots and other employes of inland 
waterways barge lines. He said money expended on waterways 
improvements in peacetime had paid dividends in providing 
facilities for present movement of war goods by barge lines. 
John ‘McGiffin, superintendent .of safety, Canadian Steamship 
Lines, Montreal, said that since the company organized a 
safety program in 1938, accidents to its employes had decreased 
66 per cent. James E. Moss, Atlantic Refining Company, Phila- 
delphia, reporting as chairman of the tankers committee, said 
that of 40,000 “citations of fact with regard to wartime mer- 
chant marine casualties,” approximately 12,000 related to tank 
vessel sinkings. Considerable information had been obtained 
by the U. S. Navy and Coast Guard concerning relative values 
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of the use of varying types lifeboat, life preservers and other 
marine appliances used on tanker vessels, said he. Loss of 
personnel in tanker sinkings had decreased considerably in 
recent months, he said, attributing the decrease in part to 
cooperation of tanker line officers and employes in safety work. 
The report was approved. 

The section elected the following officers: 


General chairman, W. C. Garbutt, casualty manager, Pittsburgh 
Steamship Company, Cleveland; vice-general chairman, Carter Kendall, 
safety engineer, Bethlehem Steel Company, Bethlehem, Pa.; secretary, 
Harold M. G. Wick, assistant to president, American Bureau of Ship- 
ping, New York. 

Street and Highway Section 


Sessions of the street and highway section were devoted 
to talks on and discussions of street accidents, traffic court 
procedure, and intra-city problems concerning transportation of 
war plant employes. Harold F. Hammond, director of the 
traffic and transportation bureau of the National Conservation 
Bureau, warned that approximately 150,000 private passenger 
cars were “going off the roads’? each month, resulting in a 
steady rise in needs for accommodations on city transit line 
vehicles. He advocated that transit lines make detailed studies 
of changes in passenger requirements and redouble efforts to 
eliminate accident hazards and bottlenecks in traffic. 

The section elected W. Graham Cole, Metropolitan Life 
Insurance Company, New York, general chairman. 

The Institute of Traffic Engineers held its annual meeting 
at Chicago, October 3, 4 and 5, in conjunction with the council’s 
meeting. There were talks on and a discussion of plans for 
improving intra-city highway facilities in the post-war period. 
Mr. Hammond was elected president; T. J. Seburn, traffic 
engineer for Kansas City, Mo., vice-president, and W. S. Smith, 
Yale University, New Haven, Conn., secretary. 





ERIE RAILROAD RECLAIMS COUPLERS 


The Erie Railroad, through a new process of welding 
and normalizing, is reclaiming each month more than 300 
damaged cast steel car couplers at its reclamation plant at 
Meadville, Pa. The project involves salvaging and putting 
back in service more than 87,000 pounds of steel a month. 
The process, which includes “normalizing” in an automatic 
heat-controlled furnace, has been approved by the mechanical 
division of the Association of American Railroads. 


Statement of Ownership 


The Traffic World, published weekly, at Chicago, Ill., for October 
1, 1943. 


State of Illinois 

County of Cook 

Before me, a notary public in and for the state and county afore- 
said, personally appeared E. F. Hamm, Jr., who, having been duly 
sworn according to law, deposes and says that he is the president 
and treasurer of the Traffic Service Corporation, publisher of The 
Traffic World, and that the following is, to the best of his knowledge 
and belief, a true statement of the ownership, management, etc., of the 
aforesaid publication for the date shown in the above caption,. required 
by the Act of August 24, 1912, as amended by the Act of March 3, 1933, 
embodied in section 537, Postal Laws and Regulations, printed on the 
reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, and bus!i- 
ness managers are: Publisher, The Traffic Service Corporation, 418 
South Market St., Chicago, Ill. Editor, Henry A. Palmer, 1244 Forest 
Ave., Evanston, Ill. Managing Editor, none. Business managers, none. 

2. That the owners are: The Traffic Service Corporation, Chicago,IIl. ; 
E. F. Hamm, Jr., Winnetka, Ill.; Estate of William Eastman, Evans- 
ton, Ill.; Henry A. Palmer, Evanston, Ill.; Ruth Tyler Fullam, La 
Grange, Ill.; Louise Tyler Llewellyn, La Grange, Ill.; Margaret Tyler 
Vial, La Grange, Ill.; Etta T. Browne, La Grange, IIl.; Alice 
F, O’Bannon, Kenmore, N. Y.; Leslie R. Fellows, St. Paul, Minn.; 
Fred P. Fellows, St. Paul, Minn. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
bonds, mortgages, or other securities are: None. 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder or 
security holder appears upon the books of the company as trustee 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge and 
belief as to the circumstances and conditions under which stockholders 
and security holders who do not appear upon the books of the company 
as trustees, hold stock and securities in a capacity other than that of 
a bona fide owner; and this affiant has no reason to believe that any 
other person, association, or corporation has any interest direct or in- 
direct in the said stock, bonds, or other securities than as so «stated 
by him. 

The Traffic Service Corporation, Publishers, 
President and Treasurer. . 

Sworn to and subscribed before me this 5th day of October, 1943. 

(Seal) ELEANOR E. KOHNKE. 

(My commission expires October 20, 1945.) 


E. F. Hamm, Jr., 
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Chicago Motor Transport Week portatio 


Motor carviers in the Chicago area observed motor trang. 
port week, begining October 4, with a series of meetings x 



























which accounting, claim prevention, business development, safe. Ps : rs PN 
ty and operations were subjects for study and discussion, C. hman Mo 
The week opened with a_luncheon, October 4, at which et the s 
more than 800 were present. Featured speaker was Harold ¢ of the Army’: 
Arnot, director, motor transport division, Office of Defenge “The Import 
Transportation. He said that highway transportation had not, @ jays, Loss an 
as yet, received full support of public opinion and that, if the of freight we 
activities of the week did anything to change that, it would [je said, dam 
have attained its object. He said that, to bring that about, the trouble was, 
industry would have to tell the public of great advances jp drivers. F. 
service and equipment and would have to make it aware of the J North Chica 
fact that, as a result of the important part the motor truck  }emarks on 
was playing in the war, greater advances might be expected shipments tc 
when the war was over. He characterized the motor transport In an Of 
industry as a “self-made industry,” and said it has built itself was said in 






without the aid of subsidies. The industry must make the public 
aware, not only of its part in transportation for war, but of its 
essentiality to the railroads, shippers, farmers, wholesales and 
retailers, factories and packing houses, he said. He discussed a 
number of the weighty current truck problems, including man- 
power, equipment, repair parts and tires. As to the latter, he 
said that synthetics for truck tires were still “an unknown 
quantity.” 
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Mr. Moore : 

The other speaker at the luncheon was Tom Collins, public. § truck accov 

ity director, City National Bank and Trust Company, Kansas § cations of | 
City, Mo., whose address was inspirational and humorous. not at pres 
successfull} 

Business Development Section H. E. § 





‘ y Z tem, critici: 
Best attended of the sectional meetings was that on busi- 











































































































“funct 
ness development, October 7, with Harry F. Chaddick, American caeene, | 
Transportation Company, presiding. These meetings were ar- & the operate 
ranged by the respective sections of the Central Freight Asso § pyrden on 
ciation, although attendance was not limited to members of & exemptions 
that association. ; tions for p' 

Two hundred attended the business development meeting Silver Flee 
at which Ted V. Rodgers, president, American Trucking Asso- of cost dat 
ciations, spoke on “A New Day Dawns in Motor Transportation.” c. G. Sch 
He said a “glorious new day’ would come in the future, with Chicago, s 
motor transport “accorded its rightful place in the scheme of the Motor 
things as a leading industry,” but that, meanwhile, with man- 
power shortages and with the failure on the part of the govern- 
ment to permit the construction of sufficient new trucks, it was < om 
“a question as to how long the trucks could continue to go on,” onsen ti 
despite the ingenuity and determination the operators were daieeen 
exercising to perform a needed war duty. He said that the Leslie Ha 
manpower pressure might be expected to become worse with “An Ideal 
the drafting of fathers and that truck operators ought imme- G. Morga 
diately to intensify their training programs, not only in the een Tree 
work required of inexperienced men and women, but in safety tion with 
practices. chief just 

Lawrence W. Fischer, Timken-Detroit Axle Company, Habits of 
spoke on ‘‘The Future of Motor Transportation.” He said motor departme 
freight operators should start their post-war planning now, and 
that it should cover regulation, highways, operations and ve- 
hicles. As to regulation, he said all highway interests should 
unite to “remove present unfair restrictions” and to fight for _ One 
“uniform regulations on weights and sizes of motor vehicles.” Chicago 
The entire industry should also begin planning for new high- of — 
ways and expressways after the war. He predicted ‘‘somewhere attended 
between 40,000,000 and 50,000,000 vehicles on the road by 1960.” The 
Unless the industry has a sound highway program ready after § the week 
the war, he said, wasteful projects would be proposed by others. Tilino' 
He warned especially against the “grave danger” of “an end Chicago; 
to the cooperative federal-state highway program which up to primey 
now has achieved in America the greatest highway system in pan ts a 
the world.” oun of 3 

Truck operators should prepare now to apply the “costly 
lessons” in operations and maintenance learned under the stress 
of war, he said. He told of research and experiment carried on 
by his company to develop highway transport vehicles with A 
increased speed and horsepower, better driver control, easier _ Am 
steering, better stopping ability, quick access to controls, auto- te 
matic transmission operation and improved spring suspension. Gonamas 
His company, he said, had retained Lurelle Guild, an industrial Fogg : 
designer, to prepare designs for such post-war vehicles. He then Pacit , 
introduced Mr. Guild, who showed slides illustrating those de- B Es. 
signs and spoke of the special virtues of each. ati 

There was a questions and answers period in which the ; 
panel consisted of Frank Purse, district manager, Commissions in whic 








motor carrier bureau; Harry Gormley, regional manager, Office 






: and fu 
of Defense Transportation; Frank Corcoran, district manager, tog 
O. D. T.; Chester Moore, managing director, Central Motor and rey 
Freight Association; Mr. Rodgers; Col. Dan Hardt, sixth zone 
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transportation officer, U. S. Army, and A. H. Schwietert, trans- 
portation director, Chicago Association of Commerce. 


Claim Prevention Section 


R. J. Olson, chairman of the claim prevention section, 
c. M. F. A., presided at a_meeting October 6. Mandel Korn, 
. an Motor Delivery, Chicago, described the aims and pur- 
ses of the section, and Capt. Reed Titus, U. S. Army, in charge 
of the Army’s freight consolidation depot at Chicago, spoke on 
“The Importance of Moving Military Freight to Prevent De- 
lays, Loss and Damage.” Although upwards of 3,000,000 pounds 
of freight were handled daily through the consolidation depot, 
he said, damage to freight was slight. The principle cause of 
trouble was, he said, improper checking of packages by truck 
drivers. F. P. Campbell, traffic manager, Abbott Laboratories, 
North Chicago, spoke along the same lines, and added some 
remarks on the necessity for more adequate packing of truck 
shipments to minimize damage. 

In an open forum discussion, led by G. A. Fitzgerald, much 
was said in favor of the establishment of a central truck overs 
and shorts bureau in Chicago. The advantages of a proposed 
truck weighing and inspection bureau were also discussed. 


Accounting Section 


Walter Mullady, chairman of the association’s newly organ- 
ized accounting section, presided at a meeting October 5, at 
which uniformity of motor carrier accounting was considered. 
Mr. Moore said there was need for changes in the Commission’s 
truck accounting rules, especially in those prescribing classifi- 
cations of accounts. Commission-required truck statistics did 
not at present afford bases for determining cost data necessary 
successfully to prosecute petitions for rate increases, he said. 

H. E. Schaibly, comptroller, Interstate Motor Freight Sys- 
tem, criticized the Commission’s accounting rules for not setting 
up a “functional basis” for reports. G. A. Payne, M. M. Berman 
Company, said that reports called for by the Commission and 
the operators’ own accounting needs put an unreasonably heavy 
burden on truckers. He said operators ought to apply for 
exemptions for costs of complying with governmental regula- 
tions for purposes of excess profits taxes. O. L. Doud, treasurer, 
Silver Fleet Motor Express, spoke on the increasing importance 
of cost data in the determining and fixing of rates and charges. 
C. G. Schmidt, auditor, Halsted Exchange National Bank of 
Chicago, spoke on “Bank Auditing and Accounting as It Affects 
the Motor Freight Industry.” 


Safety and Operations Section 


A meeting of the association’s safety and operations section 
was set for the afternoon of October 8, with Barney Cushman, 
chairman, presiding. Speakers selected for that session were 
Leslie Harvey, engineering department, Bendix Corporation, on 
“An Ideal Preventive Maintenance Program on Brakes”; Charles 
G. Morgan, Jr., manager, safety and operations section, Amer- 
ican Trucking Associations, on “The Present Manpower Situa- 
tion with Relation to Safety on the Highway”; Harry H. Porter, 
chief justice, municipal court, Evanston, Ill., on “The Personal 
Habits of Employes,” and Sgt. F. M. Andrews, Evanston police 
department, on “Testing the Drunken Driver.” 


Sports Program 


_ One of the events of the week was a sports program at the 
Chicago Arena, the evening of October 5. There was a card 
of amateur boxing bouts and wrestling matches. About 1,200 
attended. 

The committee in charge listed the following as supporting 
the week’s observance: 


Illinois Motor Truck Operators’ Association; Cartage Exchange of 
Chicago; Motor Truck Operators’ Association of Illinois; Chicago Auto- 
mobile Trade Association; Chicago Suburban Motor Carriers’ Associa- 
tion; Chicago Joint Information Office; the Commission’s bureau of 
motor carriers; the Office of Defense Transportation, and the sixth zone 
area of the U. S. Army Transportation Corps. 


TRUCK MEETING SPEAKERS 


_ American Trucking Associations, Inc., announces that the 
principal speakers at the forthcoming conference on motor 
transport problems in Chicago, Oct. 19-20, will be Brigadier- 
General Robert H. Wylie, acting chief, Transportation Corps, 
Army Service Forces; William M. Jeffers, president, Union 
Pacific Railroad Co., former rubber director; Director Joseph 

Stman of the Office of Defense Transportation; and 
Bradley Dewey, who succeeded Mr. Jeffers as rubber director. 
. _ The association said there would be three discussion panels 
in which government officials would participate, one on rubber 
and fuel problems, one on manpower and the National War 

. Board Trucking Commission, and one on vehicles, parts 
and repair materials. 





Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated.’ If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, ss 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Mixed Truckloads 


Michigan.—Question: The answers to Indiana on page 551 
of the March 6, 1943, Traffic World, and to Michigan on page 
1491 of the June 19, 1943, issue do not appear to have con- 
sidered Item 130 in Central States Motor Freight Bureau, Inc., 
Agent, MF-I. C. C. No. 85, Tariff 205. This item has been re- 
issued in supplement 21 to Exceptions Tariff 205. 

The original Item 130 resulted in considerable controversy 
because of conflicting provisions carried in Rule 13 of National 
Motor Freight Classification 6 

In any event, will you please advise if Item 130 was given 
a when the two questions referred to were ana- 
lyzed. 

Answer: In connection with our answer to the question 
of Michigan, on page 1491 of June 19th issue of the Traffic 
World, there was no mention of a specific shipment. In other 
words, no date, origin, destination or tariff authority governing 
the movement was given. The question there considered was 
whether the provisions of paragraph B, Section 1 of Rule 12%, 
as published in Supplement No. 14 to National Motor Freight 
Classification No. 6, which covers “Charges on Individual Min- 
imum Weights,” or the provisions of paragraph (f), Rule 5 of 
Supplement No. 6 of the same publication covering “Charge 
for Improper Packing,” applied. Therefore, no exception tariff 
was taken into consideration in making our reply. Likewise, 
with respect to our answer to Indiana, referred to above, only 
the information contained in the inquiry was considered. 
Tariff Interpretation—Application of Rule 12!% of National 
Motor Freight Classification to Ratings in Classification Tariff 

Illinois.—Question: Your answer to Indiana, on page 49 
of the July 3, 1943, Traffic World, regarding the application of 
Rule 12% of National Motor Freight Classification to ratings 
in Classification Exceptions Tariff, holds that Note 1(a), of Item 
5680 of Central States Motor Freight Bureau, Inc., Agent, 
Tariff No. 205, MF-I. C. C. No. 85, does not displace Rule 12% 
of National Motor Freight Classification. 

We disagree with your statement that Rule 12% is appli- 
cable in connection with Item 5680 under the provision as 
shown on title page of the Exceptions Tariff. The title page 
reads “Unless otherwise provided ratings in this tariff are sub- 
ject to rules of the Classification.” 

Since Note 1(a) of this item is a specific exception to the 
provisions of Rule 12%, said classification rule is not applicable 
in our opinion. If it is, then why have an exception. Further- 
more, Item 5680 provides only one rating and not two, as re- 
quired in Section 2 of Rule 12%. The probable loss and addi- 
tional cost of handling small articles or pieces was likely taken 
into consideration when item was first published. 

We will appreciate your further comments. 

Answer: We agree with you that under the provisions of 
paragraph (a) of Note 1 of Item 5680 of the Classification 
Exceptions, the provisions of Rule 12% of the National Motor 
Freight Classification are not applicable in connection with the 
ratings therein. 


Tariff Interpretation—Export Versus Domestic Rates 


Alabama.—Question: We would appreciate your answer- 
ing the following question as to export vs. domestic rates. The 
rate from A to B on pig iron for export is $3.58 per gross ton 
minimum weight 50 tons, published in Item 8175 of Southern 
Freight Bureau Tariff 705-E, I. C. C. 729, which rate would 
seem to be governed by Item 155. 

There is also a rate from A to B on pig iron of $4.09 per 
gross ton minimum weight 25 tons, published in Southern 
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Freight Bureau Tariff 18-M, I. C. C. 753 for domestic consump- 
tion. 

Which rate would apply on a shipment of 25 tons pig iron 
for export shippgd from A to B, in view of the above? 

Answer: Where there is a published export rate on a com- 
modity moving to a port for export, this rate is to be applied 
even though it is higher than a domestic rate applying to the 
same port. 

However, should there be published in the tariff an alter- 
native provision stating that the lower rate of the two applies, 
then the domestic rate, if lower, would be applicable. 

In this connection Rule 7(a) of Tariff Circular 20, reads 
in part as follows: 


Export and import rates, when so designated, whether class or 
commodity, take precedence over other rates between the same points, 
via the same route, on export or import traffic, as the case may be, 
and tariffs containing such rates must so provide. 


See also Rule 16(a) of Tariff Circular 20, reading in part 
as follqws: ; 


Each classification shall contain the following rule: ‘‘The establish- 
ment of a commodity rate removes the application of the class rate on 
the same article between the same points via the same route, except 
when and in so far as alternative*use of class and commodity rates is 
specifically provided in the tariff containing such commodity rates, and 
except that import or export class rates will take precedence over 
commodity rates which are not published specifically to apply on import 
or export traffic.”’ 

In applying the above rule, a local commodity rate will displace a 
proportional or reshipping class rate between the same points via the 
same route, whether higher or lower, but an import or export class 


rate takes precedence over a domestic commodity rate whether higher 
or lower. 


See, also, the decision in M’Clung vs. Seaboard A. L. Ry. 
Co, 136. 5. C. C. a4i. 

Tariff Interpretation—Application of Rule 20 of Consolidated 
Classification 

Ohio.—Question: We will appreciate information relative 
to Rule 20. 

If a shipment of machinery is forwarded, the motor being 
packed in one container, some bolts and washers in a separate 
container, is it the shipper’s responsibility to indicate on the 
lading that the three separate articles constitute a complete 
machine? If the shipper lists separately each of the items, is 
the carrier to assume that the consignment consists of a com- 
plete part knocked down or should the carrier rate the articles 
as designated on the lading according to their merits in each 
instance ? 

Answer: If all the parts of one article for which there is 
a commodity rate or classification rating published for applica- 
tion between given points are delivered to a carrier for trans- 
portation, under one bill of lading, the commodity rate or 
classification rating on the complete article must be applied. 

To list the several parts separately on one bill of lading 
will not render the rule inapplicable, if in fact the several parts 
comprise one or more complete articles, for which there is a 
commodity rate or classification rating applicable from and to 
the point of origin and destination shown in the bill of lading. 

If, however, there is no commodity rate or classification 
rating which covers the complete article, the rate or rating 
applicable to the several parts may be applied, even though 
the parts are listed severally on the same bill of lading. See 
Brunswick Radio Corporation vs. Chicago, B. & Q. R. Co., 188 
I. C. C. 162; Westinghouse Electric Supply Co. vs. Alton & S. 
Ry. Co, 223 £. CC. 2c. 

To entitle the shipper to the lower rating on the component 
parts, separate bills of lading for the parts should be taken out. 
Kenyon Dredging Co. vs. Houston, E. & W. T. Ry. Co., 139 
I. C. C. 38; Parkersburg Rig & Reel Co. vs. B. & O. R. R. Co., 
115 EL. C.. €. Sas. 


Tariff Interpretation—Mixed Truckload Shipments 


Connecticut.—Question: Have you not overlooked the fact 
that there are two different points of origin in Item 398 and 
Item 428 of Eastern Motor Freight Conference, Inc., Agent, 
Tariff No. 20-B, MF-I. C. C. No. A-2, referred to in your answer 
to New York on page 610 of the September 11 issue of the 
Traffic World, under the above caption. 

Item 398 in that tariff shows, for instance, the 25-cent rate 
to Hartford from New York 1 and New York 2. Item 428 has 
been corrected by a supplement to read Gulf Port, Staten 
Island. Gulf Port, Staten Island, takes New York 6. 

Perhaps I am wrong, but as I interpret it the shipment 
would originate at two different places. Therefore, the mixture 
rule would not apply. 

Answer: As we interpret the tariff to which you refer, Gulf 
Port, Staten Island, is a point of origin in both items. 

So far as Item 398 is concerned, Gulf Port, Staten Island, 
takes Gulf Port, Staten Island, rates, while there are rates in 
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Item 428 applying from Staten Island, which apparently wil 
include Gulf Port. 


Damage—Measure of—Cost of Repairs and Freight Chargy 
on Repaired Shipment 


California—Question: A display card printing machipmion No. lo. 4 
arrived from Chicago in a damaged condition, and upon jp.jmame but whi 
structions of the carrier, was returned deadhead freight to the—mess steel tubi 
factory at Chicago for repairs. When the repairs had heey mmthese articles 
made,. the factory shipped the machine back to us by e ress, 2 icles made 
and we paid $33.00 express charges. We filed claim with theming, in Item 
carrier for the cost of repairs, plus the express charges paid on (M15? . 
the return of the damaged machine. The carrier contends tha Answer: | 
they should allow only what the freight charges would hay (articles to W 
been, since they did not give their permission to return th (your inquiry. 
machine via express. At the time the machine was returned ty If the " 
Chicago for repairs, the carrier gave us no instructions ag {™lett’s 1. C. 
how it should be returned. under the de 

This machine was invoiced in the amount of $2,500.00 anj @Erie Railroac 
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shipped on March 23, 1943. Even with the use of express sery.jvs. Boston ry 
ice on the return move, it was not redelivered to us in a usable _as publishe d 
condition until June 10th. notwithstand 
We are unable to locate any court decisions, but believe Mrariff interp 
that the carrier should reimburse us for all actual expense jp. aki 
curred by reason of its failure to deliver in good order ani. Pem"sy 
condition. Michigan, on 
Kindly let us have your opinion in the matter. also ig oh 
Answer: Where property is injured in transit, the general of the Trail 





q rather sig! 


rule is that the measure of damages is the difference between brake lining 


the value of the property at the time and place of delivery in 




















an uninjured condition and its value in the depreciated condi- 5 
tion in which it was delivered, less the freight charges to the 205, N.O 
point of destination if they have not already been paid ani arts, Note 
not the difference between the value of the property when de. 9 = ssp 
livered to the carrier and the value at destination. use Sif tio 

If the shipper repairs the goods which have been damaged Classi tae 
in transit the carriers should compensate the shipper for the “—~ re 
expense of reconditioning or repairing goods which have been t Frei 
damaged through the negligence of the carrier, if the result of poretd hm 
the shipper’s efforts is to restore the goods to their original y 0. 1” I 
value or to enhance the value of the goods to a figure in exces St pw Motc 
of their value in the damaged condition in which received, afte sd tha 
deducting the cost of the reconditioning. See the followin Touts in I 
cases, in which such damages have been allowed: P. & S. F.R Ine. Agent 
Co. vs. Shell, 265 S. W. 758; American Ry. Express Co. w 9; i aoe | 
Judd, 104 Sou. 418; St. L. S. W. Ry. Co. vs. Tucker, 255 S. W. of the ager 
553; Wilson Poultry & Egg Co. vs. Mo. Pac. R. Co., 215 Pac. 


1020: Galveston & S. A. Ry. Co. vs. Standard Rice Co., 348.W. Breignt Bu 
2d 619. 

Under the decisions in West Construction Co. vs. Seaboard a. 4 
Air Line, 210 S. W. 633; Chicago, R. I. & P. R. Co. vs. Reid, B commoditie 
132 Pac. 812; Priestly vs. Northern Indiana & Chicago R. Co, B any such cl 
79 Am. Dec. 369; Allen vs. Southern Pac. R. Co., 126 Pac. 722, 







































































and Western Machinery Exchange vs. Northern Pac. Ry. Co, ame vert 
254 Pac. 248, the reasonable rental value of the machinery is Bince. has d 
recoverable where the machinery was damaged by the carriet B“prake or 
while in the course of transportation. In the latter case the Bmust be it 
court said: Note p 

Some contention is made in behalf of the railroad company that ™ c., in Lis 
there should not have been any award of damages on account of the description 
loss of the use of the crane by the machinery exchange during the time under nan 
necessarily consumed in the repairing of it. We have recognized loss shown in ° 
of use as an element of damage in such cases in the following of ow’ B® mobile Pa: 


decisions: Anderson vs. McLaren, 194 Pac. 828; Madden vs. Nippon & be interpre 
Auto Co., 206 Pac, 569; Norris vs. Hadfield, 213 Pac. 934, 206 Pac. 846; 























Kirvy vs. American Ry. Express Co., 242 Pac. 24. cael 

We think such allowance is proper in this case, although cas¢ Anew 
might arise wherein such allowance would not be proper. P 

sion in Aj 

If rental value is claimed the carrier should be willing t) 1. C. C. 1 

pay express charges, as that form of transportation resulted in § Norwich | 

reduction of that element of damages. I. C. C. 5s 






Versus Specific Description in Classification 








Nevat 

Georgia.—Question: Rule 2, on page 102, of Agent Cur- Ibs., move 
lett’s Freight Tariff 141-A, Exceptions to Southern Classifica- B’oute poir 
tion, I. C. C. No. A-786, provides that if no rating is shown for The ¢ 


an article in the Exceptions, the rating shown in the Southern Point A t 
Classification proper will apply. In Item 2482614, on page 170, 
a 6th class rating is published to apply on “iron or steel manv- 
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factured articles as described in Notes 6 to 9 inclusive, L. C. L. 

Notes 6 to 9 inclusive, published on pages 79 to 82 inclusive, Unde 

are captioned as follows: also carri 
“Rates will apply on following Iron and Steel Articles en 

i. Cee WE tooed 
Several hundred iron and steel manufactured articles af Bi, point ¢ 

enumerated in these notes, some of the articles being men- 

tioned by name only and others with a further description. But The 1 






in no instance is there a specific reference to descriptions ™ 
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outhern Classification to supplement the descriptions as con- 
ined within Notes 6 to 9 inclusive. 
Tubing, seamless, is named in Note 9 on page 82. The 
tem does not carry any further description. This particular 
escriptions does not appear in Consolidated Freight Classifica- 
on No. 15. There are several articles bearing a different trade 
ame but which are nothing more or less than pieces of seam- 
ess steel tubing. Is the 6th class rating lawfully applicable on 
ese articles or is this rating restricted to apply on those 
icles made of steel tubing under the generic heading of tub- 
ing, in Item 13205 of Consolidated Freight Classification No. 
? 


15 










‘answer: Your inquiry does not specifically identify the 
articles to which reference is made in the last paragraph of 
inquiry. 
wer us “seamless steel tubing,” as used in Agent Cur- 
Jett’s I. C. C. A-786, is broad enough to include the articles, 
under the decisions in Animal Trap Company of America vs. 
Erie Railroad, 243 I. C. C. 171, and Norwich Wire Works, Inc., 
ys, Boston & M. R. R. Co., 232 I. C. C. 593, the rating thereon 
as published in the exceptions tariff will apply on the articles, 
notwithstanding they are specifically rated in the classification. 


Tariff Interpretation—Application of Broad Tariff Description 


Pennsylvania.—Question: I have noted your answer to 
Michigan, on page 105 of the July 10 issue of the Traffic World; 
also your answer to Illinois, on page 383 of the August 14 issue 
of the Traffic World, and I wonder if you have not overlooked 
arather significant point in your interpretation of the rate on 
brake linings, viz.: ; 

In Central States Motor Freight Bureau, Inc., Agent, Tariff 
205, MF-I. C. C. No. 85, List 10 includes Brakes or Brake 
Parts, N. O. I.; Brake Drums, without attachments; and Brake 
Shoes. Note that these are the only articles designated by the 
use of the word “‘brake” on page 18 of National Motor Freight 
Classification No. 6, under the heading of Automobile Parts or 
Accessories. ‘ 

Now referring to Items 16 and 17, on page 37 of National 
Motor Freight Classification No. 6, you will note there is a 
distinction between “brake lining fabric” and “brake linings, 
N. O. I.” Brake lining fabric is shown in List 30 of Central 
States Motor Freight Bureau, Inc., Agent, Tariff 205 and it is 
obvious that the rate of 66c (Column 2 rate Detroit to St. 
Louis,, in Item 1040 of Central States Motor Freight Bureau, 
Inc., Agent, Tariff No. 262-B, MF-I. C. C. No. 104, will apply 
to it when in mixed shipments and not in excess of 25 per cent 
of the aggregate weight of the lading. 

The question is, therefore, what the Central States Motor 
Freight Bureau, Inc., means by the description “Brakes or 
Brake Parts,” which appears in List 20 of Tariff 205. Obvi- 
ously it is intended to apply to something different from the 
commodities already covered by List 10 and in the absence of 
any such classification description it is entitled to the broadest 
interpretation. There is no doubt that a brake lining is a 
brake part and since the Central States Motor Freight Bureau, 
Inc., has departed from classification descriptions in showing 
“brake or brake parts” in list 20 it is the writer’s belief this 
must be interpreted.as including “Brake Linings, N. O. I.” 

Note particularly, the Central States Motor Freight Bureau, 
Inc., in Lists 10, 20 and 30 referred to, have included under the 
description of “Automobile Parts, Viz.,’”’ numerous articles 
under names not shown in the Classification or which are 
shown in the Classification under captions other than “Auto- 
mobile Parts.” It is the writer’s opinion that Item 1040 must 
be interpreted in the light of itself and Lists 10, 20 and 30, by 
virtue of the publisher’s departure from classification language 
throughout. 

_ Answer: If brake lining is a brake part, under the deci- 
sion in Animal Trap Co. of America vs. Erie R. R. Co., 243 
I. C. C. 171, the rate on brake parts should apply. See, also 
rch Works, Inc., vs. Boston & M. R. R. Co., 232 
e . B. 


Tariff Interpretation—Specific Versus Intermediate Rule Rate 


Nevada.—Question: A shipment of feed weighing 10,500 
lbs., moves from point A to Point C, the latter being an off- 
route point commercially related to Point B. 

_ The applicable rate tariff names a commodity rate from 
Point A to Point C as follows: 


Seihiers waaiis igi to.e Wigan W ore deo Aca eu RDS SHAR AeA Sa Any quantity 
ie eta Ron vn paren: ah alk jis: aintie'sk wy'6 ie teva erm Gi oc Minimum weight 2,000 pounds 


Under the heading of Application of Rates, the same tariff 
also carries an item reading as follows: 


In the absence of specific commodity rates from Point A to Point C, 


rates named herein from Point A to Point B will apply from Point A 
to Point C, 


The tariff, in another item, names a commodity rate on the 
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article shipped, publishing a rate of 82 cents per 100 lbs., min- 
imum weight 10,000 Ibs., from Point A to Point B. 

Which is the lawful rate on the shipment described above 
—the rate of 109, based on the minimum of 2,000 lbs., specif- 
ically named from Point A to Point C, or the rate of 82 cents, 
minimum weight 10,000 lbs., from Point A to Point B, appli- 
cable to Point C under the terms of the item quoted above? 

The writer’s contention is that the rate of 82 cents must 
be applied. My argument is that the rate of 109 cents is not a 
specific point to point rate applicable to this shipment. It is 
my belief that in order for apoint to point rate to Point C to 
take precedence and block the application of the 82 cent rate 
to Point B, such a rate would have to be specific in two ways, 
namely, as to its application to the commodity shipped, and, 
secondly, as to its application to the quantity shipped. As I 
see it, all the conditions must be the same. If the rate of 82 
cents to Point B were conditioned upon a minimum weight of 
2,000 Ibs., there would be no argument. The rate of 109 cents 
published directly to Point C would apply without question. 

I hold that the three rates referred to above, viz.: 


SE Oxietauu kes baee sos eka ad ohne bhiss kus ade kadai Coma e Any quantity 
55 55S hws eae be eknccekanancshatarhe Minimum weight 2,000 pounds 
MGa nd cekhae Dhaba teehee wa cenesGsaubeabede Minimum weight 10,000 pounds 


must be considered as if they were all in one and the same 
item, and applied alternatively, giving each shipment the bene- 
fit of the rate producing the lowest charge. 

In this case, shipment was passed at 82 cents and the 
auditor of the truck line is trying to collect what he holds to 
be an undercharge. We will appreciate your interpretation, 
supported by any authorities which may be available. 

Answer: Since the specific rates of 109, minimum weight 
2,000 lbs. and 112, any quantity, cover a movement from A to 
C in any quantity that may be shipped, we are of the opinion 
that the 82 cent rate to B cannot be applied at C. 

We do not think that the fact that the specific rates to C 


* are coupled with weights which differ from that which applies 


in connection with the rate to B, permits of the application of 
the rate to B at C under the intermediate rule on a shipment 
of 10,500 pounds, as there is a specific rate to C which applies 
to C on a shipment of that weight. 

In its decision in Standard Oil Company vs. A. T. & S. F. 
Ry. Co., 139 I. C. C. 297, the Commission held that a specific 
rate always takes precedence over a rate made by the use of 
an intermediate rule, regardless of whether they are contained 
in the same tariff or in different tariffs, and of whether the 
specific rate is published to become effective before or after 
the effective date of the rate under the intermediate rule, un- 
less there are published tariff provisions to make clear, and 
give effect to the purpose to have rates resulting from the 
intermediate rule apply to the exclusion of specific rates in 
certain instances. 


Tariff Interpretation—Application of Broad Description in 
Commodity Tariff 


Georgia.—Question: Specific commodity rates are pub- 
lished in Section 2 of Agent Curlett’s I. C. C. A-635, for appli- 
cation from various Trunk Line territory points to South At- 
lantic ports via rail and water routes. On page 7 of supple- 
ment No. 2, commodity rates are provided for application on 
“Iron and Steel Articles, as shown in Notes 1 to 23 inclusive 
of the tariff, as amended.” On page 82 of the tariff, under the 
heading “Explanation of Notes,” is the heading “List of Iron 
and Steel Articles.” Immediately under this list is the state- 
ment “Where reference is made to Notes 1 to 23, rates will 
apply on the following articles C. L. and L. C. L. When in 
carloads minimum weight will be as shown herein.’”’ Then fol- 
lows a list, under Notes 1 to 23 inclusive, of several hundred 
articles of iron or steel manufacture. 

Note 8, on page 84, lists “Chain or chain cable, with not 
to exceed two shackles for each length of chain, attached to 
the chain or loose.” This description is restricted not to apply 
on automobile tire chains nor on steel chains, machine finished. 
Manufacturers at Pittsburgh and York, Pa., produce some forty 
or fifty differently described chains including coil, loading, 
block, trace, dredge, animal, wagon, railroad, truck, buck, con- 
veyor, pitching, swing, chandelier and other types of chains. 
Some of these articles are specifically described in Southern 
Classification and others fall within the group “Chain, N. O. I. 
B. N.” However, as indicated above, the commodity rates will 
apply on all iron or steel chains or chain cable, carload and 
less carload. It will be appreciated therefore, if you will ad- 
vise me what provisions of the tariff itself forbids the applica- 
tion of these commodity rates on shipments of animal chains 
made of iron or steel. 

Answer: In the Consolidated Classification, animal chains 
and chains N. O. I. B. N., appear under the general heading of 
hardware. 

The description in the tariff to which you refer appears 
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to be broad enough to include animal chains, and therefore, 
the commodity rate will, in our opinion, apply thereon. See 
the decision in Animal Trap Co. of America vs. Erie R. Co., 
243 I. C. C. 171. 


Application of Broad Description in Exception and Commodity 
Tariff 


District of Columbia.—Question: The writer’s attention has 
been called to your question and answer under ‘“‘Tllinois,’”’ pages 
383 and 384, of your August 14 issue. It seems to me that this 
question is completely and very properly cleared up by the deci- 
sion of the full Commission in Norwich Wire Works, Incorpo- 
rated vs. Boston & Maine Railroad et al., 232 I. C. C. 593. The 
following is quoted therefrom: 


The sound rule is that when an article is clearly embraced in a 
general description in an exception, the rate provided in that exception 
is applicable, although there may be a more specific description in the 
classification. The true function of an exception is to remove articles 
from the classification and establish class rates thereon different from 
the classification and establish class rates thereon different from the 
normal class rates. The commodity descriptions in exceptions are of 
necessity frequently broader and more general than in the classification, 
especially when the exception covers a number of articles of the same 
general character which are separately rated in the classification. Were 
the rule otherwise, it would be necessary to reproduce the exact word- 
ing of the classification or make the description of every article in- 
tended to be covered by the exception clearer than the description in 
the classification and probably more lengthy. 


This rule was reaffirmed in Animal Trap Company of 
America vs. Erie Railroad et al., 243 I. C. C. 171, which, so far 
as I can find, is the last case dealing with this particular ques- 
tion. 

The unusual circumstances found in Indian Refining Com- 
pany vs. C. C. C. & St. L. Railway, 222 I. C. C. 409, appear to 
have influenced the Commission’s decision, which was very 
clearly contrary to the findings in‘a long line of cases extending 
over a period of about 25 years. However, the “sound rule” so 
consistently followed previously and vigorously supported by 
Commissioner Porter’s dissent (concurred in by Commissioner 
Aitchison) in the Indian Refining case, has been very em- 
phatically reaffirmed in the Norwich Wire Works and the 
Animal Trop Company cases. 

There is now very little excuse for any uncertainty which, 
unfortunately, was created by the decision in the Indian Refining 
Company case and a few others decided about the same time. 

Answer: We agree with you that the decision from which 
you quote, Norwich Wire Works, Inc., vs. Boston & Maine R. R. 
Co., 232 I. C. C. 593, states the principle that, in our opinion, 
should and has been applied by the Commission in a number 
of cases. 

However, we do not agree with what appears to be your 
view that the decision in Indian Refining Co. vs. Cleveland, 
Cc. C. & St. L. Ry. Co., 222 I. C. C. 409, is not being followed, 
as there are decisions as late as Volume 253 in which this case 
is cited and followed. 

Therefore, in our opinion, it cannot be rightfully said that 
the decision in Indian Refining Co. vs. Cleveland, C. C. & St. L. 
Ry. Co., 222 I. C. C. 404, has been superseded, as it is being 
cited and the principle thereof applied by the Commission. See 
Lufkin Rule Co. vs. Atchison, T. & S. F. Ry. Co., 253 I. C. C. 224. 

While the principle of the decisions in the Norwich Wire 
Works and the Animal Trap Company cases are seemingly ap- 
plicable to many situations where a broad and apt term is used 
in a classification exception tariff or commodity tariff, we still 
have the decision in the Indian Refining Co. case with which 
to reckon. Just when it is to be applied, is not settled, that is, 
the distinction between a situation where the Norwich Wire 
Works case is applicable and where the Indian Refining Co. case 
is applicable has not been drawn. Furthermore, we still have 
the — of the Grosjean case, 89 I. C. C. 395, with which 
to reckon. 


RIVER AND HARBOR PROJECTS 


River and harbor projects for inclusion in a new omnibus 
bill are receiving consideration by the House rivers and har- 
bors committee. The committee began a review of old projects 
—those embodied in the omnibus bill introduced in the 77th 
Congress—in a session Oct. 5, then recessed until the call of 
another meeting of the committee by Chairman Mansfield. 

At the committee offices it was stated that the proposals 
under study by the committee included about 60 “carry-overs” 
from the last omnibus bill and about 40 new projects. A draft 
of the new bill might be completed in about three or four 
weeks, it was said. 

Some of the major projects, embodied in river and harbor 
bills that failed of enactment in the past, may become subject 
matters of committee hearings again, accoraing to one inform- 
ant at the committee. Mentioned specifically in that connection 


were the Tennessee-Tombigbee waterway, the St. Lawrence . 
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waterway, the Trinity River (Tex.) development, and the q 
necticut River (Hartford, Conn., to Holyoke, Mass.) propog 











WISCONSIN UNIVERSITY WOOD COURSES 

The University of Wisconsin extension division is offes 
correspondence courses in the properties and uses of wood 
the kiln drying of lumber. They were prepared by Ap 
Koehler, wood technologist, United States Forest Products 
oratory, and lecturer on forest products at the university, 
Koehler also acts as instructor for the courses. They are, 
signed to offer guidance in the selection and inspection of ¢ 
ber and intended to be of help to manufacturers, dealers 
consumers in the most effective utilization of wood prody 
The courses are offered to residents of any state or territ 
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GOODRICH ARMY MANUAL 


The B. F. Goodrich Company has issued, in a book of 
pages, the first section of an Army training school manual; 
care and maintenance of combat tires. It contains instructi 
for the care, preventive maintenance and servicing of tir 
tubes, endless and block tracks and other rubber products { 
Army men operating motorized equipment. Section two, to 
issued soon, will deal with the care and maintenance of endle 
rubber band tracks for halftrack vehicles. The manual is 
in the Goodrich training school for selected Army personn 
and is designed also for individual and field instruction and f 
reference by motor officers, vehicle drivers and mechanics, 


1. C. C. PRACTITIONERS 

The following have been admitted to practice before th 
Commission: 

Leonard H. Amdursky, Oswego, N. Y.; David D. Ashwort 
Beckley, W. Va.; J. O. Atkinson, Norfolk, Va.; J. C. Baker, Har 
lan, Ky.; M. Ward Bailey, Ft. Worth, Tex.; Robert M. Bowe 
Minneapolis, Minn.; Samuel Francis Cole, Memphis, Tem 
George Cutler, Hartford, Conn.; Harold V. Davis, Spoka 
Wash.; Paul Hassell, Chicago, Ill.; John E. Hopkins, Rensselaer 
Ind.; Wayne R. Howell, Dallas, Tex.; Laura H. Hyde, Jacko 
ville, Fla.; Archibald M. Knowles, Boston, Mass.; Edmund f 
Lamb, New York, N. Y.; Jay Monroe Latimer, San Francigy, 
Calif.; Marshal I. McMahon, Chicago, Ill.; Leo H. Mile 
Hagerstown, Md.; Meinhard H. Myerson, Jacksonville, F 
A. Perry Osborn, New York, N. Y.; Allan G. Paine, Spokan 
Wash.; Julius C. Pliskow, Detroit, Mich.; George B. Porter 
Washington, D. C.; Robert W. Purcell, Cleveland, O.; F. J 
O’Brien, Rochester, Minn.; Stanley B. Rider, Cleveland, 0; 
Joseph T. Scott, Chicago, Ill.; Robert Allan Stephens, Jr, 
Springfield, I1l.; Thomas S. Waller, Paducah, Ky.; Boaz B. Wat: Here 
kins, St. Louis, Mo.; Joseph L. Weiner, New York, N. Y.; Georg 
Philip Werner, Washington, D. C.; Benjamin Wham, Chicago Ctxie 
Ill.; W. C. Whatley, Las Cruces, N. Mex.; Frederick L. Wheeler, one 1 
New York, N. Y.; Robert Warnock Williamson, Springfield, Ill with 
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Digest of New Complaints 





No. 29027, Revere Copper & Brass, Inc., Rome, N. Y., vs. Southem 
Steamship Co. et al. 

Rates on a shipment of zinc spelter plates, from Houston, Tex, 
to Palmerton, Pa., delivered between March 22 and 25, 1941, in 
violation of sections 1 and 4. Asks reparation. (Leslie Wiggits, 
Riverdale, Rome, N. Y.) 

MC C-379, Practices and Arrangements of Agricultural Transportation 
Association of Illinois, St..Elmo Murdock and Marvin Mason, de 
Ernest Murdock & Sons, Jesse Holt and Marshall E. Woodati, 
respecting transportation for certain shippers. 

Investigation instituted by the Commission, division 5, into ant 
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concerning the operations and practices of St. Elmo Murdock ani \\\W - 
Marvin Mason, a copartnership, dba Ernest Murdock & Sons, Jes YL t 
Holt, and Marshall E. Woodard, and others, in the transportation = “. 
of property by motor vehicle in interstate and foreign commert, 2 “a 
on public highways, for the purpose of determining whether such A ; 


carriers and the Agricultural Transportation Association of Illinols, 
and others, have failed and are failing to comply with applicable 
provisions of part II of the interstate commerce act. 

MC C-381, Ratings—Airplane Motors in the West and Northwest. 
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Investigation instituted by the Commission, division 2, on % shu 
own motion, into ratings and classifications, etc., applicable ! thi: 
the transportation of airplane motors as described in tariffs ¢ not 


Pacific Inland Tariff Bureau, Inc., between points in Oregon : 
Washington, west of the Cascade Mountains, and points in Ws to 
ington and British Columbia, west of the Cascade Mountains, 


between points in Oregon, Washington, Idaho and Montana @ TH 
points in California, maintained by carriers parties to the nam 1m] 
tariffs. Hearing has been set for Oct. 18 at the Multnomah Hote Th 
Portland, Ore., before Examiner Robert J. Olentine. 4 ele 
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(Based on 1940 Report of Freight Claim Division, Association of American Railroads) 
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Here’s what actually happens 


. . « When two stationary freight cars, 
one with conventional draft gear and one 
with the Duryea Cushion Underframe, 
receive the same impact, equivalent to a 
50-ton car, loaded to capacity, coupling 
at a speed of 4 miles per hour: 

THE CONVENTIONAL CAR (A), re- 
ceives almost the entire impact force, 
its draft gear “goes solid”, and the car is 
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shunted down the track. However, if 
this were the end car of a train, it could 
not “ride with the blow”. Punishment 
to both car and lading would be great. 
THE DURYEA CAR (B), rides over the 
impact and is comparatively undisturbed. 
The shock is absorbed by Duryea’s ex- 
clusive floating center sills and cushion 
springs, 


This chart, based on the 1940 report of the Freight Claim Division, 
Association of American Railroads, graphically illustrates the fact that 
more than 62% of ALL damage claims were due to rough handling! 


CAUSE SYMBOLS 


A—Unlocated Loss—Entire Package 

B—Unlocated Loss—Other Than Entire Package 
C—Unlocated Damage—Freight in Packages 
D—Unlocated Damage—Freight Not in Packages 
E—Improper Handling in Trains, Yards, or Stations 
F—Defective or Unfit Equipment 


G—Temperature Failures—Improper Refrigeration or Ventilation 


H—Temperature Failures—Freezing or Heater Failure 
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What the above chart does not show 
is that a great percentage of those 
“rough handling” damages are due to 
inefficient draft gear and would never 
occur if the car and lading rode on 
Duryea Cushion Underframes. 


The exclusive principle of the Duryea 
Cushion Underframe—floating center 


I—Delay 

J—Theft—Entire Package 
E—Theft—Other Than Entire Package 
L—Concealed Loss 

M—Concealed Damage 

N—Train Accidents 

O—Fire, Marine, and. Catastrophes 
P—Error of Employed 


—— 
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sills that travel any impact the entire 
length of the car—has made shock- 
proof shipping a reality. 

For proof: Compare two identical 
ladings making the same trip, one 
with ordinary draft gear and one 
riding on a Duryea Cushion Under- 
frame. 


How the Duryea Cushion Underframe Contributes to Victory 


AFFORDS shockproof protection to 
both car and lading. Prolongs car 
life. Cuts damage claims. 


PERMITS higher handling speeds. 


ELIMINATES gear replacements, main- 


taining gears at peak efficiency for 
entire life of car. 


SAVES TIME loading and unloading, 


requiring less packing and bracing. 


0. GC. DURYEA 


SAVES MONEY usually spent for main- 


tenance, on every part of car. 


COMPLEMENTS the air brake. Duryea 


cars withstand abrupt air brake stops. 
CUTS SLACK to a pre-determined ideal. 
COSTS NO MORE! Average Duryea 


Cushion Gear now costs no more than 
conventional draft gear installation 
for same car. 


CORPORATION 


30 Rockefeller Plaza, New York, N. Y.—Field Building, Chicago, Ill. 
725 Fifteenth Street, N. W., Washington, D. C. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they dre inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—Editor THE TRAFFIC WORLD, 





More than 800 attended a luncheon meeting of the Traffic 
Club of Chicago, October 7, at which Alfred P. Haake, former 
professor of economics and former managing director of the 
National Association of Furniture Manufacturers, spoke on 
“Gullible Uncle Sam.” He pleaded for a return to the system 
of private enterprise and the re-establishment of the profit 
motive in industry after the war. In criticising the tendency 
of most federal agencies to overlook the value of the knowl- 
edge and experience of business men in running their affairs, 
he made a specific exception of Director Eastman of the Office 
of Defense Transportation, who, he said, had been wise enough 
to exercize a minimum of control over transportation agencies, 


leaving the men at the head of the great transportation sys- 
tems to do the job. 





The forum group of the Motor City Traffic Club of Detroit 
will hold its first meeting of the season at the Hotel Fort 
Shelby October 11. Harry D. Fenske, manager, transportation 
department, Great Lakes Steel Corporation, will speak on 
“Traffic Management as a Profession.”’ Lloyd D. Straley, De- 


troit Rex Products Corporation, is chairman of the forum com- 
mittee. 





L. E. Ragsdale, division sales manager, Western Union 
Telegraph Company, will be guest speaker at a monthly din- 


ner meeting of the Transportation Club of Decatur, Ill., Octo- 
ber 12. 





The Traffic Club of Kansas City held a smoker October 2. 


There was a floor show. A luncheon meeting was held Octo- 
ber 4. 





The Transportation Club of St. Paul, Minn., held its first 
luncheon meeting of the season October 5. Motion pictures of 
the club’s summer golf tournament were shown. 





At a meeting of the Los Angeles Transportation Club Oc- 
tober 4, Lloyd O. Burkholder, official master of ceremonies, 
California Athletic Commission, spoke on ‘Meeting the Cham- 
pions.”” Ambrose Bourne, sales representative, Simpson-Nash 
Tailoring Company, was chairman for the day. The -annual 
meeting and election of officers will be held October 25. Wal- 
ter Jordan is chairman of the nominating committee. Tony 
Entenza, attorney and chairman of the California Athletic Com- 
mission, will speak on “What Train Do We Catch” at a lunch- 
eon meeting October 11. 





Thomas Allen, coal mine inspector for the state of Col- 
orado, will be guest speaker at a dinner meeting of the Traffic 
Club of Denver at the Daniels and Fisher Tearoom October 14. 





The Los Angeles-Long Beach Harbor Transportatoin Club 
held a meeting at the Hotel Hilton, Long Beach, October 8, 
at which war films were shown by Jay Connett, general agent, 
Union Pacific, by arrangement with J. M. Norton, Standard 
Oil Company. There was a program of songs by Ralph Freese, 
Southern Pacific. A golf tournament was held in the afternoon. 
Ray Prebish is chairman of the golf committee. 





The Oakland, Cal., Foreign Trade and Harbor Club held a 
dinner meeting October 7 at which Gordon E. Claycombe, 
terminal superintendent, Ninth Avenue Pier, Oakland, discussed 


his experiences on recent trips to the southwest Pacific area. 
Bob Lyman spoke on “Italy.” 





The Transportation Club of Springfield, I1., will hold its 
annual ladies night dinner meeting October 13. Motion pic- 
tures of Alaska and the Yukon River area will be shown by 
arrangement with the Grand Trunk Railway. Thomas J. Mc- 
Vey is chairman of the dinner committee. 





The Traffic Club of Houston held a luncheon meeting 
October 5 at which Ray J. Abbaticchio, agent for the Federal 
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Bureau of Investigation, spoke on and showed motion pictures 
of F. B. I. activities. Wyatt Walters is acting chairman of the 
program committee. 








Members of the Traffic Club of St. Louis have contributeg 


sufficient funds to equip two recreation rooms at Fort Leonard 
Wood, Mo. 











At a monthly dinner meeting of the Woman’s Traffic Clyp 
of Chicago October 4, Lt. Col. Edward Hines, transportation 
corps, U. S. Army, spoke. 













The South Bend, Ind., Transportation Club will hold its 
annual past president’s night meeting at the Indiana Cafe 
October 11. Dinner will be served and there will be a program 
of entertainment. Dan McNamara, who retired recently as an 
employe of the Wabash Railroad, will be guest of honor. 













At a luncheon meeting of the Traffic Club of Minneapolis 
October 7, Frank G. Cramer, assistant manager, Better Busi- 
ness Bureau of Minneapolis, spoke on “Business Booby Traps,” 
J. A. Murphy was chairman for the day. The club’s division 
of off-line traffic representatives held a farewell luncheon meet- 
ing October 4 for Matt A. Murphy, general agent for the Santa 


Fe System, who has been appointed general freight agent at 
Amarillo, Tex. 















More than 1,000 reservations have been received up to 
October 8 for the Junior Traffic Club of Chicago’s fall dinner 
October 14. Jack G. Scott, general counsel for the O. D. T,, 
will be guest speaker. Net proceeds from the dinner will be 


used to buy Christmas gifts for 223 members in the armed 
services. 















The High Point, N. C., Traffic and Transportation Club 
will hold its fall outing at the Blair Park Clubhouse October 19, 
There will be a golf tournament and a barbeque dinner. 















The Traffic Club of St. Louis will not hold its regular 
weekly luncheon meeting October 11. Instead, Carl Giessow, 
president of the club, is urging members to attend the business 
sessions and luncheon of the National Association of Shippers’ 


Advisory Boards to be held at the Jefferson Hotel, St. Louis, 
October 15. 





























RAILROAD SAFETY 


“The coincidence of three recent railroad accidents has 
created in the minds of some an apprehension for the future that 
is not warranted in the light of available statistics,” says the 
Chamber of Commerce of the United States. Even under the 
present-day abnormal conditions of record traffic and shortage 
of equipment and manpower, the safety of travel by rail is still 
remarkable by any comparison. 

“Passenger fatalities, which averaged around 0.3 per 100 
million passenger miles before 1927, had dropped to 0.169 in 
1942 and 0.101 in the first seven months of 1943. Including 
figures for the two major rail disasters of the last two months, 
the rate for the year ended September 30 is less than that for 
a number of the lower traffic years since 1926 and less than 
any earlier year. 

“The average passenger could travel by rail constantly, 
day and night, in safety for over a thousand years.” 
































N. Y. PORT AUTHORITY PLANNING DIVISION 


The Port of New York Authority has set up a planning 
division in its department of port development to study the 
effect of war-induced changes on the port region and to pre- 
pare a long-range program to, insure the continuance of the 
port of New York in its importance to all types of transporta- 
tion. The new division will also make economic and engineering 
studies of terminal projects for carriers, shippers and travelers 
for construction when manpower and materials become avail- 
able. 

The program will be directed by Austin J. Tobin, executive 
director of the authority. James C. Buckley, who recently 
resigned as assistant to the senior deputy administrator of 
the Lend-Lease Administration, has been appointed chief of the 
planning division. Walter P. Hedden, director of the depart- 
ment of port development, and John C. Evans, the authority's 
chief engineer, will also have a part in the new activities. 















SEITZ ELECTED C. S. M. F. B. DIRECTOR 


In addition to the officers and directors elected by the 
Central States Motor Freight Bureau at its recent meeting In 
Chicago (see Traffic World, October 2, p. 804), the bureau 


elected as director-at-large W. J. Seitz, Michigan Freight Lines, 
Detroit. 
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Industrial traffic managers, with their vital re- 
sponsibility in the battle of production and distri- 
bution, can depend on alert, intelligent service from 
Norfolk and Western Traffic Department represen- 
tatives to keep war shipments rolling. These men 
are in action in strategic cities throughout the nation. 
Call on them at any time, without cost or obligation. 


Highly trained and possessing an intimate knowl- 
edge of transportation matters, N. & W. traffic experts 
are putting their combined experience to work on a 
strictly service basis to ease your wartime burden. 
They will be glad to supply the latest up-to-the- 


BUY MORE 






PRECISION TRANSPORTATION 


minute information about rates, routes, and schedules, 
and personally assist in solving individual traffic 
problems. 


Ask them for suggestions on how to speed delivery 
of war materials, how to get the most service out of 
the available freight cars, and for interpretation of 
rules and regulations governing war shipments. 


This is a war of movement, and the cooperation 
of everyone associated with transportation is needed 
to win it. Your nearest Norfolk and Western Freight 
Traffic representative awaits your signal to act. Write, 
wire or phone him for information or aid. 


WAR BONDS 
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industrial Traffic Management, by G. Lloyd Wilson 
335 pages covering scope of traffic management, training, ship- 
ping and receiving, management of equipment, rates, rate 
adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcel post, foreign trade, procedure before I, C. C. and 
state commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, principles of rate structures, 
analysis of rate structures in freight rate territories, and the 
— of export and import rates. 160 pages, cloth bound, 
Selling Highway Freight Transportation, by Charles E. Parks 
Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
paper cover, 50 cents. 
Selling Railroad Transportation, by Charles E. Parks 

An analysis of selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents. 


Raliroad Organization, Operation and Traffic, by G. Lloyd Wilson 


Nineteen chapters covering railroad development corporate 
organization, organization and personnel of traffic depart- 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, special and terminal serv- 
ices, passenger services and rates, freight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 

Motor Freight Transportation and Regulation, by G. Lloyd Wilson 
Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of freight classifications and rate 
making, regulations governing tariffs and schedules, bills of 
lading and shipping documents, lability and insurance, ac- 
counting principies, analysis of regulation. 168 pages, cloth 
bound, $1.50. 

Air Transportation and Regulation, by G. Lloyd Wilson 


A 70-page paper cover booklet covering air mail services, the 
place of air express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. 

Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of freight charges, as governed by the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 

Traffic Law and Procedure—Part 1, Services, by G. Lloyd Wilson 
This volume covers the transportation act and all amendments; 
the status, duties and obligations of carriers; the rights and 
privileges of shippers; car service; distribution of cars; pool- 
ing; switching connections; transit services and privileges; 
terminal tacilities and services; embargoes; demurrage; the 
commodities clause; penalties and damages; etc, Cloth bound 
208 pages, $2.00. (Part 2—Rates, and Part 3—Procedure, will 
be published in 1944.) 


52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
In 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 

a. territorial subdivisions, principles and rules of 
ight classification and rate making, rate structure, rate 

making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. 

Part 2—Rallroad Freight Rate Structure 


The frelght rate structure of each territorial subdivision, 
interterritortal rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 

Part 4—Freight Shipping Documents, Routing and Claims 
Includes chapters on Shipping ony pe Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


All books shipped postpaid. If ten or more books are ordered af one 
time, deduct 10% from [st price. Send remittance with order te 
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~ Personal Notes 





Fred M. Renshaw, manager, metropolitan development 
partment, Buffalo, N. Y., Chamber of Commerce, will ret 
November 1. For nearly nineteen years he was manager | 
the transportation department for the Buffalo Chamber, chag 
ing to his present position a year ago, when that departmamm® 
was turned over to Earnst A. Momberger, for many yeguw 
his assistant. He has continued, however, as advisor to tas 
department. Before moving to Buffalo, Mr. Renshaw was fg 
nine years manager of the transportation department of the 
Cincinnati Chamber of Commerce. He has, at various ti 
been president of the Niagara Frontier Industrial Traffic § 
League, the Great Lakes Regional Advisory Board and the 
National Industrial Traffic League. His retirement jg gj | 
physician’s order to move to a warmer climate. The Ni 
Frontier Industrial Traffic League has designated its next 
regular meeting, October 11, Fred M. Renshaw night. There 
will be tributes to Mr. Renshaw. Other business of the meet- 
ing will include reports on current truck problems, by George 
H. Brown; on carloading company tariffs, by E. A. Momberger; 
on the recent meeting of the Great Lakes Regional Advisory 
Board, by F. Chester Hickey; on transportation legislation, by | 
W. B. Faulkner, and on the affairs of the National Grain and} 
Grain Products Transportation Committee, by W. E. Maloney, 

John C. Ryan, president, Ryan Traffic Service, St. Louis, 
died at his home at East St. Louis, Ill., recently. He served 
for many years as agent for the Alton Railroad at Rag 
St. Louis. 

H. E. Johnson has been appointed general agent at Denver 
for the Cotton Belt Route, succeeding C. E. Nash, who died 
September 26 after serving with the company 23 years. 

F. D. Lemmon has been elected vice-president and secre 
tary for the Atlantic Coast Line Railroad, New York, sue 
ceeding H. L. Borden, who died. 

F. H. N. Heemann has been appointed assistant freight 
traffic manager for the Western Maryland Railway, Baltimo 
succeeding T. Herbert Fee, who died. Other appointments i 
clude: W. C. Schafer, general freight agent, Baltimore; C. & 
France, division freight agent, Hagerstown, Md.; C. E. Gehr, 
division freight agent, Cumberland, Md.; R. A. Dennis, genera 
agent, Pittsburgh. 

L. T. Wilcox has been appointed assistant vice-president, 
traffic, for the Union Pacific, Omaha. Other appointments in 
clude: A. J. Seitz, general freight traffic manager, Omaha; 
W. T. Burns, freight traffic manager, with jurisdiction over off 
line agencies east of the Missouri River, at Chicago; W. & 
Ure, senior assistant general auditor, Omaha; L. A. White, 
auditor of miscellaneous accounts, Omaha. The Order of Rail- 
road Telegraphers, Division 6, by G. G. Gard, general chair 
man, Overton, Neb., recently presented a floral piece to W. M. 
Jeffers, president of the railroad, as token of appreciation for 
his return to active duty with the company, following his 
resignation as Federal Rubber Administrator. 

O. D. Keown, for the last 17 years traffic manager for the 
Callaway Mills, LaGrange, Ga., will retire at his own request 
November 1. The traffic department will be abolished. 

Erle J. Zoll, Jr., commerce attorney for the Illinois Cen- 
tral, spoke on “The Class Rate Investigation” at a luncheon 
meeting of the Chicago chapter of the Association of Interstate 
Commerce Commission Practitioners October 1. Elmer Smith, 
Illinois Central, has been appointed chairman of the chapter's 
legislative committee, and P. F. Gault, Chicago and North 
Western, has been appointed chairman of the speakers com- 
mittee. 


L. B. Kendall has been appointed assistant general manager, 
eastern district, Chicago and North Western, at Chicago, suc- 
ceeding William A. Kramer, who has retired because of illness, 
after serving with the company 40 years. H.S. Smith has been 
appointed superintendent of the Galena, IIl., division. 


William Rausch was elected president of the Interstate 
Freight Carriers’ Conference at its annual meeting at the 
Hotel Rosslyn, Los Angeles, September 29. Others elected 
included: Vice-president, E. J. McSweeney; treasurer, William 
McCormac; members, board of directors, Mr. Rausch, Mr. 
McCormac, Mr. McSweeney, Ray M. Hartley, G. R. Herman, “ 
Richard C. Reid, Gus M. Somlyo, and Lou I. Sorenson; secre- 
tary-agent, Charles H. Shannon. Dinner was served. The 
conference is a non-profit organization formed for mutual inter- 
est among motor carriers operating out of Los Angeles. It 
acts as tariff — for those carriers. i 

Albert J. Danner has been appointed general custodian 
of records for the Rock Island Lines at Chicago, succeeding 
Martin A. O’Hare, who died. 
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SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tarif File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in saveneb of the effective dates. 


2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its edlumns to give public notice of 
all proposals received from shippers and carriers 
to e lish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each pee Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 


3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before makin 
them effective the railroads, motor carriers, an 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 


ceive free of cha the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 


5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
— and orders, tariffs returned and express 
8. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Street Chicago, Ill. 


TRAFFIC WORE) 


P. C. Hankey has been_appointed commercial agent a 
St. Paul, Minn., for the Grand Trunk-Canadian National 
System. 

K. C. Fuller has been appointed special representative of 
the general manager, Atchison, Topeka and Santa Fe, Coast 
lines, at Los Angeles, succeeding J. A. McNeill, who retireg 

P. G. Kent has been appointed traveling freight and pag. 
senger agent for the Milwaukee Road at Boston, succeeding 
F. D. Dodge, Jr., who resigned. 

A. E. Suter has been appointed traveling 
Norfolk, Va., for the Virginian Railway. 

The Railway Express Agency has announced the followin 
appointments: M. J. Kelly, superintendent, Detroit divisioy: 
W. H. Tummonds, superintendent, Detroit commercial division: 
R. H. Vogel, superintendent, eastern Michigan division, all a} 
Detroit; A. G. Smith, superintendent, Cincinnati division. 

Friends of C. A. Skog, who was recently appointed freight 
traffic manager at Chicago for the Grand Trunk Western, held 
a dinner in his honor at the Recess Club, Detroit, Mich,, 


coal agent at 


~ October 9. 


William M. Carney, principal transportation consultant, 
O. P. A., and Winfred L. Thornton, Jr., traffic manager, Port 
of New York Authority, were guest speakers at graduation 
exercises held recently for students at the Academy of Ad. 
vanced Traffic, New York. William C. Thelen, W. T. Grant 
Company, received first prize for scholastic accomplishment, 
A dinner dance was held for the graduates. 

Robert C. Cotner has been appointed assistant general 
freight and passenger agent at Spartanburg, S. C., and John §, 
Culpepper, assistant general freight agent, Greenville, S. C, 
for the Southern Railway. 

The Pennsylvania-Central Airlines has announced the fol- 
lowing appointments: Robert M. Baughman, district traffic 
manager, Chicago; James E. Rehkopf, assistant district traffic 
manager, Washington, D. C.; John Van Loon, district traffic 
manager, Grand Rapids, Mich.; Frank Murray, reservations 
manager, Chicago. 

C. George le Sueur, export manager, Wyandotte Chemical 
Corporation, will be guest speaker at a meeting of the Foreign 
Trade Club of Detroit at the Wardell Hotel, October 14. He 
will show motion pictures he made on a recent trip to Central 
and South America. 

RAIL MEDIATOR APPOINTMENT 

The National Mediation Board has announced appointment 
of Henry M. Cunningham, formerly with the Board of Investi- 
gation and Research, to its staff of mediators. 


M. C. BARGE CONTRACTS 

Award of contracts for the construction of two 150-ton 
floating derrick barges to be built by the Morrow Manufactur- 
ing Co. at its Wellston, O., plant has been announced by the 
Maritime Commission. 

The barges, constructed under Lend-Lease, will be used 
by the War Shipping Administration for loading supplies for 
Allied Nations at ports on the east and west coasts, according 
to the Commission. Under terms of the contracts, the com- 
pany agreed to deliver the barges within 165 days, it said. 


TRUCKS IN WAR AREAS 

The American Trucking Associations, Inc., has issued a 
statement by Lt. Col. Ben Stern, formerly of the marine corps 
and now director of information for the Civil Aeronautics Ad- 
ministration, that American trucks were “winning over the 
movies, propaganda, and even U. S. soldiers in selling the 
American way of life to the people of India and the middle 
east.” Lt. Col. Stern told of the various uses of trucks in the 


war areas he had visited as a field representative of the Office 
of War Information. 


N. |. T. L. MEETING 
Henry F. McCarthy, director of the division of traffic 
movement of the Office of Defense Transportation, will address 
the National Industrial Traffic League at its annual meeting 
in Chicago, November 18-19. 


TANKER CONTRACTS 

The Maritime Commission has announced the award of 
contracts to the Alabama Dry Dock and Shipbuilding Co., of 
Mobile, Ala., for the construction of 28 T-2 tankers, of 16,600 
deadweight tons, and having normal carrying capacity of 
135,000 barrels. The new contracts round out the company’s 
scheduled tankers slated for delivery under commission contract 
by the end of December, 1944. 


SMALL CRAFT RATE CEILINGS SUSPENDED 
The War Shipping Administration has issued supplement 
5 to General Order No. 29 further suspending from Oct. 3 to 
Dec. 3 the application of maximum freight rate ceilings to 
vessels of less than 1,000 gross tons. 
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P. & P. U. Ry.’s “A” (outgoing) and “B” (incoming) yards—two of the four classification yards. They 
send two to three thousand cars on their way each day—with a total capacity of 3,500 cars. 





SLihe Magic vernight i ibe iain 


; The problems of moving freight are very miles, criss-crossing and uniting every part 
for different in this war from the last. Yet, with of the land. 
a: the many limitations of equipment and with 
the terrific increase in tonnage, today’s war Somewhere down along the line, freight 
is not suffering from the number one head- cars are interchanged and sped along the 
a ache of World War I, congestion of loaded way: and that somewhere in many, many 
- cars at ports and terminals. cases is in Peoria on the P. & P. U. 
he 
. In comparison to the transportation job of The P. & P. U. is one of America’s rail- 
ice World War I, freight today is moving over- roads today united for victory. When you 


night like magic over the vast steel rail net- think of railroad interchange, think of the 
work covering hundreds of thousands of P. & P. U. 









BUY MORE WAR BONDS 


PEORIA AND PEKIN UNION RAILWAY CO. 
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SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North 
Western Ry. ; Chicago & Illinois Midland; Illinois Terminal Railroad Co.; Inland Waterways Corp.; -; Minneapolis & 


E.F. STOCK 


St. Louis R.; Aiton Railroad; Atchison, Topeka & Santa Fe Ry. ; Ilinois Central R. R.; Pennsylvania Railroad; TRAFFIC 
Peoria Terminal R. R.; ; Chicago, Burlington & Quincy Railroad; ew York, Chicago & St. Louis Railroad; Cleveland, MANAGER 
Cincinnati, Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 
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Get it Fast! 
specify 


AIR EXPRESS 



























F you want your orders shipped fastest way, be sure to 

specify ‘“‘ship AIR EXPRESS’ — because general instruc- 
tions such as “urgent” and “rush” may be misinterpreted 
by the shipper. 


And it’s especially important to specify AIR EXPRESS if your 
shipment is vital to a war job, because it saves something 
like 75% of the hours and days consumed over the next 
fastest means of shipping. This 3-mile-a-minute service is 
available direct to more than 350 U.S. cities and to scores 
of foreign countries. 


AIR EXPRESS RATES REDUCED 


Asa result of the great volume of Air Express traffic created 
by wartime demands and the increased efficiency developed 
to satisfy these demands...Air Express rates within the 
United States have been substantially reduced, in some 
instances as much as 12)2%, depending on the weight of 
the shipment and the distance it moves. Consequently, 
shippers nationwide are now saving an average of 104% 
on air cargo costs. 


NOTE TO SHIPPERS: Ship Early —as soon as shipment is 
ready — to assure fastest delivery. Pack Compactly — to 
conserve valuable space. ASK for our new 1943-44 
CALENDAR-BLOTTER. Write Dept. PR-11, Railway Express 
Agency, 230 Park Avenue, New York 17, N. Y. 






























































































































Representing the AIRLINES of the United States 











Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 


Se 


Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TrarFric WorRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


October 11—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 

1. & S. M-2286—-Printing paper over Dixie Freight Lines, Inc, 
October 11—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 

MC 51160—Standard Motor Freight Company, Bayonne, N. J. 
October 11—Breoklyn—Hotel St. George—Examiner Naefe: 

1. & S. M-2265—Newspaper supplements, Parsons, Pa, to east. 
October 11—Chicago, !11.—Hotel Sherman—Examiner Disque jointly 

with Ill. Commerce Comm.: 
28974—-Interstate commutation fares, Chicago, IIl., District. 


October 11—Chicago, I11.—Sherman Hotel—Examiner Hagerty: 


MC 73819 Sub. 3—Terry Trucking Service, Ottawa, IIl., permit to 
extend operations. 


MC 104046—White Bros, Hampshire, Ill., certificate. 
OctOber 11—Evansville, Ind.—Hotel Vendome—Jt. Bd. 1: 
MC 57771 Sub. 4—Hinson Truck Equipment Co., Centralia, Ill. 
October 11—Greenvile, Tex.—Fed. Bldg.—Examiiner Lyle: 
Finance 14219—Application of M.-K.-T. of Tex. for abandonment of 
line from Greenville to Mineola, Tex. 
October 12—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 157: 
MC 52918 Sub. 2—B. C. Transportation Co., Atlanta, Ga., certlficate 
to extend operations. 
October 12—Chicago, 1!11.—Sherman Hotel—Jt. Bd. 21: 
MC 96498 Sub. 4—Bonifield Brothers Truck Lines, Metropolis, I1., 
certificate to extend cperations. 
October 12—Cleveland, Ohio—Hotel Cleveland—Examiner Hanrahan: 
MC 37473—Detroit Pittsburgh Motor Freight, Inc., Canton, Ohio. 
October 12—Denver, Colo.—Shirley Savoy Hotel—Examiner Hall: 
28978—George A. Hormel & Co. et al. vs. A. T. & S. F. et al. 
28978 Sub. 1—Kohrs Packing Co. vs. A. T. & S. F. et al. 
28978 Sub. 2—Denver Union Stock Yard Co. vs. A. T. & S. F. et al. 
28978 Sub. 3—Cook Packing Co. vs. A. T. & S. F. et al. 
28978 Sub. 4—Iowa State Commerce Comm. vs. A. T. & S. F. et a 
28978 Sub 5—Wichita Chamber of Commerce et al. vs. A. T. & S. F. 
et al. 
28978 Sub. 6—Nebraska State Ry. Comm. et al. vs. A. T. & S. F. 
et al. 
28978 Sub. 7—Capitol Packing Co., Inc. vs. A. T. & S. F. et al. 
28978 Sub. 8—Railroad and Warehouse Comm. of State of Minnesota 
“s. A. 2. & SG. &. et al. 
28978 Sub. 9—Tobin Packing Co., Inc. vs. A. T. & S. F. et al. 
28978 Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et al. 
October 12—Evansville, Ind.—Hotel Vendome—Examiner Cantrell: 
MC 102336 Sub. 1—R. A. Harris Trucking Co., Grayville, IIl., certifi- 
cate to extend operations. 
October 12—Pocatello, Ida.—U. S. Ct.—Examiner Olentine: 
MC 29988 Sub 13—Denver-Chicago Trucking Co., Inc., Denver, Colo., 
certificate to extend operations. 
October 12—Traverse City, Mich.—Fed. Bldg.—Examiner Prichard: 
Finance 14259—Application Manistee & Northeastern for abandonment 
of line from a point north of Cedar City to Provemont, Mich. 
October 12—Washington, D. C.—Examiner Gray: 
W-14—Atwacoal Transpcrtation Co., permit as contract carrier to con- 
tinue an operation. 


W-19—Fall River Navigation Co., permit as contract carrier to con- 
tinue an operation. 


October 13—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 157: 
Mc 104589—J. L. Lawhon, Atlanta, Ga., permit. 


October 13—Boise, Ida.—State Comm.—Jt. Bd. 49: 


MC 88857 Sub 16—O. M. Collett, Salt Lake City, Utah., certificate to 
extend operations. 58 


October 13—Boston, Mass.—Hotel Manger—Examiner Naefe: 
1, & S. M-2230—Rating—bomb bodies and helmets in New England. 
October 13—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 81010 Sub. 4—Schwartz Bros., Newark, N. J., to extend operations. 
October 13—Brooklyn, N. Y.—St. George Hotel—Examiner Coyle: 
Ex Parte 159—Freight forwarder insurance regulations. 
October 13—Chicago, !I1.—Sherman Hotel—Examiner Hagerty: 
1. & S. M-2283—Minimum rate restrictions in central states. 
October 13—Chicago, !I1l.—Sherman Hotel—Jt. Bd. 111: 
MC 86779 Sub. 7—Illinois Centra] Railroad, Chicago, Ill., certificate 
to extend operations. 
October 13—Cleveland, Ohio—Hotel Cleveland—Jt. Bd. 60: 
MC 86937 Sub. 2—Percy Brothers, Mentgomery, Mich., certificates to 
extend operations. 
October 13—Paducah, Ky.—U. S. Court—Examiner Bradford: 
MC 104446—Lee Staley Transfer, Paducah, Ky., certificate. 
Nctober 13—Washington, D. C.—Argument: 
28860—Pure Oil Co. vs. A. C. L. et al. 
28820—Potash Co. of America vs. A. & R. et al. 
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‘Pontinental Box Company, Inc.: Houston, Daligs 


tober 9, 1943 


“Ie chal ye Sore 


@ The five Pacific Northwest States consti- 
tute an undeveloped empire of great wealth 
consisting of ore deposits of all known metal- 
lic and non-metallic substances. Here also is 
the greatest hydro-electric installation in 
the United States for the quick and economi- 
cal conversion of these metals to commer- 


cial uses. 


PUGET SOUND is the principal ocean out- 
let for this empire and TACOMA occupies a 
key position on PUGET SOUND, with one of 
the great natural harbors of the WORLD. 


Port of Tacoma 


P. O. BOX 1612 


TACOMA WASHINGTON 











Heavy-Duty 
ENERAL WIREBOUND BOXES 
OR EXPORT SHIPMENTS— 


. Made of resawn, hardwood lum- 
ber, complying with Army and 
Navy overseas specifications. 

2. Bound with 

strength. 


steel for extra 


. Provides maximum _ protection 
against crushing — distortion — 
rough handling. 


. Weight is considerably less than 
“old style’ or conventional types 
of export packaging. 


o 


. Saves shipping space—and time 
in assembly and closing. 


a 


. Easy to pack and “unpack. 
Can be re-used. 


™ 


hese are only a few of the Heavy- 
Duty advantages. Write for the 
whole story on how General Wire- 
bound Boxes can benefit your export 
hipments of peacetime products 
“tomorrow.” 





GENERAL OFFICES: 
50 W. Illinois St. 
Chicago, Ill. 


GENERAL 


NY 


BOXcompa 





DISTRICT OFFICES 
AND PLANTS: 


Brooklyn @ Cincinnati 
Detroit @ East St. Louis ~ 
Kansas City @ Louisville 
ilwaukee @ New Orleans 
Sheboygan @ Winchendon 
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refrigerators and many other pre-war products. 


Today those western metals are vital to the productién 
of shells, guns, grenades and other implements of war. 
Then the completed products must be transported by 


train to ships bound for foreign shores. 


The coordinated effort of American industry and trans- 


portation— including 50,000 Union Pacific employees— 
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It seems but yesterday that Union 
Pacific was transporting metals 
mined in our western states to indus- 


trial centers for use in automobiles, 


is a two-fisted fighting force with tremendous driving 


power. We'll keep ’em rolling to Victory! 


L. T. WILCOX 
General Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Neb. 





UNION PACIFIC RAILROAD 


ROAD OF THE STREAMLINERS AND THE CHALLENGERS 
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28820 Sub. 1—Armour & Co. vs. Alton et al. 

28820 Sub. 2—Darling & Co. vs. A. & S. et al. 

28820 Sub. 3—International Minerals & Chemical Corp. vs. A. & S. 
et al. : 

28839—Diamond Fertilizer Co. et al. vs. A. C. & Y. et al. 

28868—Swifi & Co. vs. Alton et al. 


October 13—Washington, D. C.—Examiner Roberts: 
MC 46036 Sub. 1—Harner’s Express, Baltimore, Md., certificate. 
October 14—Asheville, N. C.—Hotel Langren—Examiner Yardley: 
MC 104604 EX—RBiltmore Transfer Co., Asheville, N. C., certificate of 
exemption. 


October 14—Boise, Ida.—State Comm.—Examiner Olentine: 
McC 68776 Sub 3—Ford Transfer, Twin Falls, Ida., certificate to ex- 
tend operations. 


October 14—Boston, Mass.—Hotel Manger—Examiner Naefe: 
1. & S. M-2298—Boots, shoes, paints in New England. 
1. & S. M-2303—Boots and shoes, New England points to New York. 


October 14—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 

MC 88797—New York, Susquehanna & Western R. R. Co., New York. 
Cctober 14—Chicago, IIl.—Sherman Hotel—Examiner Hagerty: 

i. & S. M-2289—Stopping-in-transit in central states. 

1. & S. M-2295—Petroleum products East Chicago, Ind., to Ill. 
October 14—Detroit, Mich.—Hotel Fort Shelby—Examiner Hanrahan: 

MC 5655—Great Central Transport Corp., Detroit, Mich. 

MC 33494—Great Central Transport Corp., Detroit, Mich. 


October 14—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 107: 
MC 59583 Sub. 35—The Mason & Dixon Lines, Inc., Kingsport, Tenn., 
certificate to extend operations. 
October 14—Temple, Tex.—Fed. Bldg.—Examiner Lyle: 
Finance 14290—Application of M.-K.-T. of Tex. for a certificate per- 
mitting abandonment of line extending from Smith to Belton, Tex. 
October 14—Washington, D. C.—Argument: 
28895—E. W. Henderson vs. Southern Ry. 
28667—Central Soya Co., Inc. vs. Alton et al. 
October 14—Washington, D. C.—Examiner Roberts: 
66140 Sub. 1—Fyock Transportation Lines, Glenelg, Md., certificate 
to extend operations. 
October 15—Asheville, N. C.—Langren Hotel—Examiner Yardley: 
MC 67137 Sub. 2—K & Y Metor Lines, Fletcher, N. C., certificate to 
extend operations. 


October 15—Brooklyn, N. Y.—Hotel St. George—Examiner Dunn: 
MC 1709 Sub. 1—Spring Valley Motor Coach Co., Inc., Spring Valley, 
N.. ¥. 
MC 29890 Sub. 3—Rockland Coaches, Inc., Bergenfield, N. J. 


ALLIED 


VAN LIVES, wwe 


WORLD’S LARGEST LONG-DISTANCE MOVERS OF HOUSEHOLD GOODS . 


AIR MAIL PASSENGERS 
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October 15—Louisville, Ky.—Kentucky Hotel—Jt. Bd. 105: 
MC 32783 Sub. 31—Southeastern Greyhound Lines, Lexington, x 
certificate to extend operations. . 


October 15—Minneapolis—Hotel Nicollet-—Examiner Peterson: 
1. & S. M-2275—Commodities between points in Minn. and Wis, 


October 15—Walla Walla, Wash.—Chamber of Commerce—Jt. Ba, 45. 
McC 104584—B. C. Cooper, Walla Walla, Wash., certificate. : 


October 15—Washingten, D. C.—Argument: 

28926—Thompson Weiman & Co., Inc. vs. A. G. S. et al. 

28935—-Point Barite Co. vs. A. T. & S. F. et al. 

28905—-F lorida Planters, Inc. et al. vs. F. E. C. et al. 

28722—-Costal Produce Assn. et al. vs. A. C. L. et al. 

28722 Sub. 1—Charles E. Gibson, Inc., et al. vs. A. C. L. et al, 

28722 Sub. 2—Charleston Produce Distributors et al. vs. A.C. L, et 

28722 Sub. 3—American Fruit Growers, Inc., et al. vs. A. C. L, ¢ 

a Sub. 4—South Carolina Vegetable Co-operative, Inc. ys, 4 { 
. et al. ; 

28722 Sub. 5—Meggets Produce Exchange vs. A. C. L. et al. 


October 15—Washington, D. C.—Jt. Bd. 120: 
MC 84728 Sub. 9—Safeway Trails, Inc., Washington, D. C., certifie 
to extend operations. 


October 16—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
MC 78786 Sub 128—Pacific Motor Trucking Co., San Francisco Cali 
certificate to extend operations. 


October 16—Portland, Ore—Multnomah Hotel—Jt Bd. 45: 
MC 104289 Sub. 1—Armored Car Express, Portland, Ore., permit, 
October 16—Washington, D. C.—Argument: 
* 1. & S. 5205—Airplane engines in official territory. 
October 18—Bristol, Va.—Hotel General Shelby—Examiner Yardley: 
MC 16246 Sub. 1—Ferguson Transfer Co., Inc., Johnson City, Tenp 
certificate to extend operations. 





October 18—Chieago, I!|._—Sherman Hotel—Examiner Hanrahan: 
MC 69929—American Highway Carriers, Chicago, IIl., certificate 4 
permit. 


October 18—Lincoln, Neb.—Hotel Cornhusker—Examiner Lyle: 
Finance 14232—Application Mo. Pac. for abandonment of line frog 
Crete te point two miles north of Auburn, Neb. 
October 18—Portland, Ore.—Multnomah Hotel—Examiner Olentine: 
MC FG-17694—Transfer to B. D. Mitchell, Portland, Ore., of certij, 
cate in MC 15603 Sub. 1, held by Puget Sound-Portland Lines, Ine, 
Seattle, and A. M. Johnson, Yakima, Wash. aK ¢ 
* 1, & S. M-2311—Ratings airplane motors in Pacific Northwest. 
October 18—Portland, Ore.—Multnomah Hotel—Examiner Olentine; 
* MC C-381—Ratings airplane motors in west and northwest. 





Geo. Sealy, | 





OFFICE FURNITURE AND EQUIPMENT “ 


AIR EXPRESS 


Fast, Dependable, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division 


information consult any Air Ticket Office or any office of Pan American Airways System. 


ttt ay toot E 


SERVING PANAMA + COLOMBIA + ECUADOR 





PERU 


For passenger 


20 all 


PUAN AVMERICAN GRACE AIRWAYS 
CHRYSLER BUILDING, NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno: Aires, Argentina 


BOLIVIA CHILE ARGENTINA + BRAZIL 
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GREAT PORTS 


MOBILE = NEW ORLEANS 
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e AND BE ASSURED OF 


Q Quick Dispatch 


” GALVESTON WHARVES 


i Est. 1854 


Geo, Sealy, Chairman 





















F. W. Parker, General Manager 





Our No. 1 Job just now is, of course, building military Trailers. All 
seven Fruehauf factories are 100 per cent on Government work. 
Our No. 2 Job, which we feel is equally essential—because it helps 
the Home Front maintain the War Front—is keeping your Truck- 
Trailers rolling. 

To do this, there are completely stocked and equipped Fruehauf 
Service Stations in about fifty cities across the country. There’s one 
conveniently close to you. 





SERVING 
IMPORTANT 
GATEWAYS 


CHICAGO 





a Buy COUNCIL BLUFFS (OMAHA) 
a KANSAS CITY memset 
— MINNESOTA TRANSFER} «pai 

tamps ST. JOSEPH , 


Chicago Great Western Railway 
The Corn Belt Route 
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Complete Analytical 
Operating Reports in 
Handy Form for 
Quick Comparison 


The less spare time you have... the 
more you need it! Now, more than ever, it 
is important for you to keep alert to trends and 
operating comparisons in the trucking industry. Compare 
your operation with motor carriers in your own region, or 
throughout the country. This valuable, exclusive service is 
compiled from official reports filed with the I.C.C. It is 
issued quarterly with a complete-annual edition. Whether 
you are a trucker, railroader, shipper or insurance execu- 
tive, you will find these reports indispensable. Mail the 
coupon today for complete details, costs, etc. The 1942 
Annual Edition will be sent upon receipt of subscription. 


MAIL THIS COUPON FOR DETAILS 


TRANSPORT RESEARCH, INC., Dept. C 
924 14th Street, N. W., Washington 5, D. C. 


We are interested in the Motor Carrier Financial Manual reporting 
service. Please send complete details and rates. 


OE EE REM FOL RE OTT CSA EOD Meridian! boca 
I inc ectainicgnicmnpiescsen <eprisveniey sitinsmpaneninnanan sae bisitcnhidneade 
Address 


Mig iiss ‘ces tac ei es Ses kn eld Sanh ew ea ae cn wl Seb ae a @eeeeeaeeqeee ee @wee ea @e eee 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to bay or sell. 

(eater ads—S1 00a line, minimum 3 lines. — —< 5 a column inch.) 
ime-Ci 


discount rates + 






WANTED—To purchase contract carrier business complete or 
rights only, for limited commodities, i. e., canned goods, etc., from 
Baltimore, Md., Harrisburg, Pa., or near vicinities to Philadelphia, 
Pa., and/or New York, N. Y., or vicinities. Box 166, Traffic World, 
Chicago address. 





WANTED—Tariff and Rate Analyst passengers’ express rate struc- 
tures. An opportunity for the right man to make connection with large 
airline. State full qualifications, salary desired, and when available. 
Box 167, Traffic World, Chicago address. 





POSITION WANTED—Traffic executive, experience in all phases 
of transportation, not subject to draft, registered practitioner before 
I. C. C., wants position with future. Box 168, Traffic World, Chicago 
address. 


1. C. C. PRACTITIONERS. The only practical, authentic I. C. Law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 


COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, IIl. 


WANTED—Detroit terminal manager for well-established Common 
Carrier. Must be draft exempt, know rates, classification and have 
knowledge of operations. Reply in writing, stating age, past experience, 
reference and salary expected to Direct-Winters Transport, Limited, 
1800 Abbott Avenue, Detroit, Michigan. 


WANTED—MACK OR WHITE TRUCKS—AIl models; cash waiting. 
Reply John J. Casale, Inc., 510 West 21st St., New York, N. Y. Phone: 
Chelsea 3-6200. 


TANKS from Tank Cars 


Large quantity 


8,000-gallon 
10,000-gallon 
Built for 60-lb. Hydrostatic and 25-lb. Air Tests. 
Cleaned 
| SPECIAL NOTICE: 


Tested Painted 


What would PORTABLE storage of your liquids save 
you? Ask for our proposition on WHOLE CARS! 


Also TANKS, Commercial. Vertical and Horizontal 
From 2,879 to 12,500 gals. and even much larger! 
IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"‘ANYTHING containing [RON or STEEL" 


FREIGHT CARS for INDUSTRIAL SERVICE 


50—Hopper, Double; 50-Ton 
45—Hopper, Side-Discharge; 50-Ton 
30—Ballast, Composite; 50-Ton 
50—Box, 36-Ft.; 40-Ton; Steel Ends 
16—Refrigerator, 36-Ft.; 30-Ton 
50—Refrigerator, 40-Ft.; 40-Ton 
75—Gondola, Composite, 36-Ft. and 40-Ft.; 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
6—Dump, Magor, .Automatic, 27-Yd., 50-Ton 
15—Dump, Western, Automatic, 27-Yd., 50-Ton 
Koppel, Side-Discharge, 24-Yd., 30-Ton 
Magor, Automatic, 25-Yd.; 50-Ton 
18—Dump, Western, Automatic, 27-Yd.; 50-Ton 
150—Tank, 8000-Gallon; 40 and 50-Ton 
Locomotives and Passenger Cars too! 


IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“‘ANYTHING containing IRON or STEEL" 


40-Ton 
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October 18—Washington, D. C.—Argument: 
28900—Hanlon-Buchanan, Inc. vs. B-R. I. et al. 
28919—Armour & Co. vs. N. Y. C. et al. 
28929—Wilson & Co., Inc. vs. N. Y. C. et al. 
28923—-Hoffman Beverage Co. vs. L. V. et al. 

28864—C. A. Glass Co., Inc. et al. vs. Pacific Electric Ry. 

October 18—Washington, D. C.—Examiner Romero: 

* Finance 14344—Application of Maine Central for authority to p 

property and franchises of Portland & Ogdensburg. 

October 19—Bristol, Va.—Hotel General Shelby—Jt. Bd. 263: 
MC 104563—F. Stiltner, Maxie, Va., certificate, 

MC 104636—M. F. Sullivan, Mavisdale, Va., certificate. 

October 19—Brooklyn, N. Y.—Hotel St. George—Examiner Naefe 

Jt. Bd. 42: 

* MC 42356 Sub. 1—Larchmont Express, Larchmont, N. Y., ce 

to extend operations. 

* MC 104662—C. Burkshot, Sayreville, N. J., certificate. 

October 19—Brooklyn, N. Y.—Hotel St. George—Director Sweet 

Examiner Jewell: 
* Finance 9918—Mo Pac., reorganization. K 
October 19—Chicago, IIl.—Sherman Hotel—Jt. Bd. 23: 
MC 72140 Sub. 8—Fitterling Transportation Co., Inc., South Be 
Ind., certificate to extend operations, 

October 19—Fargo, N. D.—U. S. Ct.—Examiner Peterson: 
MC 100585 Sub. 5—R. Pierce, Breckenridge, Minn., 
extend operations. 


October 19—Greenville, Miss.—Greenville Hotel—Examiner Bradford: 


ll 


certificate 


MC 84340—E. B. Lewy, Greenville, Miss. AN 
October 19—Seattle, Wash.—Olympic Hotel—Examiner Olentine: 
MC 29988 Sub 13—Denver-Chicago Trucking Co., Inc., Denver, Col Rail 


certificate to extend operations. 


October 19—Washington, D. C.—Argument: 
W-773—Columbia Transportation Co., contract carrier application, 


















ADVISORY BOARD RADIO PROGRAMS 
Two radio programs will be broadcast from St. Louis j 
connection with the annual meeting of the National Associatig 
of Shippers’ Advisory Boards in that city October 15. The f 
will be put on the air over station KSD, National Broadcasting 
Company, October 14, from 5:15 to 5:30 p.m. George H. Shafer 
president of the association; Col. E. C. R. Lasher, deputy chief 
of the traffic control division of the transportation corps, U, §. 
Army, and Warren C. Kendall, chairman, car service division, 
Association of American Railroads, will participate. The second 6 
will be broadcast over station KXOK, Blue Network, October 15 ih:"- 
from 4:15 to 4:30 p. m. Speakers on that program will & 
Director Eastman of the O. D. T., Commissioner Johnson, ani 
John J. Pelley, president, A. A. R. Albert R. Beatty, manage 
of the publicity section, A. A. R., will conduct both programs 


CHANGES IN DOCKET 
Hearing |. & S$. M-2302, October 8, Washington, D. C., cancelled. 
Hearing 29004, October 8, Lynchburg, Va., canceled and reassigned 
November 23, at U. S. Ct., Lynchburg, Va., Examiner Walsh. 
Hearing MC 30091 Sub. 11, October 6, Dallas, Tex., cancelled. 


AS IF. YOU DIDN’T KNOW 


} 


SERVING 
6200 POINTS 


...that better motor 
ape? transportation in 
United States and Canada 

meant calling - 
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